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CARRIERS’ RATE OF RETURN 

The correspondence between the Southern Traffic 
League and executives of southern railroads with respect 
to rates and earnings of the carriers in the Southern re- 
gion, published in The Traffic World last week, empha- 
sizes again, in our opinion, the necessity for the Commis- 
sion to announce the rate of return that has been earned 
by the carriers on the basis of the tentative valuation of 
$18,900,000,000, adjusted to include net additions since 
December 31, 1919, the date of the tentative valuation. 

We had hoped the Commission would publish the 
rate of return on the basis of the adjusted tentative val- 
uation in its last annual report to Congress but it dis- 
missed the matter by saying: 

In our last report we said of the preceding calendar year: 

“As the annual net railway operating income has been recently 


less than $1,000,000,000, it is safe to say that the return of 534 per 
cent upon fair value is not being received by the carriers.” 


Large additions have been made to capital account for im- 
proved facilities and equipment since that report was written, and 
the net railway operating income for 1924 was $973,870,978, or only 
1.24 per cent more than for 1923. 

Mr. Caskie, executive secretary of the Southern Traffic 
League, in the letter to the chief executives of 
Class I carriers in the Southern Region, said the car- 
riers in that region were and had been for several years 
earning a net railway operating income (before deduct- 
ing federal income taxes) in the aggregate in excess of 
5.75 per cent fixed as a fair return by the Commission in 
Reduced Rates, 1922, on the basis of the tentative valu- 
ation fixed by the Commission in Ex Parte 74, plus net 
additions since January, 1920. 

In his reply to Mr. Caskie’s letter, W. L. Mapother, 
president of the Louisville and Nashville, said it was not 
a fact that the “southern group of carriers, as a whole, 
have earned an aggregate net railway operating revenue 
in excess of 5.75 per cent of the aggregate value of the 
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railway property of those carriers during any calendar 
year since 1920.” Mr. Mapother further said that, in 
arriving at the net railway operating income, “railway 
tax accruals, including federal income taxes, were, and 
are, properly treated as an operating charge and de- 
ducted from gross revenues, this being in accordance 
with the Interstate Commerce Commission’s system of 
accounts, and with recent rulings of the Supreme Court 
(58 I. C. C. 683; 258 U. S. 398; 262 U. S. 625).” 

In view of the fact that neither the Commission nor 
the Bureau of Railway Economics issues statements pur- 
porting to show the rate of return earned by the carriers 
on the basis of the tentative valuation, properly adjusted 
to include net additions, the question of the rate of re- 
turn of the carriers in the Southern Region, or in any 
other region, can not be discussed on the basis of offi- 
cial figures. Unofficial figures show that the Class I 
carriers in the Southern Region, on the basis of the 
tentative valuation adjusted to the properties of only 
Class I carriers as of December 31, 1924, earned a rate 
of return of 6.97 per cent in the eleven months ended 
with November, 1925. The earnings for December, 1925, 
are not yet available. On the basis of the property in- 
vestment of the Class I carriers in the Southern Region, 
a rate of return of 6 per cent was earned in the eleven 
months ended with November, according to unofficial 
computations. In the calendar year 1924, Class I car- 
riers in the Southern Region earned a rate of return, 
on the tentative valuation, of 6.04 per cent, and in 1923, 
5.92 per cent. On the basis of property investment the 
rate of return for these carriers was 5.20 per cent in 
1924, and 5.02 per cent in 1923. On the basis of prop- 
erty investment of Class I carriers in the Southern Re- 
gion, it is regarded as certain that the December earn- 
ings will bring the rate of return for 1925, even on the 
basis of property investment, above 5.75 per cent. 

These rates of return for periods less than a year are 
computed on an annual basis in each instance; that is, 
the rate of return computed for the eleven months ended 
with November is the rate of return that would be 
earned if the earnings for the twelfth month were at the 
same rate as that of the preceding eleven months. 

It is also pointed out with respect to the rate of re- 
turn of the carriers in the Southern region that the rate 
of return is figured for Class I railroads only and that, 
if all railroads were included, the rate of return, by vir- 
tue of the fact that the smaller lines do not have as large 
returns as the larger lines, for all railroads in the 
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Southern Region would be less than that for the Class I 
railroads. 

Mr. Mapother, in saying that the southern group of 
carriers, aS a Whole, had not earned an aggregate net 
railway operating revenue in excess of 5.75 per cent of 
the aggregate value of the railway property of those car- 
riers in any calendar year since 1920, may have had in 
mind all carriers; also, he may have had in mind prop- 
erty investment as the rate base instead of the tentative 
valuation. 

In the eleven months ended with November, Class I 
railroads for the country as a whole, according to unof- 
ficial computations, earned a rate of return, on an annual 
basis, of 5.63 per cent, on the basis of the tentative valu- 
ation. The rate of return on the property investment, as 
announced by the Bureau of Railway Economics, was 
483 per cent. In the Eastern District,.the rate of re- 
turn of Class I railroads for the eleven months ended 
with November, on the tentative valuation basis, was 
5.98 per cent, and for the Western District, 4.87 per 
cent. On the basis of property investment, the rate of 
return of the carriers in the Eastern District was 5.19 
per cent, and for the Western District, 4.11 per cent. 


Mr. Caskie said that, in Reduced Rates, 1922, the 
Commission said the fair rate of return therein pre- 
scribed of 5.75 per cent should be arrived at before and 
not after deducting federal income taxes. In a second 
letter in the correspondence with southern railway ex- 
ecutives, he quoted from the text of the decesion in Re- 
duced Rates, 1922, wherein the Commission set forth 
that, under its system of accounts, all charges to the ac- 
count “railway tax accruals” are deducted from railway 
operating revenues before arriving at railway operating 
income. 

Congress, in section 15a, of the interstate commerce 
act, defined the term, “‘net railway operating income,” as 
meaning “railway operating income, including in the 
computation thereof debits and credits arising from 
equipment rents and joint facility rents.” Railway op- 
erating income, as thus computed, is obtained after tax 
accruals are deducted. 

What the Commission said in Reduced Rates, 1922, 
with respect to income tax deductions and the rate of 
return of 5.75 per cent, was that a fair return of 5.75 per 
cent, representing an aggregate annual net railway oper- 
ating income arrived at after deducting, among other 
things, the federal income tax on a return of 6 per cent, 
would be approximately the equivalent of a fair return 
of 6 per cent, out of which the federal income tax was 
payable. In other words, the Commission, expressing 
the opinion that railway corporations should pay their 
federal income taxes out of the income, and taking cog- 
nizance of the fact that, under its system of accounts, 
railway tax accruals were deducted before arriving at 
railway operating income, said a rate of return of 5.75 
per cent, under existing accounting rules, was the 
equivalent of a rate of return of 6 per cent out of which 
the federal income tax would be payable. 

Regardless of the dispute between Mr. Caskie and 
Mr. Mapother, however, as to when and how federal in- 
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come taxes are deducted, the unofficial figures as to rate 
of return are figured on the basis of the net railway op- 
erating income after deduction of tax accruals. 

While there is room in the circumstances for some 
play of conflicting opinions, we think the facts sustain 
the position of the Southern Traffic League as to the re- 
turn the southern carriers have been earning, the disposi- 
tion that should be made of federal income taxes, and the 
tendency of pending rate proposals toward farther in- 
creases. While we see no cause for alarm in the fact 
that the southern carriers are earning more than the five 
and three-quarters per cent return on thir valuation, 
fixed by the law and the Commission as adequate, and 
realize that the fixing of such a measure of adequate re- 
turn was not meant and should not be regarded as an 
absolute maximum beyond which the carriers should not 
be allowed to go, we, nevertheless, agree that the fact 
that the southern carriers are earning more than that re- 
turn gives ample ground for asking the carriers at least 
not to expect more and to modify, in general, proposals 
that, if adopted, would mean more. We believe, in view 
of the rate situation in the South, that the carriers might 
themselves be gracious and fair enough to propose some 
revision downward. We believe such an attitude on 
their part is not only demanded by the facts of the situ- 
ation but that it would be expedient as a means of estab- 
lishing confidence and good will. Certainly their atti- 
tude, as exhibited by the correspondence that has been 
made public, toward the exceedingly reasonable com- 
munication of the Southern Traffic League will not in- 
spire such feelings, but rather will engender bad feeling 
and the spirit of opposition. 

It seems impossible for either carrier or shipper to 
learn the lesson that there must be a broad spirit of co- 
operation and fairness in order to solve our transporta- 
tion problems satisfactorily. The shippers in the West- 
ern Region, where the carriers have not been earning 
anywhere near the adequate return fixed by the Commis- 
sion, are fighting by every means in their power, even to 
ridiculous lengths, the efforts of the carriers to get that 
to which both the law of economic wisdom entitle them. 
That is one side of the matter. Now the carriers in the 
south are turning a deaf ear to legitimate demands of 
shippers that they cease their efforts to get more than 
that to which they are entitled. The one is no excuse 
for the other and both merely illustrate the difficulty of 
getting interests that believe themselves to be conflicting 
to conduct themselves on a cooperative and mutually fair 
basis. 


NOVEMBER EARNINGS 


Class I railroads, representing a total mileage of 236,552 
miles, earned on their property value the first eleven months 
in 1925 at the annual rate of return of 4.83 per cent, according 
to reports filed by the carriers with the Bureau of Railway 
Economics which says: 


The net operating income of the Class I roads for the eleven 
months period amounted to $1,041,689,000 compared with $899,- 
666,000 during the same period last year. The increase in net 
earnings was due not only to the fact that freight traffic during 
the eleven months period in 1925 was approximately six per cent 
greater than the corresponding period last year but also to in- 
creased efficiency and economy in the operation of the railroads, 
in large part the result of the large capital expenditures that 
have been made during the last four years. 

Gross operating revenues for the first eleven months in 1925 
amounted to $5,661,646,000 compared with $5,481,488,000 during the 
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corresponding period in 1924. Operating expenses totaled $4,193,- 
page so compared with $4,177,784,500 during the first eleven months 
n ; 

The net operating income of the Class I railroads for the 
month of November alone amounted te $106,924,330 which is at the 
annual rate of return of 4.82 per cent on property investment. 

The net operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before 
interest and other fixed charges are paid. 

Gross operating revenues of the Class I railroads in November 
totaled $532,746,600 compared with $505,797,650 during the same 
month in 1924. Operating expenses totaled $384,461,770 compared 
with $374,359,595 during the same month last year, 

Twenty-one Class I roads operated at a loss during the month 
of November of which fourteen were in the Eastern District, one 
in the Southern and six in the Western District. 

Class I railroads in the Eastern District alone for the first 
eleven months in 1925 had a net railway operating income of 
$512,759,322 which was at the annual rate of return of 5.19 per cent 
on the property investment. The net railway operating income of 
the railroads in that District in November amounted to $45,357,274 
compared with $37,442,558 during the same month in 1924. 

In the Southern District, Class I railroads during the first 
eleven months of 1925 had a net railway operating income of 
$151,934,091 which was at the annual rate of return of six per cent 
on their property investment. For the month of November alone, 
their net operating income amounted to $14,810,147. In November, 
1924, it was $12,358,371. 

Class I railroads in the Western District for the eleven 
months period, with the exception of the Nevada Northern Rail- 
road, had a net operating income of $376,995,300 which was at the 
annual rate of return of 4.11 per cent on their property investment. 
The same roads in November had a net railway operating income 


of —- compared with $43,593,420 for the same month 
in 1924. 


SEES BRIGHT RAIL OUTLOOK 


The Trafic World New York Bureau 


In a review of the railroad situation in 1925 and a forecast 
for 1926, Robert S. Binkerd, vice-chairman of the committee on 
public relations of the Eastern Presidents’ Conference, finds 
that the situation is good and the outlook for the immediate 
future excellent, despite several unfavorable factors. 


Mr. Binkerd estimates the net railroad operating income for 
1925 at $1,120,000,000, as against $987,000,000 for 1924, which 
is a return of about five per cent on the property investment 
account. He also points out that the “remorseless growth of 
railroad taxes still remains the most stubborn element in the 
cost of producing transportation.” Taxation is placed at $355,- 
000,000 for 1925, or nearly $1,000,000 a day. For the fourth 
year of the last five the amount of taxes is greater than the 
carriers have been able prudently to pay out in dividends, he 
added. Mr. Binkerd continued: 


For the first half of 1926 economic conditions seem to warrant 
belief in a continued broad production and distribution in most lines, 
with railway traffic probably at least upon a parity with the traffic 
of 1925. It is difficult to see beyond the middle of the year because 
of the importance which crops will have, not alone in traffic offered 
for transportation, but in replenishing and continuing the purchasing 
power of our great farming population. Should our 1926 crops be 
reasonably large in amount and fairly adequate in price, then the 
year 1926 may slightly surpass 1925 in the volume of traffic handled. 
The railroads will add to good times by perhaps larger purchases of 
cars and locomotives than in 1925 and by a continuance of important 
work on their track and structures. It would seem that new capital 
expenditures by the roads during the year will probably, at least, 
equal the $750,000,000 of this year. 


The rate situation has been marked by two important occurrences 
—the application of the western roads for a general 5 per cent in- 
crease, and the preparation for a general inquiry into the rate struc- 
be of the country pursuant to the terms of the Hoch-Smith resolu- 

ion. 

_ The rates on agricultural commodities west of the Mississippi 
River are only about 27 per cent higher now than they were in 
1911. Therefore, despite the efficient and economical operation in 
which the western carriers have vied with those of the east and 
south, it has been impossible for them to bridge the great gap be- 
tween the increase in their elements of expense and in the slight 
increase in what they can charge for the service rendered. 


The product of their rate structure is approximately 16 per cent 
below the levels of a fair return contemplated by the transportation 
act, so that from any point of view their modest request for a 5 
per cent increase in rates would appear to be more than justified. 

The long-distance passenger service of the railroads has been 
substantially increased and improved. In addition there is now a 
definite trend toward acquiring desirable bus services and operating 
them at integral parts of the total service offered by railroads. 

Passenger traffic was marked by a further decline, which seems 
mainly located in the field of short haul travel. The year was 
marked by the granting of more excursion rates than at any time 
since before the war, as a result of which the average revenue per 
passenger mile during the summer months was only about 2%c, 
as against an average of approximately 3c in the summer of 1921. 

The rehabilitation of the supply of cars and locomotives has 
been continued, but at a somewhat lower rate. It is the obvious 
intention of the railroad to have motive power and cars equal to 
any reasonable demand. But it is also their intention to exercise 
prudent economy in the making of additional capital investment. 
Having raised their efficiency to a point where each car and loco- 
motive produces more transportation than it used to, the require- 
ments for new purchases can no longer be based upon prewar ex- 
perience. 

For the first time since 1916 construction of new line exceeded 
abandonment. More new construction than abandonment will ap- 
parently characterize 1926 also, for during its current year, which 
ended October 31, 1925, the Interstate Commerce Commission granted 
46 certificates for the construction of approximately 909 miles of 


new railroad, as against 46 certificates authorizing the abandonment 
of approximately 652 miles. 
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REVENUE FREIGHT LOADING 


“The greatest freight traffic on record, measured by , 
number of cars loaded with revenue freight, was handled by the 
railroads of this country during the year 1925,” says the Car 
service division of the American Railway Association. 

“Loading of revenue freight for the year amounted 
51,177,962 cars. This was an increase of 2,643,529 cars or 54 
per cent over 1924 and 1,365,849 cars or 2.7 per cent over 199 
It also was an increase of 6,059,490 cars or 13.4 per cent oye; 
1920, while it was a still greater increase over 1921 and 19) 


“The total for the year 1925 was an increase of 683,392 caps 
or 1.4 per cent over the estimate made early in the spring by the 
car service division as to the amount of traffic that would fp 
handled in 1925. This estimate was based on reports ag ig 
business conditions and the general outlook for the year ag 
received from the various Shippers’ Regional Advisory Boards 
which have been organized in all parts of the country for the 
purpose of bringing about a better understanding by the shippers 
and the railroads of their mutual problems. 


“The record traffic of 1925 was handled without transports. 
tion difficulties by the railroads of this country, and with prae. 
tically no car shortage. Instead, the rail carriers have had at al| 
times during the year no less than 103,000 surplus freight cars 
in serviceable condition, while they have also had at all times 
not less than 4,200 surplus serviceable locomotives. 


“In 20 separate weeks in 1925, beginning about the middle 
of July, loading of revenue freight has exceeded one million 
cars, the peak week being that ended on August 29 when 1,124. 
436 cars were loaded, the greatest number for any one week on 
record. This exceeded by 12,091 cars or 1.1 per cent the pre 
vious high record made during the week of October 24, 1924. 


“Loading of revenue freight for the last week in December— 
the week ended December 26—amounted to 701,079 cars, an 
increase of 53,755 cars over the corresponding week last year and 
an increase of 85,660 cars over the corresponding week in 1923. 
Due to the usual seasonal decline in traffic during the Christmas 
holidays the total for the week of December 26 was a decrease 
of 266,807 cars under the preceding week this year.” 


Loading by districts the week ended December 26 and for the 
corresponding period of 1924 was reported as follows: 


Eastern district: Grain and grain products, 7,020 and 6,635: 
live stock, 2,214 and 2,859; coal, 22,476 and 30,950; coke, 4,051 and 
2,588; forest products, 4,216 and 3,872; ore, 1,955 and 921: mer- 
chandise, L. C. L., 56,194 and 53,095; miscellaneous, 64,402 and 
52,426; total, 1925, 162,528; 1924, 153,346; 19238, 154,281. 


Allegheny district: Grain and grain products, 2,536 and 2,655: 
live stock, 1,842 and 2,234; coal, 29,896 and 32,396; coke, 7,130 and 
5,457; forest products, 2,361 and 2,494; ore, 2,822 and 1,506: mer- 
chandise, L. C. L., 42,751 and 40,835; miscellaneous, 58,716 and 
49,271; total, 1925, 148,054; 1924, 136,848; 1923, 134,465. 

Pocahontas district: Grain and grain products, 163 and 112: 
live stock, 62 and 76; coal, 20,981 and 14,043; coke, 276 and 296; 
forest products, 1,145 and 987; ore, 45 and 49; merchandise, 
L. Cc. L., 5,588 and 5,206; miscellaneous, 3,169 and 2,620; 
1925, 31,429; 1924, 23,389; 1923, 21,902. 


Southern district: Grain and grain products, 2,416 and 2,683: 
live stock, 1,425 and 1,709; coal, 19,237 and 17,047; coke, 1,228 
and 817; forest products, 14,577 and 14,134; ore, 987 and 739; mer- 
chandise, L. C. L., 30,808 and 30,068; miscellaneous, 35,040 and 
31,103; total, 1925, 105,718; 1924, 98,300; 1923, 82,856. 

Northwestern district: Grain and grain products, 8,064 and 
8,362; live stock, 7,476 and 7,430; coal, 6,913 and 9,679; coke, 1,586 
and 1,775; forest products, 11,672 and 8,899; ore, 584 and 525; 
merchandise, L. C. L., 22,595 and 21,880; miscellaneous, 21,689 
and 19,607; total, 1925, 80,579; 1924, 78,157; 1923, 75,899. 

Central Western district: Grain and grain products, 9,649 
and 9,223; live stock, 8,123 and 9,114; coal, 17,651 and 20,140; coke, 
311 and 319; forest products, 5,976 and 4,767; ore, 3,509 and 2,707; 
merchandise, L. C. L., 30,473 and 28,801; miscellaneous, 40,535 and 
32,944; total, 1925, 116,227; 1924, 108,015; 1923, 101,587. 

Southwestern district: Grain and grain products, 3,419 and 
3,792; live stock, 1,587 and 1,806; coal, 5,196 and 5,470; coke, 250 
and 166; forest products, 5,851 and 5,156; ore, 530 and 432; mer- 
chandise, L. C. L., 11,963 and 10,984; miscellaneous, 27,748 and 
21,463; total, 1925, 56,544; 1924, 49,269; 1923, 44,429. 

Total, all roads: Grain and grain products, 33,267 and 33,462: 
live stock, 22,729 and 25,228; coal, 122,350 and 129,725; coke, 14,882 
and 11,418; forest products, 45,798 and 40,309; ore, 10,432 and 6,879; 
merchandise, L. C. L., 200,372 and 190,869; miscellaneous, 251,299 
and 209,434; total, 1925, 701,079; 1924, 647,324; 1923, 615,419. 


Loading of revenue freight this year compared with the 
two previous years follows: 


total, 


1925 1924 1923 

Five weeks in January......... 4,450,993 4,294,270 4,239,379 
Four weeks in February........ 3,619,326 3,631,819 3,414,809 
Four weeks in March........... 3,694,916 3,661,922 3,662,552 
Pour weeks in April.......cccece 3,721,662 3,498,230 3,764,266 
Five weeks in May............. 4,854,720 4,473,729 4,876,893 
Four weeks in June............ 3,956,011 3,625,182 4,047,603 
WOUr WEEKS IN TOY ..0.. ccc ccccccc 3,887,834 3,524,909 3,940,735 
Five weeks in August....... .-- 5,364,010 4,843,997 5,209,219 
Four weeks in September....... 4,297,453 4,147,885 4,147,783 
Five weeks in October.......... 5,537,408 5,455,431 5,348,499 
Four weeks in November....... 4,094,967 3,902,172 3,853,651 
Four weeks in December....... - 3,698,662 3,474,887 3,306,724 

TORE sieicewns piaieelere a eretdaraete 51,177,962 48,534,433 49,812,113 
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- Current Topics 
in Washington | 


—_—- 
Thoughts About Four Days of Talk.—Assignment of four 
days for a discussion of the Nickel Plate merger caused some 
headshaking in depreciation among those who believe the 
country did well for itself when its Congress created the Inter- 
state Commerce Commission. How men could talk for four days 
about the public interest was one of the questions in the interiors 
of those Who wondered if the Commission, in its determination 
to be fair, had not leaned backward. A common answer was 
that it was not really a discussion but actually a talking to 
the Commission of synopses of the testimony given by the 
parties. It was suspected that the attorneys and the commis- 
sioners believed that that orgie of argument would be the only 
opportunity nine of the commissioners would have for getting 
a complete picture of the matter. The idea of the nine com- 
missioners, Other than Commissioner Meyer, reading the whole 
record seemed preposterous. Commissioner Meyer heard the 
testimony. How the commissioner who hears the testimony tells 
it to his colleagues is one of the processes of the regulating 
body that has not received wide publicity. Assuming that there 
is such a process, it has been suggested that neither Commis- 
sioner Meyer nor his colleagues would be satisfied to have the 
nine who did not hear the testimony get the import of it from 
whatever method Mr. Meyer might employ to give the other 
nine a general idea, with references to the parts of the record 
which, in his opinion, they should read in full. The four days 
of argument certainly enabled the lawyers to bring out the parts 
of the record they deemed important. One general thought was 
that there must have been much irrelevant matter in the 
record, considered from the point of view of the man who thinks 
the only aim of the law is to allow mergers that would be in 
the interest of better service for the public, even if state and 
federal anti-trust and corporation laws seem to stand in the way. 
One of the queries was as to whether a fight between stock- 
holders could be shown to indicate that the service to be ren- 
dered would not be as good as if the stockholders were in 
accord as to the value of the holdings of each. The thought 
behind the query on that point was that, seemingly, much of the 
record amounted to a showing that minority stockholders thought 
the men in control of the majority were not offering them enough 
money for their holdings. That did not seem to go to the 
question as to whether it would be good for the public service, 
for example, for the Pere Marquette to be linked with the old 
Nickel Plate, unless it could be shown that the dissatisfaction 
of the minority holders would result in obstacles in the opera- 
tion of trains. Another query was as to whether the law had 
given the Commission the power to impose conditions providing 
for the disposition of disputes between stockholders. However, 
there was not much inclination to criticize either the Commis- 
sion or the stockholders for the one bringing the questions 
forward and the other giving ear to them. It was suggested 
that, had the Commission, at the outset, rules that such were 
matters for the courts and not for it, the public would not have 
been satisfied, for the public has no clear-cut perception of the 
dividing line between the courts and the Commission. The 
latter, however, having allowed the making of a record on 
that phase of the subject, it seems obvious, it can say, if so 
minded, that no power to pass on such disputes has been given 
to it; that its only duty is to ascertain whether the public would 
obtain better service from the unified properties than from them 
as independent entities. Another suggestion is that, unless the 
Commission is of the opinion that the anti-trust laws forbid 
merger, it cannot go far in prescribing conditions, because the 
fundamental idea back of the legislation seems to be to bring 
about unification notwithstanding anti-trust statutes, state and 
federal, and state corporation laws. That it has power to 
remove such obstacles was clearly shown, it is believed, in the 
C. P-S. P. case. In that case the Commission, in effect, said 
that, notwithstanding the prohibitions of the Sherman anti-trust 
law, declared by the Supreme Court to apply to that leasehold 


estate, it was in the interest of the public that it should be 
continued. 





Farrell’s Year of Jubilee.—This is the year of jubilee for 
Patrick J. Farrell, the Commission’s chief counsel. Twenty- 
five years ago the first of January he shook the snow of 
Vermont from his feet (temperature at the time about 40 degrees 
below zero) and followed his friend and former partner, Charles 
A. Prouty to Washington to help regulate, instead of, as in the 
days of his extreme youth, with Daniel Willard, now president 
of the Baltimore and Ohio, helping to operate one of the 
Vermont railroads. The members of his staff and Walter 
McFarland, formerly one of Farrell’s staff, now a member of the 
Burlington’s law force, remembered the day and sent him a 
big basket of flowers, with their good wishes for the time 
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to come. In the years Farrell has been an employe of the Com- 
mission, he, like the young man in Sir Harry Lauder’s song, 
“When I Was Twenty-one,” never had lots of money but always 
lots of fun. His friends have told him thousands of times that 
he would do much better, in a financial sense, were he to hang 
out his shingle and resume the practice of law, than he has 
been doing in serving the government. However, he might not 
be having the pleasure of standing before the Supreme Court of 
the United States and telling the justices the law on the subject 
in hand. That is what he does in every term of court. The 
only time the justices do not follow his advice is when they 
find, in some relatively unimportant matter, that the Commis- 
sion has cut across lots. Then they whale him. Thereupon, he 
goes to the Congress of the United tSates and has the statute 
rewritten. For particulars on that point the curious might 
consult the Kansas City Southern land valuation case. There 
have been times when, according to the views of well-keened 
men, the court has received poor advice from Mr. Farrell, and 
followed it, too; for instance, when in the Procter and Gamble 
case, the court upheld the Commission in holding that demurrage 
accrued on a private car owned by Procter and Gamble, laden 
with the owner’s goods, standing on his land and on his track, 
and that the owner was obligated to pay the Baltimore and 
Ohio a penalty for not unloading the car within the free time. 
After winning that case in the court, the Commission saw the 
light, and, in the private car case, set its decision aside so that 
now, in such circumstances, the owner of the car does not pay 
demurrage. The prize Farrell story, however, is the one involv- 
ing Daniel Willard and Farrell. The latter, as a train dispatcher, 
used to give Willard, an engineman, orders. Farrell told about 
so doing in the days when they were twenty-one. Farrell, when 
he told that story, was getting the Supreme Court to approve 
the orders the Commission gave to Willard of the Baltimore 
and Ohio. Willard assented to the Farrell story and then 
inquired: “And when did you quit giving me orders?” 





Upon What Doth Wheeler Feed?—It was all right for 
Brutus to inquire about the food that Caesar ate, because it 
was a live question in his day how Julius got that way. Some 
of those interested in the debate in the Senate about the Com- 
mission nominees are in some doubt whether Senator Wheeler, 
of Montana, has grown to the size warranting an inquiry as to 
the meat on which he feeds before discussing Commissioner 
Woodlock. Nevertheless, there is some curiosity as to whether 
Wheeler, in pretending to discuss Woodlock, is not misleading 
his colleagues when he makes observations about what Wood- 
lock wrote for the Wall Street Journal. The implication in 
Wheeler’s remarks is that he has read some of Woodlock’s 
writings in the journal produced recently. Wheeler does not 
like what he read. Watson, of Indiana, thinks that what Wood- 
lock wrote showed good sense. Wheeler professes to be opposed 
.to Woodlock because of what he wrote and Watson to be for 
his confirmation for the things Wheeler found so distasteful. 
There is curiosity on the point, chiefly because the commissioner 
has not been connected with the Wall Street Journal for twenty 
years. It is possible, of course, that the two senators really 
went back twenty years and found something they knew Wood- 
lock wrote, but the chances are, it is suggested by those who 
know the habits of Senators, that neither has done so. The 
probabilities, however, are that if either did so they would 
divide as they have. Wheeler is credited with looking favor- 
ably on ideas that would be more highly endorsed in Moscow 
than in the United States. President Coolidge knew the ideas 
Woodlock held when he appointed him. His view was that they 
were sound, even if he did appear to come from the innermost 
recesses of the mythical cave in which dwells the mythical 
octopus called Wall Street. Inasmuch as Coolidge was elected 
in 1924 and Wheeler was defeated, the Wheeler ideas did not 
seem to set well with the vast majority of Americans in that 
year. Wheeler, some will recall, was LaFollette’s running mate. 





Norton’s Bold Move.—The resignation of Thomas James 
Norton from the law staff of the Santa Fe serves to bring to 
notice the fact that it was he who initiated the practice of 
bringing to the witness stand in rate cases the chief executive 
officers of a railroad. In 1910, when, under the law authorizing 
the suspension of proposed rates, the western carriers asked 
for a modest increase of ten per cent, Mr. Norton astonished 
his colleagues by calling to the witness stand, as the first 
witness, President Ripley, of that road. Although the Com- 
mission for four years had had the power to prescribe rates 
for the future, railroad presidents were not deemed good wit- 
nesses for their companies. Norton had a different idea. Pres- 
ident Ripley was not only a good witness for his road but for 
all others as well. His discussion of railway financing and 
management, the rights and duties of both carriers and the 
public, created a stir in that day when railroad presidents were 
deemed to have horns and tails and not to be believed worthy 
of credence, even under oath. From that time forth, the hos- 
tility of the public seemed to decrease so that, in five years, the 
baiting had ceased except in the case of a few men whose 
names still come to the minds of those who were in touch with 














































































































































































































































































































































































































































70 





what the Commission was doing ten years ago. From 1915 
onward the public attitude toward the railroads changed to one 
of friendliness where it still remains on account of the service 
they are rendering. Mr. Norton, in his connection of twenty- 
seven years with litigation in which the Santa Fe was involved, 
managed litigation of importance. One suit, in particular, is 
believed to be interesting to shippers. It is known as the orange 
routing case in which the Supreme Court of the United States 
said it was the law that the originating carriers, in California, 
had a right to control the routing of oranges beyond their 
terminii so as to prevent connections giving rebates to obtain 
the haul in competition with other connections. That was 
before Congress gave the shipper the right to dictate the routing. 
When the right to route his shipments was given to the 
shipper, the effect of the decision was nullified. But rebating 
had also been stopped so that, in a way of speaking, the case 
had served the purpose for which it was brought. Mr. Norton 
was also the manager of a lawsuit, brought by the federal gov- 
ernment, after a spirited controversy between President Roose- 
velt and President Ripley, in which the trial court assessed a 
fine of $330,000 on a finding that the Santa Fe had departed 
from its tariffs. Mr. Norton, commenting on that case, called 
attention to the fact that the suit was brought against the only 
railroad in California that had not taken part in politics, so as 
to get the idea to the public that the prosecution was quasi- 
political. The Supreme Court reversed the case, even as it 
reversed Judge Kenesaw Mountain Landis when he “fined” the 
Standard Oil Company $29,000,000, also on an allegation of rebat- 
ing, the lower courts seemingly being than willing to go along on 
the popular idea that all railroads were bad but that some were 
worse than others and that they should be fined on general 
principles. i. Ee. B. 


PETITIONS FOR REHEARING, ETC. 


The complainants in No. 15236, Cattle & Horse Raisers’ As- 
sociation of Oregon, Portland Livestock Exchange, Northwestern 
Livestock Shippers’ Traffic League vs. Northern Pacific Rail- 
way, Spokane, Portland & Seattle, Oregon-Washington Railroad 
& Navigation Company, Great Northern, Oregon Short Line, and 
Oregon Trunk Line, have petitioned the Commission for rehear- 
ing and reargument. 

The defendants in No. 12068, Wilson & Company, Incorpo- 
rated, of Oklahoma et al. vs. Director-General, as Agent, Chi- 
cago, Burlington & Quincy et al, and related cases, have peti- 
tioned the Commission for vacation of its order. 

The complainant in No. 15220, G. Caruso & Co. vs. Chicago 
& Eastern Illinois et al., has petitioned the Commission for re- 
hearing. 

The defendants in No. 16076, Deshler Broom Factory et al. 
vs. Santa Fe et al., have petitioned the Commission for amend- 
ment and modification of the order. 

The complainant in No. 15007 (Sub-No. 1), Pittsburgh Vein 
Operators’ Association of Ohio et al. vs. Ashland Coal and Iron 
Railway et al., have petitioned the Commission for reargument. 

The Director General, defendant in No. 14445, George A. 
Fuller Company et al. vs. Director General, as agent, et al., has 
petitioned the Commission for reargument or reconsideration. 

The Wisconsin Traffic Association, protestant in I. and S. 
No. 2437, Salt Cake from Pacific Coast to Wisconsin, has peti- 
tioned the Commission for reconsideration and oral argument. 


SUSPENDED TARIFFS 


In I. and S. No. 2574, the Commission has suspended from 
January 1 until May 1 schedules as published in supplement 
No. 2 to Canadian National Railways (Lines East) I. C. C. No. 
E-218, and supplement No. 2 to Canadian Pacific Railway Com- 
pany’s I. C. C. No. E-2325. The suspended schedules propose 
to increase rates on newsprint paper, carloads, from Canadian 
mills to Nashville, Memphis and Clarksville, Tenn., and to re- 
duce rates on the same commodity to Knoxville, Tenn. The 


following statement of rates from Shawinigan Falls, Que., is 
illustrative: 


To Nashville, Tenn., present, 47, proposed 57; Clarksville, Tenn., 
present 48, proposed 58; Memphis, Tenn., present 48, proposed 48; 
Knoxville, Tenn., present 60, proposed 57. 


The Canadian Commission, the United States Commission 
was advisd the day it issued its suspesion order, had also sus- 
pended the tariffs. The carriers contended the United States 
Commission was without jurisdiction. It did not answer that 
contention in the notice of suspension, but it has always held 
that it has power over the part of rates for hauls, in the United 
States, in the matter of rates from one country to the other. 

In I. and S. No. 2575, the Commission has suspended from 
January 1 and later dates until May 1 schedules as published 
in various tariffs issued by Boyd and certain carriers operating 
in Western Trunk Line territory. The suspended schedules pro- 
pose to cancel the use of the rule for constructing combination 
rates, on lime from or to points east of the Indiana-Illinois state 
line, on the one hand and points in Western Trunk Line terri- 
tory, on the other hand; and also propose to establish propor- 
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tional rates applicable on lime between points in Western Trup, 
Line territory one cent per 100 pounds lower than the presen; 
local rates, which would apply only on shipments originatip, 
at or destined to points east of the Indiana-Illinois state line 

In I. and S. No. 2576, the Commission has suspended fron, 
January 4 until May 4, schedules as published in supplement No 
5 to Louisville & Nashville I. C. C. No. A-15643; Mobile & Ohiy 
Railroad I. C. C. No. B-708; and supplements Nos. 9 and 10 t 
St. Louis-San Francisco I. C. C. No. 8524. The suspended sche. 
ules propose to increase rates on coke breeze or braize, carloads 
from ovens in the Birmingham, Ala., district to East St. Louis 
Ill., and St. Louis, Mo., and intermediate destinations. The fo). 


lowing statement of rates in cents per net ton to East St. Louis, 
Ill., and St. Louis, Mo., is illustrative: 


From Birmingham, Ala., present 312, proposed 396. 


In I. and S. No. 2577, the Commission has suspended from 
January 5 until May 5, certain restrictions as published jn 
Glenn’s Florida Lumber Tariff, I. C. C. No. A-534. The schedule 
named contains commodity rates on lumber and articles taking 
lumber rates, in carloads, from Pensacola and other points in 
Western Florida to points in Florida. The suspended restric. 
tions propose to make the rates named in the schedule inap. 


plicable in constructing through rates on combination on inter. 
state traffic. 


FINAL VALUATIONS 


The Commission, in valuation docket No. 198, opinion No. 
B-126, 103 I. C. C. 583-92, has found the final value of the prop- 
erty of the Gainesville & Northwestern Railroad Company, for 
rate-making purposes, owned and used for common Carrier pur- 
poses, as of June 30, 1916, to be $517,248. The company owns 
and operates a railroad from New Holland Junction to North 
Helen, Ga., a distance of a little more than 35 miles. No protest 
was filed against the tentative valuation. 


In valuation docket No. 110, opinion No. B-128, 103 I. C. ¢. 
601-10, the Commission has found the final value of the property 
of the Garden City Western Railway Company, for rate-making 
purposes, owned and used for common carrier purposes, as of 
June 30, 1916, to be $192,057 and of property used but not owned 
$42. The company owns and operates a railroad from Garden 


City to Wolf, Kan., a distance of about 14 miles. No protest was 
filed against the tentative valuation. 


The Commission, in valuation docket No. 64, opinion No. 
B-137, 103 I. C. C. 678-88, has found the final value of the prop- 
erty of the Goldsboro (N. C.) Union Station Company, for rate- 
making purposes, owned and used for common carrier purposes, 
as of June 30, 1914, to be $147,895. A protest was filed against 
the tentative valuation and the Western Union Telegraph Com- 
pany filed an intervention. Testimony was offered on behalf of 


, the station company but not on behalf of the telegraph company. 


It was represented by counsel at the hearing on the protest. The 
carrier protested against the rules, methods and principles em- 
ployed, similar to the objections in other valuation cases. The 
testimony went only, the report said, to the matter of deprecia- 
tion and interest during construction. The Commission found an 
error which it said would be corrected but made no change in 


the sum allowed for interest during construction nor in any other 
material part of its report. 


The Commission, in valuation docket No. 295, opinion No. 
B-136, 103 I. C. C. 667-77, has found the final value, for rate- 
making purposes, of the property of the Keeseville, Ausable 
Chasm & Lake Champlain Railroad Company, owned and used 
for common carrier purposes, as of June 30, 1916, to be $113,619. 
The company owns and operates a road from Port Kent to 
Keeseville, N. Y., a distance of a little less than six miles. No 
protest was filed against the tentative valuation. 


In valuation docket No. 273, Laurel Fork Railway Company, 
opinion No. B-138, 103 I. C. C. 689-96, the Commission has 
found the final value for rate-making purposes of the property 
of that carrier, owned and used for common carrier purposes, 
as of June 30, 1916, to be $366,396. The company owns and 
operates a railroad extending from Elizabethton to Frog Level, 


Tenn, a distance of about 15 miles. No protest was filed against 
the tentative valuation. 


In Valuation Docket No. 166, Boston Terminal Company, 
opinion No. B-140, 103 I. C. C. 707-30, the Commission has found 
the final value, for rate-making purposes, of the property of tne 
terminal company, owned and used for common carrier purposes, 
to be $20,770,500, as of June 30, 1915. The carrier protested the 
tentative valuation. In the tentative valuation the Commission 
found that the cost of reproduction new of the carrier’s property 
on valuation date, exclusive of lands, was $6,527,116, and cost 
of reproduction less depreciation, $5,224,722. In the final report 
the Commission increased the first figure to $7,527,145, and the 
second, to $6,054,169. The present value of the company’s lands 
was found to be $13,860,500. .On date of valuation the company 
had an investment in road, including lands, of $15,458,562.10, 
according to its books. With certain readjustments, the report 
said, the investment figure would be reduced to $15,318,519.98. 
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fre} ~— —— sa ogee ot to ship pene o¥- 1924. In that case the Commission prescribed reduced rates on 
rom the Pacific Coas ates. ey make no suggestion as to : : in- 
any, how the damage to the car from the ice in the crates can be avoided. clean rice from Arkansas points to =— in ae ee a 
has The western carriers have tacitly encouraged the use of ice on cluding many of the rates carried in the suspended schedules. 
erty a ee ee oo Paces) five Le gp rages aS >= Specific rates were set down to points designated as key points. 
: ultivation and shipment of lettuce and other vegetables from Cali- - . : other 
OSes, fornia. The same may be said to apply to Arizona and Oregon. The carriers were directed to 5 gp ggg _— - —— 
and Vegetables shipped during the winter months from the Pacific points in harmony therewith. The carriers, in this case, urge 
evel States and Florida are universally consumed in the Eastern and _ the acceptance of their proposals as a compliance with the re- 
inst ee Weet Winies, ‘Faey Se Renney Gruee oF Bese. quirements in that case. Protestants contended that many of 
e have authorized an investigation in cooperation with the i fixed. 
Department of Agriculture into and concerning the practice of the proposed increases were not amg np nc yoy ee 
any body-icing vegetables with a view to determining the value of Commissioner McManamy said the rates prop Dp 
und ae Ve in oe gr age a of Rtn a of ha es a Mang ef- in Central Territory were those prescribed in the Stuttgart case 
ect oO e practice on the equipment, and means of obviating any % xcep- 
the deleterious effects upon the equipment from this practice. A copy Or were made in close — hy such —- bactenn Spee ae 
3e5 of a preliminary plant for this cooperative investigation was sub- tion of admitted errors, he said, no reason app “i 
the ae to the Bavereated parties, and full opportunity, given for should not be approved and they were approved. 
l riticism or suggestions prior to carrying nto effect. s 
sion realized by all concerned that it is only through tests such as these The case, therefore, was a toa ee of — 
erty that definite and conclusive results can be obtained. Both sides proposed rates to Western Trunk ne points, including 1- 
“ost pel Fong oy a oe age age 4 ont hues promised full cago and points on the Mississippi. The protests, he said, came 
: peration in the making o e tests. seems clear to us, how- i * 
ort ever, that until the results of those tests are known respondents principally from the producing apt aa the “a 
the should not be expected to transport the ice placed upon the load souri river cities. Increases were proposed, in varying amounts, 
nds pee ag ee . As ve nave neveiehetere indicated, the damage from the Arkansas, Lake Charles and New Orleans groups, to 
e€ equipment resulting from top icing is incapable of measure- 
any ment. This is particularly so when wetting of the car floor and OC2C or more of the aoe a = oa po Pawel My _ 
10, sides from the crate ice is considered. It does not follow, however, groups mentioned: Chicago, . uis, Ualro, springiield, JOp- 
ort that the carrier should not be compensated in some way for what- lin, Kansas City, Atchison, Lincoln, Omaha, Des Moines, Sioux 
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ever damage may be attributable to the top icing and for the cost 
of transporting the ice. 


Respondents concede that more than an average of 5,000 pounds 


City, Sioux Falls and St. Paul. 
Mr. McManamy said that the rates proposed by the so-called 















































































































72 THE TRAFFIC WORLD 


east side lines and the Kansas City Southern and connections to 
the Missouri river cities and related points, in some instances, 
were lower than those proposed by the other lines. That was 
particularly true, he said, of the rates from New Orleans. Those 
proposals, he said, were opposed by the principal west side lines. 
The latter asked the Commission to exercise its power to fix 
minimum rates and require all the rates to be brought up to 
the level they proposed. 

With respect to rates to Omaha and Sioux City, the report 
said the Illinois Central, with its own line from New Orleans, 
apparently controlled the situation and that the Kansas City 
Southern desired to meet the rates of that line. He said the 
Illinois Central and other east side lines maintained lower rates 
on traffic in general to the territory they directly served than 
did the west side lines from similar distances, except that be- 
tween Mississippi river points, St. Louis and south, the west side 
lines were permitted to meet the rates of the east side lines and 
charge higher rates at intermediate points. 

The Commission disapproved the proposal of the Illinois 
Central and the competitive proposal of the Kansas City South- 
ern, but it did not issue a minimum rate order. However, it 
suggested proceedings under the penal provisions of the inter- 
state commerce law, if the Kansas City Southern did not prompt- 
ly publish rates to the Missouri river cities in compliance with 
its order in the Stuttgart case, suggesting that that road short- 
haul itself to avoid a situation disclosed in the following para- 
graph: 


The adjustment proposed by the Kansas City Southern to the 
Missouri River cities is in part violative of our order in the Stuttgart 
case. We there required the observance at Kansas City of a differ- 
ential of 11 cents, the Arkansas group under the Lake Charles group, 
to remove undue prejudice. However, the Kansas City Southern pro- 
poses to continue the rate of 50.5 cents from the Arkansas Group 
to Kansas City and at the same time to publish a rate of 55.5 cents 
from the Lake, Charles group. The proposed 55.5 cent rate from the 
latter group is the rate to St. Louis. It is proposed for application 
to Kansas City over the Kansas City Southern because Kansas City 
is intermediate to St. Louis via that line. The Kansas City Southern 
could comply with our order and avoid any departure from the 
long-and-short-haul provision of the fourth section by limiting the 
application of the 55.5 cent rate to the more direct routes from the 
Lake Charles group to St. Louis that avoid Kansas City. In other 
words, traffic from a point like Lake Charles destined to St. Louis 
could instead of moving over the Kansas City Southern to Kansas 
City, be turned over to its connections at Shreveport, La., or junc- 
tion points north thereof and south of Kansas City. The difficulty is 
that the Kansas City Southern objects to shorthauling itself. If rates 
are not promptly published in conformity with our order in the Stutt- 


gart case, proceedings under the penal provisions of the act will be 
considered. 


All the shippers protested the increases for varying rea- 
sons, but the Texas shippers, according to the report, contended 
that under the Hoch-Smith resolution they were entitled to gen- 
eral reductions. It added that they now had pending, in No. 
16735, Atlantic Rice Milling Co. et al. vs. Alabama Great South- 
ern et al., a complaint against the general structure of rates 
on rice from Texas producing and milling points to destinations 
in Central, Southeastern and Western territories. In dispos- 
ing of the case, the Commission said: 


The rates proposed by the lines east of the Mississippi River and 
by the Kansas City Southern and connections which are lower than 
the rates proposed from and to the same points by the west side 
lines Sther than the Kansas City Southern and connections, have not 
been justified. The rates proposed to points in central territory, and 
by the west side lines other than the Kansas City Southern and con- 
nections to points west thereof, have in general been justified, sub- 
ject to correction of the admitted errors, in the proposed rates to 
Thebes, Ill., and Grand Island, Neb., and except that the rates to 


the Missouri River groups should not exceed the following from the 
origins indicated: 


From Arkansas group and Memphis, Tenn., to Omaha, Neb., 59 
cents; from Lake Charles group to Omaha, Neb., 69 cents; from New 
Orleans group to Kansas City, Mo., 66.5 cents; from New Orleans 
group to Omaha, Neb., 72 cents. 

Departures from the long-and-short-haul rule of the fourth sec- 
tion of the act must not be created without authority. The rates 
herein approved or prescribed are for application over all routes. 

We find that the schedules as a whole have not been justified, and 
an order will be entered requiring their cancellation and discontinu- 
ing this proceeding. This action is without prejudice to respondents’ 
right to file new schedules in conformity with our findings herein. 


FLAXSEED BASIS PRESCRIBED 


A basis for flaxseed rates, not exceeding 112 per cent of the 
rates on wheat, has been prescribed by the Commission in a 
report, written by Chairman Aitchison, for division No. 2, on No. 
16270, Board of Railroad Commissioners of the State of South 
Dakota vs. Chicago & North Western et al., mimeographed. The 
report also covers I. and S. No. 2361, Flaxseed Between Minne- 
sota, North and South Dakota and Western Trunk Line Points. 
The new basis is to be put into effect not later than March 6. 
The report condemns the Minnesota intrastate rates. The rates 
proposed by the carriers and suspended in the suspension case 
were found not justified. The Commission’s report follows the 
report proposed by the examiner. 

Mr. Aitchison said the complaint, as modified and explained 
at the hearing, alleged the rates on flaxseed, carloads, from 
points in South Dakota to Minneapolis and Duluth, Chicago, Mil- 
waukee, Des Moines, Omaha and Kansas City were unreason- 
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able, and as compared with the rates from Iowa, Minnesoj, 
Montana and North Dakota to the same destinations, were yp. 
duly prejudicial to South Dakota and unduly preferred shippe; 
of flaxseed in Iowa, Minnesota, Montana and North Dakota. Th. 
complaint also alleged that the rates from South Dakota points 
to Minneapolis and Duluth, and the intrastate rates from Minne. 
sota points to Minneapolis and Duluth, were unduly prejudicig| 
to South Dakota shippers and preferential of Minnesota shippers 
The suspended schedules, the report said, were filed, afte; 
an attempt at agreement had been made, to satisfy the com. 
plaint. They were to have become effective March 10, 1925. I) 
discussing and disposing of the case, the report said: 


The defendants contend that the main case herein is the investj. 
gation and suspension proceeding. They claim that they have show) 
that the rates proposed are reasonable per se. Rates proposed must 
be shown to be not only reasonable but otherwise lawful. Defendants 
herein propose to increase certain flaxseed rates from points ip 
South Dakota adjacent to the South Dakota-North Dakota state line, 
and also to increase certain rates on flaxseed from certain North 
Dakota points. The result, if the rates are allowed to become effec. 
tive, would be that a different level of rates on flaxseed would be 
established from these points in South Dakota and North Dakota 
than applies on flaxseed from other North Dakota points. The situa. 
tion would be the same as that which exists along the South Da. 
kota-Minnesota state line, except that the respective spreads in the 
rates would not be as great. The break in the rates created would 
be between interstate rates, and not between interstate and intra. 
state rates, as is the case along the South Dakota-Minnesota state 
line. The tariffs under suspension also contain interstate rates from 
Minnesota points to Chicago and other destinations. The carriers 
admit that the proposed rates would result in undue prejudice to 
the South Dakota shippers, but argue that the rates on flaxseed from 
the preferred points should be increased. Aside from the question 
of whether or not the proposed rates are reasonable, the schedules 
under suspension have not been justified because of the fact that 
the interstate rates contained therein would violate section 3. This 
conclusion is not based upon the fact that the intrastate Minnesota 
rates are unduly preferential of the Minnesota shippers. The carriers 
possibly can not remove the undue preference caused. by the intra- 
state rates without being ordered to do so by us, but there is no 
justification for their failure to remove the existing undue prejudice 
resulting from varying levels of interstate rates or for attempting to 
establish interstate rates which are admitted by all parties to be 
unduly prejudicial. 

Defendants’ arguments relating to the reasonableness of the 
proposed rates are considered in connection with the reasonableness 
of the present rates under attack in Docket No. 16270. 

The Milwaukee furnishes data pertaining to its financial con- 
dition, and the other defendants attempt to show that they are not 
earning a fair return. These facts are neither a justification of, nor 
an excuse for, the existing improper flaxseed rate basis. 

We find that the rates on flaxseed from South Dakota points 
to Minneapolis, Duluth, Chicago, Milwaukee, Des Moines, Omaha 
and Kansas City are, and for the future will be, unreasonable to 
the extent that thev exceed the contemporaneous wheat rates from 
and to the same points by more than 12 per cent; that rates on 
flaxseed from South Dakota to the destinations named are, and for 
the future will be, unduly prejudicial to South Dakota shippers 
and unduly preferential of shippers from Montana and North Dakota 
to the same destinations, and from Minnesota to these destinations 
except Duluth and Minneapolis, and that this undue prejudice should 
be removed by the establishment of interstate rates on flaxseed from 
points in South Dakota, Minnesota, North Dakota and Montana 
which bear a uniform percentage relationship to the corresponding 
wheat rates, this percentage to be not more than 112 per cent of 
the contemporaneous wheat rates; that the intrastate Minnesota flax- 
seed rates to Minneapolis and Duluth are and for the future will 
be unduly preferential of the Minnesota shippers and unduly prej- 
udicial to the South Dakota shippers and unjustly discriminatory 
against interstate commerce; that this undue prejudice and unjust 
discrimination should be removed by establishing nonprejudicial in- 
terstate flaxseed rates from South Dakota points to Minneapolis and 
Duluth in accordance with the preceding finding and by establishing 
rates on flaxseed properly graded, distance considered, from intra- 
state points east of the South Dakota-Minnesota state line to Minne- 
apolis and Duluth. We suggest that the Minnesota intrastate rates 
be revised in the light of this finding by the state tribunal having 
jurisdiction thereof. 

_ The schedules under suspension in the investigation and suspen- 
sion proceeding have not been justified, and will be ordered cancelled. 


CANADIAN PROPOSAL FAILS 


A revision of rates on lumber and related articles from 
south Pacific coast states to Canadian points, proposed by Cana- 
dian lines, has been disapproved by the Commission in I. and S. 
No. 2503, Lumber and Related Articles from South Pacific Coast 
States to Eastern Canada. The Commission, by division No. 3, 
in a mimeographed report, said the revision, carrying both in- 
creases and reductions, had not been justified, ordered the can- 
cellation of the schedules and discontinued the proceeding, with- 
out prejudice, however, to the establishment of rates in con- 
formity with the views expressed. 

Upon protests of the California Redwood Association, and a 
number of shippers; the Commission suspended the schedules. 
The territory of origin comprises, generally speaking, four 
groups, designated as the coast, Truckee, Hawley and Arizona. 
Rates from the three last named are identical. From the coast 
group, embracing California, the Commission said, the rates 
were somewhat higher. Among the rates involved were the pro- 
portional or reshipment rates from San Francisco bay points, on 
lumber from mills not served by rail carriers by means of which, 
the Commission said, the mills without railroad facilities, by the 
use of water carriers, were able to compete with the railroad 
served mills. Jt said the proportional rates were maintained 
for that purpose. 

The proposed increases, the report said, were part of a gen- 
eral readjustment whereby the respondents sought to equalize 
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the rates applying from the coast group and from north coast 

ints, Portland, Ore., for example. No attempt at justification, 
the report said, was made as to rates from groups other than the 
California coast group. It was proposed to cancel the propor- 
tional or reshipment rates from the bay points and to shorten 
the list of lumber articles upon which the proposed rates would 
apply. The increases, generally, would apply only to redwood, 
cedar and juniper, while reductions were proposed in rates on 
pine, fir, hemlock and other kinds. Protestants, the report said, 
were concerned chiefly with the rates on redwood lumber and 
articles manufactured therefrom, the increase in rates caused 
by the cancellation of the reshipment rates, and with an in- 
crease in minimum weights. 

Redwood is produced only in the California coast group. For 
several years prior to December 1, 1924, rates from California 
were the same on the various kinds of lumber and the same 
rates also applied from the north Pacific coast on the same 
kinds of woods, such as pine and fir, but on a few sorts, includ- 
ing redwood and cedar, the rates were higher. A typical pro- 
posal carried in the tariffs under suspension, from Weed, Calif., 
to Toronto, was to reduce the fir and pine rate from 96 cents to 
98.5 cents, thereby bringing it down to the Portland, Ore., rate; 
increasing the cedar and redwood rate from Weed to Montreal, 
from 96 cents to 103.5 cents, which would also be eqyalization 
from Portland, Ore. Commenting upon the table from which the 
foregoing rates were taken and disposing of the case, the Com- 
mission said: 


It will be seen from the foregoing table that rates from the north 
Pacific coast were reduced effective October 1, 1924, but that no 
change was made in the rates from California; and that the proposed 
rates would place the two origin territories on a parity as to the 
various kinds of lumber, whereas the parity has not heretofore 
included cedar and redwood lumber. The rates from north Pacific 
coast points are subject to a graduated scale of carload minima, 
beginning with 32,300 pounds on redwood, cedar and juniper lumber 
and 38,000 pounds on pine, fir, and various other kinds in cars 36 
feet and under in length whereas from California the minimum gen- 
erally is 30,000 pounds. Respondents proposed practically to equalize 
also the minima from the respective origin territories, and to make 
the grouping of the articles conform more closely to the somewhat 
restricted commodity groupings in the tariff applying from north 
Pacific coast points. The proposed cancellation of the trans-shipment 
or proportional rates would result in increasing the rates on redwood 
lumber from San Francisco Bay points to Toronto and Montreal by 
16.5 cents and 19.5 cents, respectively. 


The failure of respondents to revise their rates concurrently with 
the revision from the north Pacific coast points, the cause of that 
revision, and the somewhat radical departure in respect of dif- 
ferentiating between redwood lumber and pine or other kinds is 
explained by respondents’ witness. It appears that early in 1923 the 
Canadian lines began negotiations with trans-continental carriers for 
the establishment from north Pacific coast points in the United 
States to eastern Canadian ports of rates on lumber for export the 
same as those in effect on like traffic to Atlantic coast ports in the 
United States, and expressed willingness to establish the same rates 
as those carrier in Canadian traffic from British Columbia to eastern 
Canadian ports. The trans-continental carriers operating in the 
United States agreed to a proposal of the Canadian lines that rates 
from points of origin in the United States to Canadian ports for 
export be maintained on a parity with rates to New York, N. Y., with 
the understanding that such revision would be made as might be 
found necessary. In response to requests from California shippers 
the carriers serving California endeavored to have lumber-shipping 
points in that state accorded the same basis as that contemplated 
from north Pacific coast points in order to continue a Jlong-existing 
parity. Meanwhile the negotiations between the Canadian lines and 
the lines serving Oregon and Washington continued, and the adjust- 
ment therein contemplated was broadened to include domestic traffic 
to substantially all destinations in eastern Canada. The rates under 
that adjustment became effective October 1, 1924, as indicated in 
the foregoing table, and before the California lines were able to 
arrange with their connections for a revision of rates from California. 

Shortly after the readjustment from the north Pacific coast the 
California lines proposed to their connections the estabishment of 
the same rates from California. It is stated that the proposal did 
not contemplate any increases in rates such as those here under 
suspension on redwood lumber. Because of the much broader group- 
ing of commodities accorded lumber rates from California than that 
which obtains in the rates from north Pacific coast points, eastern 
connections, including eastern Canadian carriers, refused to join in 
the rates then proposed. It further appears that the_ eastern 
Canadian lines had no objection to readjusting rates from California 
to the same basis as that established October 1, 1924, from the north 
Pacific coast, but insisted that the readjustment include, among 
other things, the same list of commodities as that carried in the 
north Pacific coast tariff, and further, that whatever the adjustment 
from California was to be, it must include the cancelation of the 
proportional rates from San Francisco Bay points, the maintenance 
of which the Canadian lines consider unnecessary. 


Practically no evidence was offered by respondents in justification 
of the proposed schedules. The trans-continental carriers serving 
California admittedly are not in harmony with the Canadian lines 
in the proposed readjustment. Their witness stated that redwood is 
not produced in either the north Pacific coast or British Columbia 
territory; that the inclusion of redwood lumber with cedar and 
juniper in the north Pacific tariff virtually results in paper rates; 
that, in substance, if the California lines had fully understood the 
proposed readjustment they would have withdrawn immediately their 
concurrence therein, as they prefer the present adjustment to the 
one under suspension; and that immediately upon receipt of the 
tariff supplement publishing the proposed changes they started 
negotiations with the Canadian lines with a view to according red- 
wood lumber from California the same basis as pine and fir, and 
of maintaining the present minima, but that the Canadian lines 
did not recede from their =. 

It is unnecessary ¢0 detail the evidence offered by protestants. 
It dealt generally with various phases of the proposed readjustment, 
competition between the different species of lumber, and the de- 
Sirability of the present minimum of 30,000 pounds, which is re- 
garded as satisfactory because suited to a loading often required. 
It was shown that on various kinds of lumber from points in other 
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territories the Canadian lines participate in rates that are subject, 
generally, to one minimum weight. Reference was made also to the 
adverse effect which the proposed cancellation of reshipping rates 
would have upon so-called re-manufacturing plants at San Francisco 
bay points. These rates, it is said, afford the only basis on which 
competition with inland shipping points can be met. 

As above observed, respondents have long maintained the same 
rates on redwood lumber as on pine and various other kinds from 
this general territory. Sufficient reason does not appear why any 
different basis should now obtain. Whatever circumstances warrant 
the maintenance from north Pacific coast points to Canadian des- 
tinations of rates higher on one kind of lumber than on other kinds 
are not necessarily controlling as to traffic from the origin territory 
here considered. On the other hand, the proposed reduced rates 
under suspension on pine lumber and various other kinds restore an 
equalization, long maintained prior to October 1, 1924, from Cali- 
fornia and north Pacific coast points. No reason appears why the 
disparity created on that date, and which respondents appear will- 
ing to remove, should be continued. We are of opinion that as to 
those commodities the rates themselves from the two territories 
should be equalized. The evidence does not support a finding that 
the change proposed in the minima, the restriction proposed in the 
lumber list, or the cancellation of the trans-shipment or proportional 
rates is warranted. 


We find that the schedules under suspension have not been justi- 
fied. An order will be entered requiring their cancellation and dis- 
continuing this proceeding without prejudice to the filing of new 
schedules in conformity with the views herein expressed. 


NITRATE INCREASES FORBIDDEN 


The Commission, by division No. 3, in I. and S. No. 2520, has 
found not justified, proposed increased rates on nitrate of soda, 
carloads, from New Orleans and sub-ports to destinations in Ar- 
kansas and Oklahoma. It has ordered the suspended schedules 
canceled and the proceeding discontinued. Cancellation of an 
absorption charge of 2.5 cents per 100 pounds for handling of 
nitrate from shipside to cars, was the method by which the in- 
crease in rates would have been brought about. 

Existing rates on nitrate of soda to Arkansas were estab- 
lished by the Commission in New Orleans Joint Traffic Bureau 
vs. Alabama & Vicksburg, 89 I. C. C. 223, decided May 10, 1924. 
The Commission in that case found the rates unreasonable and 
It also approved the existing dif- 
ferences in rates between the class A lines and other lines. 
When the class A lines established the present rates they con- 
tinued the absorption of 2.5 cents. The lines other than class A 
do not absorb the handling charge, although the line-haul rates 
are somewhat higher. 

In the suspended tariffs, the report said, the carriers pro- 
posed to abolish the absorption, not only to Arkansas destina- 
tions but to Oklahoma points as well. The carriers said they 
had intended to abolish it in earlier issues but that through in- 
advertence they overlooked the making of a proper provision 
therefor. In disposing of the case the Commission said the 
present rate of 32 cents on nitrate from New Orleans to Little 
Rock, 475 miles, on a 60,000 pound minimum yielded car-mile 
earnings of 40 cents. . 

“A rate yielding such a revenue for a haul on fertilizer mate- 
rial used as extensively as is nitrate of soda,” the Commission 
said, “would seem to be ample.” 


AUTOMATIC TRAIN CONTROL 


The Commission, in mimeographed reports on No. 13413, the 
Automatic Train Control Device case, after inspection and test, 
has found the installations approved, with specified exceptions. 
In each case it has prescribed the requirements to be met to 
bring the approvals out of the class of those approved with qual- 
ifications. The cases are: 

Sub. No. 4, the installation of the National Safety Appliance 
Company on the Houston division of the Galveston, Harrisburg 
& San Antonio. Inspection on that was completed July 25 and 
the matter decided December 8. 

Sub. No. 5, the installation of the National Safety Appliance 
Company on the western division of the Pacific System of the 
Southern Pacific. Inspection completed August 12, decided De- 
cember 8. 

Sub. No. 6, the installation of the National Safety Appliance 
Company on the southwestern division of the St. Louis-San 
Francisco. Inspection completed August 15, decided December 8. 

In a supplemental report on Sub. No.1, upon reinspection, the 
Commission found that the matters criticized in the former re- 
port, 85 I. C. C. 403, as to the installation of the Regan Safety 
Devices Company, Inc., on the Chicago, Rock Island & Pacific, 
had been corrected and that all requirements in respect thereto 
had been met. In its prior report the Commission approved the 
installation, with exceptions, which have now been removed. 


COMMISSION AFFIRMS FINDING 


The Commission, in a report on further hearing on No. 
13288, Mississippi Valley Iron Company vs. Chicago & North 
Western et al., opinion No. 10843, 104 I. C. C. 243-6, has affirmed 
its finding in the original report, 74 I. C. C. 369, that the rates 
on iron ore, from Ironwood, Mich., and Baraboo, Wis., to Caron- 
delet, Mo., are not unreasonable or otherwise unlawful. The 
report also covers a sub-number, Same vs. Same. The com- 
plaints have again been dismissed. The cases cover shipments 
between August 26, 1920, and July 6, 1921, both inclusive. The 


complaints alleged the rates were unreasonable and unjustly 
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discriminatory. Reparation was sought to the basis of rates 
prescribed in St. Louis Coke & Chemical Co. vs. A. & S., 62 
I. C. C. 194, known as the Granite City case. 

The carriers pointed out that in that case the delivery was 
to a point not involving movement through congested terminals, 
while on the shipments to Carondelet the movement was through 
the congested St. Louis terminals. 


GRAIN INCREASE ALLOWED 


The Commission, by division No. 3, in I. and S. No. 2498, 
Grain and Grain Products, Mt. Vernon, Ind., to Ohio River 
Crossings, mimeographed, has found justified a proposed in- 
crease in the rate on grain and the screenings therefrom, from 
Mt. Vernon, Ind., to Louisville, Jeffersonville, Madison and New 
Albany over the Chicago & Eastern Illinois. The increase is 
from 11.5 to 15.5, thereby breaking a parity in rates between Mt. 
Vernon and Evansville that has existed since June 30, 1925, 
when the Chicago & Eastern Illinois, unintentionally, put Mt. 
Vernon on the Evansville basis. The only other road serving 
Mt. Vernon, the report said, maintained a rate of 17 cents from 
that point to the destinations mentioned. It said the Chicago 
& Eastern Illinois, at Mt. Vernon, did not encounter the opposi- 
tion it had to meet at Evansville. Its haul from Mt. Vernon, the 
report pointed out, was from 33 to 123 miles greater than via 
the short line to Louisville. 





REPARATION ON STEEL SHELLS 


A finding of unreasonableness and an award of reparation 
have been made in No. 15931, Hyman-Michaels Company vs. 
Chesapeake & Ohio et al., mimeographed, the Commission, by 
division No. 4, finding the rates charged on shipments of empty 
steel shells, from Penniman, Va., to Carnegie, Pa., and Canton, 
O., made in 1922, were unreasonable to the extent they exceed- 
ed commodity rates from Williamsburg, Va., to the same des- 
tinations. Class rates were applied per net ton. The Commis- 
sion found they should have been applied long ton and that the 
shipment's were overcharged. The shells were from a war-time 
ammunition plant and were of value for re-melting purposes 
only. 


ORDERS PREJUDICE TO BE REMOVED 


The Commission, by division No. 4, in No. 14775, Jackson 
Paper Co. vs. Alabama Great Southern et al. (mimeographed), 
has found rates on wrapping paper, in less-than-carloads, from 
Hartsville, S. C., to Jackson, Miss., unduly prejudicial to the 
extent it exceeds the rate from Hartsville to Vicksburg. It 
denied reparation because it said no showing of damage had 
been made. The undue prejudice is to be removed not later 
than February 23. 


COMMISSION ORDERS 


The Commission has denied the petition of the American 
Publisher Conference to intervene in No. 9200, Railway Mail 
Pay. 

The Commission has modified its order in No. 13413, In the 
Matter of Automatic Train Control Devices, so as to provide that 
the effective date for fulfillment thereof shall be July 18, 1926, 
in lieu of February 1, 1926, with respect to the Chicago, Indian- 
apolis & Louisville, and the Northern Pacific. 

The South St. Joseph, Mo., Live Stock Exchange has been 
permitted to intervene in No. 14190, American National Live 
Stock Association et al. vs. Santa Fe et al. 

The order entered in No. 6591, Application of the Southern 
Pacific Company and the Central Pacific Railway under the pro- 
visions of Section 5 of the Act to Regulate Commerce as 
amended by the Panama Canal Act in connection with the opera- 
tion of a boat line on the Sacramento River and Connecting 
Waters, on October 17, which was by its terms made effective 
January 5, 1925, is modified so that it will become effective on 
April 1, 1926, instead of on said January 5, 1926. . 

The Meridian Traffic Bureau has been permitted to inter- 
vene in No. 17672, Jackson Traffic Bureau vs. the Alabama & 
Vicksburg et al. 

The Commission has denied the petition of defendants in 
No. 14451 (and Sub. Nos. 1 to 4, inel.), Procter & Gamble Dis- 
tributing Company et al. vs. St. Louis-San Francisco et al., for 
review, reconsideration, or reopening, in so far as they concern 
rates on soap, soap powders, etc., and for postponement of the 
order therein of August 12, 1925, as modified. 

The Commission has reopened for further hearing at such 
times and places as it shall herafter designate, No. 15822, Indian 
Refining Company vs. Big Four, and No. 15394, Best Foods, In- 
corporated, vs. Central Railroad of New Jersey et al. 

The American Fruit Growers, Inc., has been permitted to 
intervene in No. 16462 (Sub-Nos. 1 and 2), Georgia Fruit Ex- 
change et al. vs. Aberdeen & Rockfish et al., and No. 17132 (and 
Sub-No. D: Georgia Fruit Exchange et al. vs. Aberdeen & Rock- 
fish et al. 


The Congoleum-Nairn, Incorporated, and Armstrong Cork 
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Company have been permitted to intervene in No. 17489, Certajp. 
teed Products Corporation vs. Aberdeen & Rockfish et al. 

The Commission has permitted the Cheese Dealers’ Aggo¢jg. 
tion to intervene in No. 17713, Edward Nordman, Commissiope, 
of Markets of the State of Wisconsin, vs. Aberdeen & Rockfig, 
et al. 

The Commission has extended the time prescribed in Finang 
No. 9, Public Convenience Certificate to Jackson & Eastern Raj. 
way, to and including December 31, 1926, within which th. 
Jackson & Eastern Railway may complete extension of jt 
railroad and place it in operation. 

The Commission has extended the time prescribed in Financ. 
No. 3385, construction of extension by Cambria & Indiana, t 
July 1, 1926, and June 30, 1927, respectively, within which ihe 
Cambria & Indiana shall commence and complete the constry. 
tion of its line of railroad therein authorized. 

The Iron & Steel Shippers’ Conference of the Birminghan 
District has been permitted to intervene in No. 14401, Atlas 
Metal Works et al. vs. Akron, Canton & Youngstown et al. 

The Fort Worth Freight Bureau and various chambers of 
commerce have been permitted to intervene in No. 14404, Atlas 
Metal Works et al. vs. Akron, Canton & Youngstown et al., but 
their motion to consolidate this case with No. 13535 and aggo. 
ciated cases is denied. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuatton No. 673, the Midland Terminal et al, 
and Valuation No. 674, Georgia, Florida & Alabama Railway. 

The Toledo Chamber of Commerce has been permitted to 
intervene in No. 16226, and (Sub-Nos. 1 and 2), Omaha Chamber 
of Commerce, Traffic Bureau vs. Aberdeen & Rockfish et al, 
and No. 16913, the Chamber of Commerce of Kansas City, Mo., 
et al. vs. Aberdeen & Rockfish et al. 

The Consolidated Products Company has been permitted to 
intervene in No. 17735,-Omaha Cooperage Company vs. Atlantic 
Coast Line et al. 

The Pure Oil Company has been permitted to intervene in 
No. 17677, Great Southern Refining Company vs. Akron, Canton 
& Youngstown et al. 

The Independent Salt Company and Swift & Company have 
been permitted to intervene in No. 17310, Sub. No. 1, Armour 
& Company vs. Santa Fe et al.; No. 17310, Sub. No. 2, Albert Lea 
Packing Company vs. Chicago, Milwaukee & St. Paul et al.; and 
No. 17579 (and Sub. No. 1), Ruggles & Rademaker vs., Akron, 
Canton & Youngstown, et al. 

The Alton Box Board & Paper Company has been permitted 
to intervene in No. 17541, The Celotex Company vs. Ahnapee & 
Western et al.; No. 17543, The Celotex Company vs. Akron, 
Canton & Youngstown et al.; and No. 17544, The Celotex Con- 
pany vs. Akron, Canton & Youngstown et al. 

The Momsen-Dunnegan-Ryan Company has been permitted 
to intervene in No. 17642, El Paso Freight Bureau et al. vs. 
Santa Fe ei al. 

The Commission has permitted the Alabama Public Service 
Commission to intervene in No. 15082, Capital Grain & Feed 
Company et al. vs. Illinois Central et al. 

The Commission has denied the petition of the State of New 
York Department of Farms and Markets in No. 11623, In the 
Matter of Rates, Fares, and Charges of the New York Central 
Railroad and other Railroad Companies in the State of New York, 
for reopening the proceeding and for modification of order re- 
specting rates on milk, skim milk, pot cheese, buttermilk, cream 
and condensed milk between points in the State of New York. 

The Memphis Merchants’ Exchange has been permitted to 
intervene in No. 17672, Jackson Traffic Bureau vs. Alabama and 
Vicksburg et al. 


The Western Union Telegraph Company has been permitted 
to intervene in Valuation No. 675, Midland Valley Railroad Com- 
pany and Wichita & Midland Valley Railroad. 





COMMISSION REFUSES SUSPENSION 


The Commission has refused to suspend supplement No. 7 to 
Erie I. C. C. 17409 and about forty-five other tariffs of similar 
import which impose a charge of $6.30 per car on ex-lake grail 
held beyond the free time allowed, when such holding is for the 
surrender of order-notify bills of lading. At present such cars 
are exempt from charges, while grain, not ex-lake, is so subject 
when the holding is to enable the consignee to obtain bills of 
lading from banks to surrender them to the carrier. 

Protest against the tariffs were made by the Chicago Board 
of Trade, New York Produce Exchange and a score of mills. The 
tariffs became operative January 1. The protestants claimed, 
generally, that the time allowed was too short for the consignee 
to obtain the bills of lading and surrender them to the carriers, 
especially on short haul traffic, the free time allowance being 
twenty-four hours after the first 7 a. m. after: dispatch of the 
notice of arrival. The Chicago Board of Trade, in its request 
for suspension, claimed that the tariffs in,question would be in 
conflict with tariffs pertaining to grain, hay and straw held for 
inspection. The protestants, generally, contended that the im- 
posiltion of the charges would merely place a burden on ship- 
pers without doing anything to release equipment. 
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Proposed Reports 
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CANNED FRUIT REPARATION 


A finding of unreasonableness and an award of reparation 
have been proposed by Assistant Chief Examiner Charles F. 
Gerry in No. 16748, F. M. Ball & Company vs. Denver & Rio 
Grande Western et al., as to additional charges collected on a 
carload of canned fruit from Canon City, Colo., to San Fran- 
cisco, in fiber boxes, by reason of the shipper’s failure to mark 
the boxes with a description of the contents. The fruit was in 
cans in such boxes. The applicable rate, when so packed, was 
31.175, provided the boxes complied with certain specifications 
published in the current Western Classification. Among the 
provisions was one that “boxes must also show a description 
of contents.” The tariff naming the rate provided also that 
when fiber boxes not meeting all specifications were used the 
freight charges would be increased 25 per cent. 

The boxes used in this shipment were not marked with the 
description of the contents. For this omission defendants ac- 
cordingly increased their freight charges 25 per cent, the addi- 
tional charge collected amounting to $206.80. The complainant 
sought to recover the penalty charge. The examiner said that 
the requirement concerning the contents of the packages had 
been in the Western Classification since 1907. 

Gerry said that a description of the contents on the outside 
of the fiber boxes doubtless facilitated somewhat the policing 
of the special packing requirements in connection with particu- 
lar articles for classes of articles. But, as a practical matter, 
he said, considering the large amount of traffic to be policed, 
it seemed probable that where articles liable to break, sift, or 
leak were inclosed in fiber boxes, inspections to determine 
whether the packing requirements had been met had to be lim- 
ited, in general, to instances where the boxes showed external 
evidence of breakage, leakage or sifting. He said the defend- 
ants did not indicate what aid a knowledge of the contents of 
the fiber box afforded in determining whether the weight or 
dimensions limits had been exceeded. In conclusion, he said: 


The requirement that fibre boxes be marked with a description 
of the contents was considered by the Commission in Tobacco Prod- 
ucts Corp. vs. Director General, 55 I. C. C. 69. It was there found 
to be proper for less-than-carload shipments of cigaretts. More re- 
cently the question as to the propriety of this general requirement 
was presented in Penalty Charge on Shipments in Fiber Boxes, 95 
I. Cc. C. 528. In that case a number of carriers operating principally 
under the official classification sought to eliminate the rule through 
the medium of exceptions to the classification. The proposed modi- 
fication was suspended by the commission. Representatives of the 
southern and western classification committees, while not formal 
protestants, appeared in opposition to the proposed change, agree- 
ing, however, that the classifications would be amended to conform 
to the Commission’s decision if the Commission found that cancel- 
lation or modification was justified. Practically the same facts and 
contentions in support of the continuance of the rule as are ad- 
vanced by defendants here were put forward by the western and 
southern classification committees in the former proceeding. The 
position of respondents in that case was that whatever benefits 
might accrue from marking the packages were offset by the fact 
that such markings facilitated the operations of thieves and in- 
creased the carriers’ losses from that source. The Commission found 
that the suspended schedules were justified and pointed out in its 
decision, among other things, that the express companies do not 
require shippers to mark fibre boxes with a description of the con- 
tents. The commission also suggested that in order to facilitete the 
checking of packages the carriers might establish a uniform rule 
requiring shippers to place a symbol or number on the outside of 
fibre boxes, a corresponding symbol or number to be shown on the 
bill of lading and shipping orders. Respondents in that proceeding 
thereafter withdrew and cancelled the suspended schedules, but no 
change has yet been made in the classification rule. 

On this record the Commission should find that the tariff rule 
requiring that fibre boxes be marked with a description of the con- 
tents is unreasonable as applied to carload shipments, and that 
the application of the penalty for non-compliance with the require- 
ments resulted in the collection of unreasonable charges on_ this 
shipment. An order should be entered awarding reparation and re- 


seed defendants to make an appropriate modification of their 
ariffs. 


RATES ON COAL TO INDIANA 


Examiner Burton Fuller has recommended the dismissal of 
No. 16138, Indiana State Chamber of Commerce vs. Ann Arbor 
et al., on a finding that rates on bituminous coal, from Ohio and 
the Inner Crescent to points in Indiana are not unreasonable or 
unduly prejudicial. 

The complainant alleged the rates were unreasonable and 
unduly prejudicial to its members and unduly preferential to 
their competitors, in that the destination groups in western 
Ohio, and the southern peninsula of Michigan, Indiana and 
Illinois lacked uniformity and that the rates to those groups 
were not properly related to each other and to the origin groups. 

Examiner Fuller said the groupings, rates and relation- 
Ships assailed were prescribed or found not unreasonable by 
the Commission in Bituminous Coal to C. F. A. Territory, 46 
I. C. C. 66, Ohio-Michigan Coal Cases, 80 I. C. C. 663, Indiana 
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in I. C. C. Cases 


State Chamber of Commerce vs. Baltimore & Ohio, 83 I. C. C. 591, 
and Bash & Co. vs. B. & O., 96 I. C. C. 178. 

Coal producers. from all the affected districts, as well as 
manufacturers and others, intervened in the case, Illinois and 
Indiana mining interests opposing any reductions. In summing 
up the case, the examiner said: 


ee O 


°, 
LO 


During recent years the tonnage of coal moving from Crescents 
to Indiana has been steadily increasing while the tonnage moving 
from the Indiana and Illinois mines to the same destinations has 
been steadily decreasing. For example, the Illinois, Indiana and 
Crescent mines shipped to Indiana destinations 2,826,440, 7,498,939 and 
4,905,830 tons, respectively, in 1923, and 1,405,143, 6,379,317 and 5,811,- 
504 tons, respectively, in 1924. Witnesses for the Illinois and In- 
diana producers and the communities and carriers serving them testi- 
fied that many of their mines are closed or operating at less than 
capacity and that the carriers are operating on a narrow margin or 
at a deficit. They urge that the effect of a reduction in rates from 
the Inner Crescent to Indiana will be to reduce the tonnage moving 
from the Indiana and Illinois fields or to compel a reduction in rates 
from the latter, either of which would be disastrous to the carriers, 
the mines and the communities dependent on them. They urge that 
under the policy of Congress laid down in the transportation act 
and in the so-called Hoch-Smith resolution, the commission should 
consider such contingencies in determining the propriety of the 
present and proposed rates from the Inner Crescent. The record 
shows that the Crescent coals are more desirable for certain pur- 
poses than those mined in Indiana and Illinois and that the former 
are produced at a less cost. In a time of depression such as has 
prevailed in the entire coal industry in the past few years, it is 
self-evident that mines producing a less desirable product at a higher 
cost will first feel the effect of the depression and be forced to close 
down or restrict their operations. Complainant contends that such 
considerations should not influence the commission in fixing rea- 
sonable rates from the Inner Crescent mines to Indiana. Irre- 
spective of the relative merit of these contentions, the evidence pre- 
sented on behalf of the Illinois and Indiana producers clearly shows 
that the rates from the Inner Crescent are not unreasonable as 
compared with those from the Illinois and Indiana mines either from 
a competitive or a transportation standpoint. 

The commission should find that the rates assailed are not un- 
reasonable or unduly prejudicial. The complaint should be dismissed. 


INDUSTRIAL RAILWAY CASE 


In a report on No. 16983, American Salt & Coal Co. vs. Chi- 
cago, Rock Island & Pacific et al., examiner Alfred S. Knowlton 
deals with an industrial railway situation near Hutchinson, 
Kans., made somewhat more complicated than the usual indus- 
trial railway case by the fact that the company seems to be 
operating without having thought of asking the federal com- 
mission for permission to make extensions of its line, without 
a certificate of convenience permitting it to operate or without 
authority to issue at least one lot of capital stock and one 
stock dividend. The company is the Hutchinson & Northern 
Railway Co., the stock of which the examiner said, was owned 
by the Carey family which also owned the stock of the Carey 
Salt Co., a competitor of the complainant. 

Knowlton said that the main question seemed to be whether 
the Hutchinson & Northern was a common carrier. He said the 
road should be found to be a common carrier but that the 
carrier should take steps immediately to comply with the inter- 
terstate commerce law. He said it should further be found that 
the switching charges of the short line have not resulted in 
discrimination or prejudice and that the absorption of those 
charges of $4.25 and $5.25 per car by the connections of the 
short line, the Santa Fe, Rock Island and the Missouri Pacific 
was not illegal or unlawful. 

The complaint alleged that certain agreements made by the 
defendant Hutchinson & Northern with the other defendants, 
whereby the former assessed switching charges at Hutchinson 
which were absorbed by the other defendants, constituted an 
unlawful device and drawback on shipments from the Carey 
salt works and that higher rates were thereby charged com- 
plainant on its salt shipped over the lines of the same line- 
haul carriers, the first three sections of the act being thereby 
violated. The Commission was asked to issue a cease and 
desist order and to prescribe just rates for the future from 
the works of the Carey Salt Company . 

Knowlton said no evidence was produced as to the un- 
reasonableness of the switching rates, which the three steam 
road connections of the Hutchinson & Northern agreed to 
absorb. The agreement to absorb, the examiner said, was the 
one referred to in the complaint and was embodied in the tariffs. 
He said no further discussion needed to be had as to the reason- 
ableness of the rates and that the case resolved itself into a 
question as to whether the Hutchinson & Northern was a 
common carrier. 

The short line, the examiner said, operated 4.75 miles of 
track of which 3.95 miles were designated as main line. The 
road was chartered in 1912 under the laws of Kansas but 
nothing, the examiner said, was done until 1923 when the stock 
was issued and the Kansas authorities gave it permission to 
operate as a terminal railway and do business as a common 
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carrier. The Kansas commission also authorized the charges 
and the connecting carriers were authorized to absorb them. 
Knowlton detailed the things that have been done since 1923 
including the encouragement the city of Hutchinson to have 
the road extend its facilities so as to develop an industrial 
section, and the plans for extensions made by the road. He 
said occasional shipments other than those of the proprietary 
salt company had been made but that the road was willing 
and held itself out to haul for anybody. In closing his discus- 
sion of the matter, the examiner said: 


Complainant contends that the absorption of the switching 
charges constitutes a depletion of the revenues of trunk lines and 
a diversion into the pockets of the stockholders of the Carey Salt 
Company of money that should go to the trunk lines; that this 
amounts to a rate rebate which eventually adds to the public 
burden through increased rates in addition to causing a discrimin- 
ation against complainant and other shippers of salt in the same 
territory which are accorded blanket rates without the benefit of 
the so-called rebates. The fallacy of this argument is that it 
assumes that the charges are unreasonable for the service ren- 
dered. This is unwarranted on the record. It is even possible 
that the Hutchinson & Northern can perform their service at a 
lower cost and rate than can the trunk lines and in such a case 
the operation of the Hutchinson & Northern would be of an 
advantage to all. 

The real criterion determinative of the character of a carrier 
is the right of the public to use the railroad facilities and to 
demand service. The control of or affiliation with a short line 
railroad by an industry furnishing a large volume of traffic may 
create grave abuses particularly when that short line connects 
with one or more trunk line railroads. 

The relationship between the Carey Salt Company and the 
Hutchinson & Northern is very close but it is beyond this commis- 
sion to change that relationship directly as it is not empowered 
to administer or enforce the so-called commodities clause of the 
interstate commerce act. The evidence presented shows that the 
Hutchinson & Northern fulfills the requirements of a common 
carrier outlined in previously decided cases both of the commission 
and the Supreme Court. The commission should find the Hutch- 
inson & Northern to be a common carrier and that the absorption 
of its switching charges is not unjustly discriminatory or unduly 
prejudicial. 

Notwithstanding the above proposed finding, there are several 
other matters which should be given consideration in this report. 
The record shows that a stock dividend has recently been declared. 
Application has never been filed with this commission for the 
issuance in 1923 of the initial $110,000 worth of stock. This issu- 
ance of stock appears to be illegal and the stock dividend void. 
It is not shown that Hutchinson & Northern has applied to this 
commission for a certificate of convenience and necessity nor 
asked to be permitted to operate or construct trackage to be 
used in interstate commerce in accordance with the interstate 
commerce act. Proposed extensions may not lawfully be con- 
structed if permission is not first secured as provided for in 
paragraph 18-20 of section 1 of the act. The proposed line con- 
necting the branch extending to the Missouri Pacific tracks with 
other trackage of the Hutchinson & Northern is a main line 
and may not be constructed without permission. Mention is made 
of the commodities clause of the act. In Jefferson Southwestern, 
86 I. C. C, 796, the commission took this clause into consideration 
and prescribed terms under which a certificate of convenience 
and necessity might issue. In a like manner it may be considered 
in this case should the carrier make the necessary application 
under section 1, paragraphs 18-20 of the act. The carrier should 
immediately take steps to comply with the provisions of the 
interstate commerce act. 


RAILROAD-MINE OPERATOR FIGHT 


Examiner John T. Money, in a report on No. 14968, Victor 
American Fuel Co. et al., vs. Denver & Salt Lake, and W. R. 
Freeman and C. Boettcher, receivers, et al., deals with a coal car 
distribution fight between the Denver & Salt Lake and so-called 
favored mine operators, on one hand, and so-called disadvantaged 
mine operators on the other. The operators alleged to be 
favored, the Moffat Coal Company and the Colorado & Utah 
Coal Company, were joined with the railroad company as a 
defendant. They made motions to be dismissed as defendants, 
but the motions were denied, without prejudice to renewing 
them at. the final submission of the case. The examiner said 
the Commission should make findings, which, in effect, would 
amount to a sustaining of allegations that favors were knowingly 
given and knowingly received by the favored operators and that 
at least one of the complainants, the Victor American Fuel 
Company, was punished by the railroad company apparently for 
having gone to court about the matter of the car distribution 
rules used by the railroad company, which, the examnier said, 
was in a chronic state of financial distress, as indicated by 
receiverships lasting over years. 

Complainants alleged that between August 1, 1922, and 
April 6, 1923, the railroad distributed cars under rules that 
were unreasonable, unjust, and unduly prejudicial to them and 
unduly preferential of the two companies hereinbefore mentioned. 
They asked for relief in the alternative, either that the railroad 
company and the receivers make up shortages in the distribu- 
tion of cars, or in lieu award reparation in the sum of $403,- 
223.96, the loss to which the complainants claimed they had been 
subjected by reason of the unlawful practices alleged. 

Cars were distributed in accordance with four modifications 
of Circular CS-31 Revised. The first modification adopted the 
rating of a mine as its standing order for cars, regardless of 
the number of cars desired, on any one day, if the number of 
cars desired was less than the rating. Cars not loaded were 
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counted as rejects. Cars were counted as cars regardless of 
capacity. The fourth modification provided for equalization op 
the round robin theory of distribution. 

Money considered each of the four modifications and recom. 
mended that the Commission find that the railroad company 
had not followed the rules it professed to follow, which it was 
alleged had not been promulgated in the usual way but which 
the railroad contended everybody knew about and understood. 

Thirty-ton railroad fuel cars, into which the favored operators 
loaded railroad fuel at $2 per ton, admitted to be less than 
the cost of production, were not counted against the distributive 
shares of the mines receiving them. The railroad contended 
that everybody had agreed to the plan for the railroad cutting 
down its operating expenses in that way and said the com- 
plainants were estopped from complaining. The examiner, how. 
ever, pointed out that what was alleged to have been agreed upo 
was a violation of the statute and could not stand. : 

However, while Money recommended the findings herein- 
before indicated he said the Commision should not issue an 
order for the future but should hold the record open for a 
reasonable time to permit the parties to adjust their differences 
and set up a basis of rules reasonably satisfactory to all con- 
cerned. 

Money said the Commission should find the railroad’s rules, 
regulations and practices in respect of the distribution of coal 
cars to have been, and to be, unlawful, unreasonable and unduly 
prejudicial; that its practice of not counting railroad fuel 
cars against the distributive share of each mine receiving cars 
was unlawful and unduly prejudicial; that the defendant coal 
companies received an undue prejudice with their knowledge 
and consent by reason of their agreement with the carrier and 
the practice of that carrier under that agreement; and finally 
that the allegation that the railroad company permitted the 
Moffat company, with its knowledge and consent incident to the 
operation of two tipples at one mine so to report the working 
time and production of the mine as to obtain for that mine 


an unreasonably excessive and unduly prejudicial rating was 
not sustained. 


HUDSON MULE RULE APPLIED 


Although he found that in every instance the aggregate of 
intermediates was less than the through rates collected, Exam- 
iner R. L. Shanafelt, in a report on No. 15962, D. L. Alderman 
et al. vs. Albama & Vicksburg et al., said the Commission should 
find there was no violation of the fourth section because the 
higher through rates were protected by appropriate applications 
for relief upon which the Commission had not passed. That 
recommendation was founded upon Patterson vs. Louisville & 
Nashville, commonly known as the Hudson mule case, decided 
by the Supreme Court of the United States October 12, 1925. 

Sixty-seven complainants combined to bring the complaint. 
They alleged that on approximately 1,700 carloads of water- 
melons, shipped between May 19 and August 4, 1922, and be- 
tween April 26 and August 15, 1923, from points in Georgia, 
Florida and Alabama to Chicago, Peoria and Milwaukee, the 
rates were unreasonable and in violation of the fourth section 
in that they exceeded the aggregate of intermediates contem- 
poraneously maintained to and from Nashville. The fourth sec- 
tion departures were removed August 15, 1923, by increasing 
the factors from Nashville from 32 to 47.5 cents on traffic to 
Chicago and Peoria and from 34.5 to 50 cents on traffic to Mil- 
waukee. 

Shanafelt pointed out that in Anguish vs. Alabama & Vicks- 
burg, 83 I. C. C. 353, the Commission, by division No. 3, found 
the through rates charged on many carloads of watermelons 
shipped in 1920 and 1921 via Nashville to the same points of 
destination were unreasonable to the extent they exceeded Nash- 
vill combination. He said the situation presented in the instant 
case was identical except for the 1922 general reductions in 
rates. He pointed out that the entire Commission had refused 
to modify the Anguish case decision, hence he recommended a 
similar finding, that is, of unreasonableness and an award of 
reparation to the basis of the Nashville combination, making 
the matter one entirely of the first section. 


CAROLINA POTATO RATES 


In a report on No. 17128, Taylor Produce Company et al. 
vs. Atlantic Coast Line et al., I. and S. No. 2521, potatoes from 
Carolina territory to northern and western points and parts of 
fourth section application No. 703, filed by the Atlantic Coast 
Line, Examiner Arthur Kettler said the Commission should find 
rates on potatoes, from points in the Carolinas on the Atlantic 
Coast Line to Kalamazoo, Jackson, Battle Creek and Sturgis, 
Mich., unreasonable and unduly prejudicial, but should deny 
reparation. 

As to the suspension proceeding, he said the Commission 
should find the proposed increases and decreases from the Caro- 
linas, on the Atlantic Coast Line, to destinations in Central 
Freight Association territory had not been justified, but that 
that finding should be without prejudice to the filing of rates 
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in conformity with the findings he recommended. 
that fourth section relief should be denied. 

The complaint alleged the rates were unjust and unreason- 
able and, when compared with rates to Grand Rapids, Mich., 
were unduly prejudicial and unjustly discriminatory and fur- 
ther that rates to Kalamazoo and Jackson higher than to Grand 
Rapids were in violation of the fourth section. The Atlantic 
Coast Line tried to revise the rates in question by means of the 
schedules suspended in the suspension proceeding. The com- 
plainants and others protested. In disposing of the case the 
examiner said: 


He said 


The commission should find that the rates on potatoes, in car- 
joads; from all points on the Atlantic Coast Line Railroad in North 
Carolina and South Carolina, Lanes, S. C., and north thereof, to 
Kalamazoo, Jackson, Battle Creek and Sturgis, Mich., are and for 
the future will be unduly prejudicial to those points to the extent 
that they exceed the corresponding rates to Grand Rapids, Mich., 
and that they are, and for the future will be, unreasonable to the 
extent that they exceed rates under the scale set forth below, com- 
puted in the manner hereinafter designated: 


Distance Rates Distance Rates 

(Miles) (Cents) (Miles) (Cents) 
150 and over  700.......... 46 1,050 and over 1,000.......... 
g00 and over 750.......... 48 1,100 and over 1,050.......... 60 
850 and over 800.......... 50 1,150 and over 1,100......... 62 
900 and over’ 850.......... 52 1,200 and over 1,150.......00. 64 
960 and over 900.......... 54 1,250 and over 1,200.......... 66 
1,000 and over 950.......... 56 


The commission should further find that the proposed rates have 
not been justified, and an order should be entered requiring the can- 
cellation of the suspended schedules without prejudice to the estab- 
lishment of rates that do not exceed rates under the above scale. 

Specific rates should be published to the points to which rates 
are proposed with appropriate provision for the application of the 
rates to intermediate points. The grouping of points of origin 
similar to the present grouping should be permitted and in comput- 
ing the rates the use of the average distance over the shortest routes 
used for the transportation of through traffic from the least and 
most distant point in each group, should be considered a substantial 
compliance with the findings herein; the rates from a_ farther 
distant group should not exceed by more than 2 cents the rates from 
the next adjoining nearer distant group. 

Portions of fourth section application No.- 703 filed by the 
Atlantic Coast Line Railroad, whereby carriers parties thereto ask 
for authority to continue rates on potatoes, in carloads, from points 
of origin on the Atlantic Coast Line Railroad in North Carolina, 
South Carolina and Virginia to destinations in the southern peninsula 
of Michigan, without observing the provisions of section 4 of the act, 
were heard in connection with this proceeding. The establishment 
of rates in compliance with the findings herein will remove the 
fourth section departures in the present rates, protected by this 
application. An order should be entered denying the portions of 
the application that were heard. 

The testimony with respect to the reparation prayed relates only 
to two shipments; one from Aurora, N. C., and the other from 
Faison, N. C. The witness for the Taylor Produce Company was 
unable to testify that the shipment from Aurora was one that was 
delivered to that company or upon which the freight charges were 
paid by it. The shipment from Faison, N. C., was delivered to the 
Harry J. Lewis Company, at Kalamazoo. It was bought f. o. b. 
shipping point, and the freight charges paid by that company. The 
rate to Kalamazoo was higher than the rate to Grand Rapids, a 
more distant point on the same route, in contravention of the long- 
and-short-haul provision of section 4 of the act, but this fact does 
not in itself establish the unreasonableness of the rates to Kalamazoo 
or from a basis for an award of reparation. A general adjustment 
is prescribed which will result in both increases and reductions in 
rates which have been in effect for a long period. A finding that 
the rates on past shipments to the points to which reduced rates 
are prescribed, were unreasonable, is not warranted, and as com- 
plainants have not shown that damages resulted from any undue 
prejudice or departures from section 4.of the act, which may have 
existed, reparation should be denied. 


RATES ON ANIMALS TO GEORGIA 


A finding of unreasonableness, an order establishing new 
rates for the future and an award of reparation have been rec- 
ommended by Examiner Paul O. Carter, in No. 16285, White 
Provision Co. et al. vs. Atlanta, Birmingham & Atlantic et al., 
as to rates on cattle and hogs, from St. Louis, Kansas City, St. 
Joseph, Omaha, Fort Worth and Oklahoma City to Atlanta and 
Moultrie, Ga. He said the Commission should find the rates on 
cattle, hogs and sheep, from Chicago to Atlanta, Moultrie, Bir- 
mingham, Jacksonville, Chattanooga, Knoxville and Nashville 
not unreasonable. The report covers a sub-number of the title 
complaint, Swift & Co. vs. Atlantic Coast Line et al., and No. 
16726, Chicago Live Stock Exchange et al. vs. Atlanta, Birming- 
ham & Atlantic et al. The last metnioned complaint brought 
into issue the reasonableness of the rates to points other than 
Atlanta and Moultrie. The examiner said that that complaint 
should be dismissed. In bringing to an end his discussion of 
the cases, the examiner said: 


The evidence shows that the rates on live stock from the west, 
southwest and Chicago to the southeast, are on a low level as com- 
pared with rates on other heavier loading commodities of less value, 
and that they yield lower car mile earnings than the rates on num- 
erous other commodities; that the service accorded live stock is 
greater than that accorded other commodities, and that claim pay- 
ments on live stock constitute a greater percentage of the freight 
revenue received from such traffic than is true with respect to other 
traffic generally. 

Regardless of the above facts, which this record establishes, it 
must be borne in mind that the rates assailed from the west and 
southwest to Atlanta and Moultrie are higher than the rates between 
points in the southeast, between points in the southwest, and from 
the southeast to the southwest. The rates from the southeast to 
the southwest and between points in the southwest have been either 
prescribed or approved by the commission, and the rates between 
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southeastern points have been published voluntarily by the carriers 
after complaints attacking the reasonableness of those rates had 
been filed. The defendants have not advanced a single reason 
why rates from the southwest to the southeast should be higher 
than the rates from the southeast to the southwest, and it must 
be presumed that the transportation service accorded live stock 
shipments moving in either direction is the same. 

The situation described in the preceding paragraph does not 
exist with respect to the rates from Chicago to the southeast. 
Chicago is in central territory, in which the commission has _ pre- 
scribed rates on livestock higher than the factors north of the 
Ohio river, used in constructing through rates to most of the des- 
tinations named in the complaint in No. 16726. These factors, 
which are lower than the rates prescribed in the Eastern Live Stock 
Case, are further reduced by reason of the application of the com- 
bination rule in constructing the through rates. Reduced rates 
from Chicago to the southeast will affect adversely southeastern 
live stock producers, who customarily ship to the Ohio river mar- 
kets. The evidence does not show that any benefits will result 
from reduced rates from Chicago, except to producers of livestock 
located in the west and northwest, who ship to Chicago, and the 
= that those producers will receive higher prices is not con- 
clusive. 

The commission should find that the rates assailed on cattle 
and on hogs, in double deck cars, in carloads, minimum weight 23,000 
pounds, from St. Louis, Kansas City and St. Joseph, Mo., Omaha, 
Neb., Fort Worth, Tex., and Oklahoma City, Okla., to Atlanta, and 
Moultrie, Ga., where, for the period of two years next preceding 
the filing of the complaint, are and for the future will be, un- 
reasonable to the extent that they exceeded, exceed or may exceed 
the scale of rates prescribed in Armour & Co. vs. C. of G. Ry. Co., 
81 I. C. C. 33, and to the extent that the rates on hogs, in single 
deck cars, in carloads, minimum weight 17,000 pounds, exceeded, 
exceed, or may exceed 115 per cent of the rates on hogs in double 
deck cars. In applying the rates prescribed, 20 miles may be added 
to the actual distance for Mississippi River transfer. The commission 
should further find that complainants, White Provision Company and 
Swift & Company, made shipments of cattle and hogs and paid and 
bore the charges thereon; that they have been damaged in the amount 
of the difference between the charges paid and those which would 
have accrued at the rates found reasonable, and that they are en- 
titled to reparation, with interest. Complainants should comply with 
rule V of the rules of practice. 

The commission should further find that the rates on cattle, hogs 
and sheep, in carloads, from Chicago, Ill., to Atlanta and Moultrie, 
Ga., Birmingham, Ala., Jacksonville, Fla., Chattanooga, Knoxville and 
Nashville, Tenn., are not unjust or unreasonable. The complaint in 
No. 16726 should be dismissed. 


TANK MATERIAL RATES 


In a report on No. 16451, Sinclair Crude Oil Producing Com- 
pany vs. Atchison, Topeka & Santa Fe et al., and cases joined 
therewith for hearing and disposition, Examiner Alfred S. 
Knowlton said the Commission should find rates on tank ma- 
terial, carloads, from points in Pennsylvania, Ohio, Illinois, 
Indiana and Missouri, to destinations in Oklahoma and Texas, 
unreasonable for the future, and deny reparation. The report 
also embraces three sub-numbers, Same vs. Same; No. 15555, 
Sinclair Crude Oil Purchasing Company et al. vs. Chicago & 
Erie et al.; No. 15621, Sinclair Crude Oil Purchasing Company 
vs. Atchison, Topeka & Santa Fe et al.; Sub. No. 1, Same vs. 
Same; and Sub. No. 3, Same vs. Same; and No. 16127, Sinclair 
Crude Oil Purchasing Company vs. Chicago & Alton et al. 

These complaints involved the question of rates on tank 
material which was moved in tonsiderable volume on account 
of oil discoveries in Oklahoma and Texas, in 1922 and 1923. 
The complainants alleged the rates charged were unjust and 
unreasonable. 

The examiner said the Commission should find that for 
the future, rates on tank material would be unreasonable to 
the extent they might exceed the contemporaneous rates on 
iron and steel pipe. He said conditions in the industries using 
tank material had changed in recent years, causing the volume 
of movement to increase enormously. From the nature of the 
commodity, he said, as was also somewhat true in the movement 
of pipe, neither the complainants nor the defendants were able 
to anticipate far into the future the amount of material which 
would move, because it was apparent that the conditions sur- 
rounding the movement were as favorable as were those on iron 
and steel pipe and that there were no conditions which would 
warrant a higher rate on tank material than applied on iron or 
steel pie. The same or lower rates applied on other territories, 
he said. 

The examiner’s reason for recommending a denial of repara- 
tion was that it was impossible to state a definite time when the 
movement of tank material assumed such proportions as to 
entitle it to lower rates. The transition, he said, had been 
gradual and that, therefore, the Commission should confine its 
report to rates for the future and reparation on the shipments 
in the past should be denied. 


PIPE SHIPMENT REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner R. N. Trezise in No. 16503, 
Standard Oil Company of Louisiana et al. vs. Texas & Pacific et 
al., as to rates on many shipments of iron and steel pipe from 
points in Louisiana to destinations in the El Dorado and Smack- 
over oil districts of Arkansas, made between October 2, 1922, 
and November 27, 1923. The complaint alleged the rates were 
in violation of the first three sections to the extent they ex- 
ceeded the rates prescribed in Memphis-Southwestern Investiga- 
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tion, 77 I. C. C. 473. Reparation alone was asked. In disposing 
of the case, the examiner said: 


Reparation was awarded on iron and steel pipe that moved prior 
to November 27, 1923, on the basis of the Memphis-Southwestern 
Investigation scale in Humble Oil & Refining Co. vs. M. P. R. R. 
Co., 95 I. C. C. 709, and Texas-Pacific Coal & Oil Co. vs. T. & P. 
Ry. Co., 95 I. C. C. 625, on shipments from Texas to Arkansas 
points; in Humble Oil & Refining Co. vs. D. G. C. Ry. Co., 95 I. C. C. 
435, on shipments from Texas to Louisiana points; in Texas-Pacific 
Coal & Oil Co. vs. C. R. I. & G. Ry. Co., 102 I. C. C. 369, on ship- 
ments from Texas to Oklahoma points; and in Crawford & Sebastian 
vs. C. R. lL. & P. Ry. Co., 92 I. C. C. 453, on shipments that moved 
from Louisiana to Arkansas points. In Texas Co. vs. K. C. S. Ry. 
Co., 96 I. C. C. 81 and 101 I. C. C. 345, reparation was awarded on 
wrought-iron or steel pipe that was shipped during the period from 
October 1, 1922, to November 27, 1923, from Louisiana to Arkansas 
points on the basis of the Louisiana intrastate scale which, as in- 
dicated in the foregoing table, was slightly higher than the Mem- 
phis-Southwestern scale. Smackover, Griffin and Norphlet were also 
destination points in that case and Harmon was also a point of origin. 
-The Louisiana intrastate scale was in effect at the time the ship- 
ments moved in the last named case and in the instant case, but 
was not when the shipments moved in Crawford & Sebastian vs. 
Cc. R. I. & P. Ry. Co., supra. 

Following the findings in Texas Co. vs. K. C. S. Ry. Co., supra, the 
Commission should find that the rates assailed were unreasonable 
to the extent that they exceeded those for like distances under the 
Louisiana intrastate scale; that complainants made the shipments as 
described and paid and bore the charges thereon; that they have 
been damaged in the amount of the difference between the charges 
paid and those that would have accrued at the rates herein found 
reasonable; and that they are entitled to reparation, with interest. 
They should comply with Rule V of the Rules of, Practice. In Texas 
Co. vs. K. C. S. Ry., supra, reparation was awarded to the basis of 
the Louisiana intrastate scale applied over the actual routes of move- 


ment. That scale should be applied in a similar manner in this 
case. 


FLINT PEBBLE CASE DISMISSED 


Examiner J. Edgar Smith has recommended the dismissal of 
No. 16715, National Silica Company et al. vs. Wabash et al., and 
a sub-number thereunder, Same vs. Canada Atlantic Transit 
Company of the United States et al., on a finding that rates on 
flint pebbles, and on flint brick, carloads, imported from Belgium 
and France, through Atlantic coast ports, to Oregon, Ottawa and 
Wedron, Ill., are not unreasonable or otherwise in violation of 
the interstate commerce law. The complaint was against the 
rate both via the standard and the differential routes. Smith 
said the complaints arose out of tariff interpretations that were 
and are erroneous. He said that from September 15, 1922, to 
October 31, 1923, inclusive, there were rates from New York, on 
import traffic, on “flint, other than ground,” of 42.5 cents to 
Ottawa and Wedron, and of 45 cents to Oregon. Effective No- 
vember 1, 1923, he said, these import rates were canceled and 
since that date the respective domestic rates of 38 cents and of 
40.5 cents, had been applicable. Apparently, he said, complain- 
ants and delivering carriers were of the opinion that flint peb- 
bles and flint brick could be described as, and were entitled to 
the lower rates on, “flint, other than ground,” whereas, the im- 
porters refused so to describe the articles, and carriers east of 
Chicago gateways declined to change the descriptions. He said 
that as a matter of fact, flint pebbles and flint brick were flint, 
other than ground, but, having been named specifically in the 
tariff, he said, the specific commodity descriptions had to be ob- 
served and that they took precedence over the somewhat indef- 
inite descriptions, “flint, other than ground.” The complaint 
was caused by demands for the payment of undercharges. 


WHEAT PROPORTIONALS PREJUDICIAL 


A finding of undue prejudice and the removal thereof within 
the limits of the recommendation has been recommended by 
Examiner John T. Money in No. 15037, Southwestern Millers’ 
League et al. vs. Atchison, Topeka & Santa Fe et al., as to pro- 
portional rates on wheat and wheat flour, in carloads, from Mis- 
souri River points when from beyond. He said the rates should 
be found not unreasonable but unduly prejudicial to the shippers 
at Kansas City, St. Joseph, Atchison, Leavenworth and Omaha 
to the extent they exceed or may exceed the contemporaneous 
rates from Duluth and Minneapolis and poifts taking the same 
rates to the same destinations. He said the undue prejudice 
should be removed, adding that he saw no reason‘ why the pres- 
ent parity of rates on wheat, flour and compound flours should 
not be maintained, and no reason why the rates should not be 
continued on the basis of combinations on the rate basing points. 

The complaint attacked the proportionals from the Missouri 
River points, on traffic from beyond, to points in parts of Indi- 
ana, Ohio, Pennsylvania and West Virginia, as unreasonable and 
unduly prejudicial in comparison with the proportional rates from 
Minneapolis and points taking the Minneapolis rates. It also al- 
leged they were in violation of the long and short haul part of 
the fourth section. 


SLIGO REPARATION DENIED 


Examiner J. Edgar Smith has advised the Commission to 
dismiss No. 17152, J. F. Irwin et al. vs. Pennsylvania et al., hold- 
ing that the reports in the Sligo case, 62 I. C. C. 6438, and 73 
I. C. C. 551, were inapplicable to the facts here of record. The 
complaint alleged that the complainants were overcharged and 
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the rates applied on lumber from East End, Mo., to Toledo, 0. 
and other points, were unreasonable and inapplicable. The com. 
plainants contended that under the tariffs, and that following 
the Sligo case, a rate of 9 cents published by the Sligo & Rag. 
ern, a short line, which connects with the St. Louis-San Frap. 
cisco, should have been reduced to 7 cents before being useq 
as a factor for the through charges. Smith said that in the 
Sligo case it was held that when a tariff held out a manner of 
making combinations that method had to be protected by the 
carrier publishing the tariff. Here, he said, there was held out 
a manner of making combination rates on through shipments 
from Sligo, Mo., to Toledo and to Indianapolis, but that there 
was no special permission anywhere for making combination 
rates from local points on the Sligo & Eastern to Sligo anq 
thence to St. Louis, to Toledo or to Indianapolis. 

The examiner said it might be well to note, for fear of mis. 
interpretation, that nothing said in his report was contra to the 
doctrine of the Sligo case. He said that the finding was that 
the facts made the Sligo case inapplicable, for there was no 
holding out by any carrier party to these shipments that the 
combination rule of I. C. C. U. S. 1, would apply, except in 
connection with those rate factors that were chargeable for 
parts of a through transportation over lines operated by parties 
named in that tariff or referring thereto. 


EXAMINER FINDS OVERCHARGES 


Examiner Burton Fuller, in No. 16609, Memphis Freight 
Bureau vs. Chesapeake & Ohio et al. said the Commission should 
find a rate of 74 cents imposed on a carload of wrapping paper, 
shipped from Piercefield, N. Y., to Memphis, in 1922, was not 
applicable; that the applicable combination was 73.5 cents and 
that the carriers should refund the overcharges. The com- 
plainant claimed the benefit of a joint commodity rate of 53.5 
cents applicable, without question, to other sorts of paper. But 
the examiner said the shipment did not move over the route 
over which that rate applied but over a route designated by the 
shipper. As construed by the examiner, the lower commodity 
rate would not have applied even if the shipment had moved 
over the route over which it applied on other articles in the 
paper list. 


FRESH PEACH CASE DISMISSED 


Examiner Frank C. Weems has recommended the dismissal 
of No. 17061, J. Nooney & Company, Inc., vs. Pennsylvania et ai 
on a finding that a rate of 142 cents on fresh peaches, in car- 
loads, from Quincy, Pa., to Jacksonville, Fla., imposed on a 
carload shipped in September, 1924, is not unreasonable. In its 
comparisons, the complainant cited rates of 70 and 104 cents 
from Cincinnati and St. Louis respectively. The Atlantic Coast 
Line, which defended the case, said those rates long ago were 
obsolete and held in the tariffs as relics because of fourth sec- 
tion features and other tariff publishing circumstances. It said 
no shipments moved under them because peaches were not com- 
mercially grown around either Cincinnati or St. Louis. The 
carriers also pointed out that, under the scale approved by the 
Commission in Southern Class Rate Investigation, 100 I. C. C. 
513, Quincy would probably be grouped with Harrisburg, Pa., 
and take a rate of 197 cents instead of only 142. 


REPARATION ON STRAWBERRIES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Bronson Jewell, in No. 
16426, Stacy-Merrill Fruit Co. vs. Pere Marquette et al. as to a 
rate of $1.425 and the charges thereunder, on a carload of 
strawberries shipped from Stevensville, Mich., to Duluth, Minn., 
in June, 1922. The examiner said the rate should be held 


unreasonable to the extent it exceeded $1.175, the aggregate of 
intermediates. 


RATE WAS NOT APPLICABLE 


In a report on No. 16954, Sandusky Cement Co. vs. Pennsyl- 
vania et al., Examiner C. H. Peck said the Commission should 
find the rate of 52.5 cents applied on one carload of portland 
cement from York, Pa., to Cape Girardeau, Mo., shipped in May, 
1923, was not applicable and that the applicable rate was 40.5 
cents, to which basis reparation should be awarded. The com- 
plainant contended that the applicable combination was the 
local rate to St. Louis, and the factor beyond, which, when treat- 
ed by the combination rule, produced a rate of 40.5 cents. The 
examiner said the objection to the application of the combina- 
tion rate made by the defendants was without merit, being 
similar to that made by the railroads in the Sligo Case, 62 I. 
C. C. 648. He said the main question was as to whether the 
proportional of 30.5 cents to St. Louis took precedence over the 
local rate one cent higher, when the through combination made 
by the use of the local was lower than that resulting from the 
use of the proportional. Peck said that, as there was no joint 
through rate and no specific manner for constructing the com- 
bination the complainant was entitled to the lowest combina- 
tion over the route of movement, citing in support of that asser- 
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tion Contact Process Co. vs. New York, Chicago & St. Louis, 17 
1 C. C. 184. 


DISMISSAL OF POTATO CASE 


Examiner Paul O. Carter has recommended the dismissal of 
No. 16025, H. G. Thoeming & Company vs. Minneapolis, St. Paul 
& Sault Ste. Marie et al., on a finding that a car of potatoes 
shipped from Almora, Minn., to Tinley Park, Ill., was not mis- 
routed, as alleged, and that the rate applied via Chicago was 
not unreasonable. The case arose on account of a demand for 
undercharges, the rate sought to be collected having been 50 
cents. The complainant contended that a rate of 44 cents ap- 
plied over the route of movement. 


CRUSHED STONE CASE DISMISSED 


Examiner J. Edgar Smith has recommended the dismissal of 
No. 16875, Lehigh Stone Company vs. New York Central, on a 
finding that the rates on crushed stone from Lehigh, Ill., to 
destinations in northwestern Indiana are not unjust or unreason- 
able and that they, when compared with rates from competing 
points on crushed stone, sand and gravel, do not subject the 
complainant, or its traffic, to undue prejudice and disadvantage, 
as alleged. The report covers two sub-numbers, Same vs. Same 
et al. 





EXAMINER RECOMMENDS DISMISSAL 


Examiner Morris H. Konigsberg has recommended the dis- 
missal of No. 17172, Traffic Bureau-Chamber of Commerce, 
Lynchburg, Va., vs. Bangor & Aroostook et al., on a finding that 
rates on newsprint paper from Millinocket, Me., to Lynchburg 
are not unreasonable, unjustly discriminatory or unduly preju- 
dicial. He said the Commission should order the removal of 
fourth section departures disclosed by the record. The rates 
were alleged to be, in addition to unreasonable, also unduly 
preferential of Atlanta, Chattanooga, Memphis and New Orleans. 
A combination of 53 cents was applicable on the commodity in 
question at the time the complaint was filed. The fourth sec- 
tion departures are on routes via Lynchburg to Memphis. The 
rate to Memphis, from Millinocket, is 48 cents. The complain- 
ant contended that it was entitled to a lower rate than the one 
assailed, because the movement to Lynchburg involved trans- 
portation through New England and Trunk Line territories, 
whereas transportation to Atlanta, Chattanooga, Memphis and 
New Orleans was in the southeast, where rates, ordinarily, were 
higher. The proposed finding should be without prejudice, the 
examiner said, to findings that might be made in the eastern and 
southern class rate investigations. 


PROPOSED CUT OF MINIMUM 


In a report on further hearing in No. 12841, H. J. Heinz 
Company vs. Director-General, as agent, and Pennsylvania, Ex- 
aminer William J. Koebel said the Commission should affirm the 
findings it made in the original report, 91 I. C. C. 358, relative 
to carload shipments of fresh tomatoes in stock cars, from the 
Silver Creek, N. Y., district to Pittsburgh, but modify them in 
so far as the minimum weight was concerned. In the criginal 
report the Commission prescribed a rate of 30.5 cents on a 
minimum of 40,000 pounds. He said the Commission should 
modify its weight finding so as to provide for a minimum of 
30,000 pounds and award reparation to that basis. 


EXAMINER FINDS PREJUDICE 


Examiner Bronson Jewell, in No. 16847, Wilhoit Refining 
Co. vs. Atchison, Topeka & Santa Fe, said the Commission 
should find unduly prejudicial, but not unreasonable, a rate on 
crude oil from Ponca City, Okla., to Joplin, Mo., and order the 
removal of the undue prejudice. The complaint alleged that the 
rate of 17.5 cents was unreasonable, and, as compared with a 
rate of 16 cents applicable from the same point to destinations 
in southeastern Kansas, unduly prejudicial. The 17.5 cent rate 
is a group rate. The Santa Fe has a mileage scale for alterna- 
tive application to Kansas points, where it makes less than the 
group rate, but this alternative basis is not extended across the 
state line to Joplin. Under that arrangement, the examiner said 
a rate of 15.5 cents applied from Ponca City to Pittsburg, Kan., 
for 194 miles, but! to Joplin, 26 miles farther, the rate was 17.5 
cents, although under the mileage scale the rate would be 16 
cents. He said the Commission should find that unduly preju- 
dicial to the extent the rate exceeded, exceeds or may exceed 
the rate applicable under the scale contemporaneously main- 
tained. He said no damage was shown to have resulted from the 
undue prejudice, wherefore reparation should be denied. 


EXAMINER RECOMMENDS DISMISSAL 
Examiner Alfred S. Knowlton, in No. 14886, Black Steel & 
Wire Company vs. Atchison, Topeka & Santa Fe et al., on fur- 
ther hearing, has recommended dismissal on a finding that rates 
on wire rods, in coils, carloads, from Chicago, Acme, and Peoria, 
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Ill., Black Rock and Harriet, N. Y., Portsmouth and New Boston, 
O., Johnstown, Pittsburgh and Monessen, Pa., to Kansas City are 
not unreasonable or otherwise unlawful. The prior report was 
made in 95 I. C. C. 161. The report also covers a sub.-number, 
Same vs. Same. The former report was of a similar character. 


BUILDING PAPER RATES 


Ani order of dismissal has been recommended by Examiner 
Lawrence Satterfield, in No. 16925, Baker & Holmes Company 
vs. Pennsylvania et al., on a finding that the rate on building 
paper, carloads, from Dowingtown, Pa., to Jacksonville, Fia., 
rail-and-water, is not unreasonable or otherwise unlawful. After 
the shipment in question was made a rate of 34 cents was es- 
tablished, the carriers said, to put the complainant in a better 
position to compete in the Jacksonville market. The examiner 
said the complaint asked for rates for the future but that that 
request was not pressed. He assumed the complainant was sat- 
isfied with the 34 cent rate which was described as a “reason- 
able basis” when the matter was informally presented by the 
complainant. 


TARIFF INTERPRETATION CASE 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 15300, Thornton-Claney Lumber Company vs. Mobile & 
Ohio et al., a matter involving the interpretation of a tariff cov- 
ering a carload of lumber shipped from Brooksville, Miss., on 
routing specified by the shipper, to Chicago, in October, 1921. 
He said the Mobile & Ohio, the originating carrier, was not 
named in the list of originating carriers to which a rate of 38.5 
cents was restricted. He said it was not necessary to go into 
the various readings of the tariff urged on behalf of the parties; 
for the tariff was plain. He said the tariff provided that on traf- 
fic line-hauled to Chicago by the Wabash the rate of 39.5 cents 
was applicable from Mobile & Ohio stations via the Burlington. 


HARD COAL CASE DISMISSED 


Examiner J. C. Harraman has advised the Commission to 
dismiss No. 16690, J. W. Russell vs. Grand Trunk Western et al., 
on a finding that rates on anthracite coal, from Rahn No. 11 
Colliery, Pa., and Lansford Colliery, Pa., to Elkhart, Ind., recon- 
signed to Edwardsburg, Mich., in 1923, were not unreasonable. 


RECOMMENDS AFFIRMATION 


Affirmation of the report on re-argument on No, 11224, Chi- 
cago Coal Merchants’ Association vs. Director-General, as agent, 
Atchison, Topeka & Santa Fe, et al., has been recommended by 
Examiner R. L. Shanafelt after further hearing. He said the 
Commission should affirm the findings on re-argument, 89 I. C. C. 
137, that interstate rates on coal from various producing regions 
to the Chicago switching district, higher to some delivery points 
therein than to Chicago itself, were not unreasonable, but were 
unduly prejudicial and preferential. The original report was 
made in 73 I. C. C. 161. 

The issue, presented for the third time, Shanafelt said, was 
whether the flat Chicago rates should apply to all points in the 
Chicago switching district.’ 


WAGE STATISTICS 


Class I railroads had 1,817,038 employes in October and the 
total compensation amounted to $257,838,612, according to the 
monthly statement on wage statistics prepared by the Bureau 
of Statistics of the Commission from carriers’ reports. The 
number of employes was an increase of 13,511 over the number 
for the preceding month, and the total compensation increased 
$13,556,692, or 5.5 per cent. The increase in compensation was 
due principally to the fact that October had 27 working days, 
while September had only 25, the bureau said. Compared with 
the returns for October, 1924, the employment in October, 1925, 
showed a decrease of three-tenths of one per cent, while the 
total compensation increased nine-tenths of one per cent. 


TELEPHONE OPERATING RESULTS 


Sixty-nine telephone companies had an aggregate operating 
income of $17,799,852 in October, as compared with $14,926,224 
in October, 1924, an increase of 19.3 per cent, according to statis- 
tics compiled by the Bureau of Statistics of the Commission 
from reports of companies having annual operating revenues in 
excess of $250,000 each. 

In the ten months ended with October the operating in- 
come aggregated $153,386,648, as compared with $122,706,440 
in the same period of 1924, an increase of 25 per cent. 

The percentage of expenses to revenues was 66.31 per cent 
in October, as compared with 67.94 per cent in October, 1924, 
and 68.04 in the ten months ended with October, as compared 
with 70.63 in the same period of 1924. 

The number of company stations in service at the end of 
October was 12,843,000, an increase of 796,514, as compared with 
the number in service at the end of October, 1924, or 6.6 per 
cent. 



























































































LAKE CARGO COAL CASE 
The Traffic World Washington Bureau 


Application for reargument and reconsideration has been 
made by the title complainant in No. 15007, Pittsburgh Coal 
Producers’ Association et al. vs. Ashland Coal & Iron Railway 
Company et al., commonly known as the Lake Cargo Coal Case. 
The Ohio complainants, in No. 8 district, did not join im the 
petition. 

Broadly speaking, the Pithsburgh district operators assert- 
ed the Commission misrepresented them when it said they 
subordinated their allegation of unreasonableness of the rates 
from the Pittsburgh district to their charge of undue prejudice. 
They said: 


Petitioners respectfully submit that there was, on their part, 
no subordination whatever of the issue of unreasonableness to that 
of undue prejudice. The contentions and the evidence do not war- 
rant the disposition of this proceeding on the theory that the issue 
of unreasonableness has been subordinated to that of undue preju- 
dice. Petitioners’ contentions that the rates from the Pittsburgh 
district are unreasonable are not mere perfunctory contentions. The 
Pittsburgh complaint charges, inter alia, that the rates from Pitts- 
burgh are unjust and unreasonable not only per se but specifically 
as compared with the rates from the preferred districts. The latter 
issue has not been determined. Petitioners point out that by far 
the larger part of their printed brief and argument herein is de- 
voted to the issue of unreasonableness, and particularly to the issue 
of unreasonableness in the rates from Pittsburgh measured by the 
rates from the preferred districts. 


At one point in their petition, the operators bring into sharp 
contrast an implication in the report of the Commission that 
there is no warrant for a difference of as much as 58 cents per 
ton between the rate on lake cargo coal, on the one hand, and 
the rate on domestic coal, to the same destination, on the other. 
The operators, in their request for relief, suggested a basis of 
rates from the Pittsburgh district to the lake ports which would 
bring about as great a difference as that. At present the dif- 
ference is only 18 cents. The petitioning operators pointed out 
that the difference in the rates on lake cargo coal and domestic 
coal ranged from 48 to 58 cents on the coal from the preferred 
districts. 

The complainants in No. 15007, Sub. No. 1, Pittsburgh Vein 
Operators’ Association of Ohio et al. vs. Ashland Coal & Iron 
Railway Company et al., have asked for reargument in their 
part of the lake cargo case. 

The complainants alleged the Commission erred in finding 
that lake cargo coal rates from the complaining districts were 
just and reasonable; in giving controlling weight to com- 
parisons between complainants’ lake cargo rates and local rates; 
in refusing to give proper weight to comparisons between com- 
plainants’ lake cargo rates and other proportional rates; in 
refusing to give proper weight to comparison between the per- 
centages of increase in complainants’ and other rates; in re- 
fusing to give proper weight to complainants’ cost studies; in 
finding that the perservation of the 1917 differentials had not 
unduly prejudiced the Number 8 and Cambridge Districts; in 
holding that the basis for a finding of undue prejudice was lack- 
ing because the carriers which controlled the rate adjustment 
from the preferred districts were not: the same as those which 
controlled it from the complaining districts; in finding that 
complainants’ rates and those from the preferred districts 
were not unduly prejudicial, unduly preferential, or otherwise 
unlawful; and, in declining to exercise the minimum rate power 
in aid of section 38. 





BOX CAR ORDER CANCELLED 


Effective January 15, Order Box 2, issued by the car service 
division of the American Railway Association, November 1, 
1924, relating to the handling of box cars, is cancelled. In a 
notice to railroads in the northwestern, central western and 
southwestern districts, Manager Betts of the closed car section 
of the division, said: 


This has the effect of restoring the normal application of 
Car Service Rules in the handling of box cars of Eastern, Alle- 
gheny, Pocahontas and Southern District ownerships by roads in 
the three Western Districts. 

It is felt that this order has been in effect a sufficient length 
of time to indicate the necessity for regulations in Western terri- 
tory affecting the handling of Eastern and Southern cars, and 
the removal of the Order will permit the individual roads to 
supervise this feature in a way that will produce the desired 
results without the necessity of any mandatory order of the 
Car Service Division. At the same time, it should be definitely 
understood that in case it is found the cancellation of the Order 
results in improper or unnecessary empty car movements in 
Western territory, the Car Service Division will consider the 
necessity of restoring not only the present provisions. of this 
Order but possibly other restrictions to regulate such movements. 

During the past year, it has been demonstrated that restric- 
tions on the empty movement of Eastern and Southern cars in 
Western territory contained in the Order have not caused any 
accumulation of such cars on Western roads. For the year ending 
November 30, 1925, the loaded box car traffic westbound on the 
principal Eastern roads increased ten per cent over the previous 
year. As of December ist, 1925, twenty-four of the principal 
Western roads had ten per cent fewer foreign box cars on line 
than on the same date a year before and thirteen per cent less 
Eastern and Southern box cars in their possession. In other 
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words, proper attention to the loading of Eastern and Southern 
box cars, enforced by a restriction on their empty interchange, 
has reduced the number on Western roads in the face of an in- 
crease in traffic. . 

Western railroads will be expected to maintain instructions 
in effect that will insure the use of Eastern and Southern cars 
for home route loading to the fullest practicable extent. Records 
will be maintained of the movement of empty box cars of these 
ownerships through designated passing points on Western roads 
as per current instructions or supplemental instructions that may 
be issued. Car Service Agents will check the loaded movement 
through these passing points from time to time to determine 
the character of the equipment being used for east-bound traffic 
and in checking stations in Western territory will give special 
attention to instructions in effect regarding the disposition of 
Eastern and Southern cars and to practices in references to the 
application of Eastern and Southern cars on proper loading. 


RAILWAY MAIL PAY CASE 


The American Newspaper Publishers’ Association has peti- 
tioned the Commission for permission to intervene in the railway 
mail pay case. The association asked for an inquiry into the 
present practices of the Post Office Department in handling of 
mail transportation. It said any increase in compensation to the 
railroads for the transportation of the mails would bring danger 
of increases in the rates for the movement of newspapers. It 
said that, under the present second class postal rates, its mem- 
bers had been forced to seek other methods of distribution, or 
in the absence of less expensive methods, had been compelled 
to curtail their mail distribution because they could not afford 
to pay the cost thereof, and subscribers would not pay it 
through increased subscription charges. Continuing, the asso- 
ciation, in part, said: 


That it is now impossible for petitioner’s members to increase 
their volume of circulation through the mails. That since any 
further increase in the transportation rates allowed the railroads 
may result either in increased second class postal rates, or in 
further curtailment of second class postal service, petitioner’s 
members and the public at large will be greatly damaged by the 
allowance of any such increased transportation rates to the rail- 
roads without a proper readjustment of the transportation prac- 
tices of the Post Office Department. 


UNCONTESTED FINANCE CASES 


The Seaboard Air Line Railway Company has been author- 
ized to acquire control by lease of the railroad of the Tampa 
Northern Railroad Company, and to acquire control of the 
Brooksville & Inverness Railway by purchase of capital stock, 
and by lease. 

The Maine Central has been authorized to procure the au- 
thentication and delivery of $50,000, and to sell not exceeding 
$4,000,000, of 6 per cent first and refunding mortgage gold bonds, 
at not less than 9714 per cent of par and accrued interest. 

The Superior & Southeastern Railway Company has been 
authorized to abandon operation, as to interstate and foreign 
commerce, of part of its line in Bayfield and Ashland counties, 
Wis. 

An application of the Kansas City Northwestern Railway 
Company for authority to abandon its line of railroad has been 
dismissed for want of jurisdiction. 

The Shearwood Railway has been authorized to extend to 
July 1, 1933, the mautrity of a loan from the government of $29,- 
000, due January 1, 1926, when reduced to $20,000, upon agree- 
ment to pay the loan in eight equal annual installments begin- 
ning July 1, 1926. The loan was made under section 210 of the 
transportation act. 

The Commission has authorized the Wabash to assume obli- 
gation and liability of $4,185,000 of Wabash Railway Equipment 
Trust certificates to be issued by the Bank of North America & 
Trust Company and sold at not less than 96.25 per cent of par 
and accrued dividends, in connection with the procurement of 
equipment. 


FINANCE APPLICATIONS 


The New York Connecting Railroad Company has applied 
for authority to issue and sell $3,500,000 of first mortgage 5 per 
cent gold bonds, and the New York, New Haven & Hartford and 
the Pennsylvania have applied for authority to assume obliga- 
tion and liability as guarantors of the principal and interest of 
the before-mentioned bonds. The bonds are to be used in dis- 
charging floated indebtedness, to reimburse the treasury for ex- 
penditures for additions and betterments, and for the electrifica- 
tion of the applicants’ property. 

The receivers of the Savannah & Atlanta have applied to 
the Commission for authority to issue $150,000 of receivers’ cer- 
tificates to retire outstanding certificates. 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has suggested that the following cases 
be placed on the modified procedure docket, the suggestion hav- 
ing been made to each of the attorneys in each case: No. 17730, 
The Fredonia Linseed Oil Works Company vs. Alabama & Vicks- 
burg et al.; No. 17721, Tucson Wholesalers’ Association et al. vs. 
Atchison, Topeka & Santa Fe et al.; and No. 17733, The Fre- 


donia Linseed Oil Works Company vs. Atchison, Topeka & Santa 
Fe et al. 
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TRANSPORTATION CONFERENCE 


(By a staff correspondent at New York) 


The Wednesday evening conference of the annual meeting 
of the American Economic Association, held at the Pennsylvania 
Hotel last week, was given over to “Railway Problems.” Papers 
on four important transportation subjects were read by selected 
educators, and each paper was followed by a general discussion. 
The session, which began at eight o’clock, lasted until well on 
toward midnight. About two hundred were in attendance. 

The opening paper, a discussion of section 15-a, was read 
py Max O. Lorenz, chief statistician for the Interstate Commerce 
Commission. It was largely historical in nature. His only new 
contribution to the subject was a brief discussion of the section 
in the light of the Hoch-Smith resolution. He said there were 
those who thought that that resolution meant nothing, but that 
the action of the Commission in instituting the investigation under 
its docket No. 17000, indicated that it did, indeed, have a mean- 
ing. Just what that meaning was he would not hazard a guess. 
But he said it must be one of three things. If stress were laid 
on the clause that instructed the Commission to revise rates 
in a lawful manner, it might be urged that the resolution merely 
instructed the Commission to do what it had already been 
ordered to do by the interstate commerce act. If, on the other 
hand, the resolution meant that those who adopted it thought 
the products of agriculture possessed of certain transportation 
attributes, such as bulk, low value, etc., entitling them to a 
better rate adjustment than they were at present, generally 
speaking, getting, the resolution marked the beginning of an 
extended series of litigations based on those premises. Third, 
if the resolution was designed frankly to place a transportation 
subsidy on agricultural products—and there were many, the 
speaker said, who held firmly to that view—it was a dangerous 
piece of legislation. 


At any rate, he continued, the new law set before the Com- 
mission “a stupendous task that must require years to com- 
plete,” in that passing phrase that ordered a “general investiga- 
tion and readjustment of railroad freight rates.” Taken by it- 
self, the resolution presented complications enough; but in 
conjunction with the clear language and intent of section 15-a, 
the whole situation was made many more times complex, he said. 


Transcontinental Rates 


A discussion of the interrelation of the Panama Canal and 
transcontinental rates was contained in a paper read by Prof. 
Eliot Jones, of Stanford University. After outlining the situa- 
tion, he arrived at the conclusion that nothing tangible would 
be gained by the carriers if their prayers for fourth section 
relief on goods moving transcgntinentally to the Pacific coast 
were granted, but that, on the other hand, incalculable harm 
would be done to the intercoastal steamship lines, an important 
branch of the national transportation system. He added, how- 
ever, that these lines might well have their rates made under 
the supervision of the Interstate Commerce Commission. His 
paper was substantially as follows: 


Since the opening of the Panama Canal in 1914 the transconti- 
nental railroads have had to contend, from time to time, with the 
active competition of the water lines passing through the canal. But 
of recent years this competition has increased greatly in effectiveness. 
Thus, during the fiscal year ending June 30, 1924, a new record in 
intercoastal trade was set both for the number of ships passing 
through the canal and for the tons of cargo carried. The canal 
competition is felt most keenly on the westbound commodity traffic, 
and it is with this traffic that we shall primarily deal. 

The transcontinental railroads naturally wish to meet the com- 
petition of the water lines at Pacific coast terminals without apply- 
ing the low water-compelled rates to the intermediate points. Their 
contention is that the location of the Pacific coast terminals on the 
ocean assures them more favorable transportation rates than the 
intermountain towns can expect to enjoy, and that the intermountain 
towns are not injured if the transcontinental railroads are allowed 
to compete with the water lines for the Pacific coast business. Their 
argument—a familiar one to all economists—is that the inter- 
mountain towns are not only not injured, but are actually benefited, 
because any contribution that the competitive traffic makes to the 
joint expenses reduces by so much the contribution that the inter- 
mediate traffic must make. In 1921 the transcontinental railroads 
filed with the Commission an application for authority to depart from 
the long and short haul clause (an application, that is, for ‘fourth 
second relief’), but the Commission in 1922 in the transcontinental 
cases denied the application. Subsequently, in 1923, the trans- 
continental railroads filed a new application, requesting fourth 
section relief on certain commodities, principally manufacturers 
of iron and steel, from groups D to J, inclusive, that is 
from that wide region embracing Chicago territory on the east and 
the Colorado common points on the west. From this territory the 
transcontinental railroads wanted to apply lower rates to the Pacific 
coast terminals than they applied contemporaneously to the inter- 
mediate points. This application has not yet been acted upon by 
the Commissoin, but our opinion is that it, and similar applications, 
should be denied. 

_ Before stating the reasons for this opinion, it will be desired to 
point out that the necessity for fourth section relief has been greatly 
exaggerated by the representatives of the railroads. For example, a 
vice-president of the Chicago, Milwaukee & St. Paul stated recently 
that his road was compelled to operate at less than one-half of its 
normal capacity, due almost entirely to the loss of traffic on ac- 
count of the competition of the water carriers through the Panama 
Canal. For this statement there is no warrant whatsoever. In 1923 the 
total westbound tonnage through the Panama Canal to north Pacific 
cost ports—the only tonnage that the St. Paul could hope to capture 
as the result of fourth section relief—amounted to less than 2 per cent 
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of the total tonnage of the St. Paul. If we bear in mind that there 
are a number of other railroads serving north Pacific coast ports, 
and that these railroads would naturally share in any traffic diverted 
from the water lines, it is clear that the granting of fourth section 
relief would increase the traffic of the St. Paul by only a fraction 
of one per cent. Clearly it was not Panama Canal competition 
that was responsible for the operation of the St. Paul at less than 
one-half of normal capacity. 


Pursuing this line of inquiry a little further, in 1923 the west- 
bound intercoastal tonnage through the Panama Canal between 
United States ports was 3,100,000 net tons. This amounted to less 
than one and one-half per cent of the tonnage of the transcontinental 
carriers (including, that is, the Southern Pacific, the Santa Fe, the 
Union Pacific, the Los Angeles and Salt Lake, the Western Pacific, 
the St. Paul, the Northern Pacific, the Great Northern, and the 
Spokane, Portland and Seattle). The transcontinental railroads can 
hardly expect, of course, to capture from the water lines all the 
intercoastal traffic now being handled through the canal. Suppose 
that through fourth section relief they managed to secure half of 
the westbound intercoastal traffic. The result thereof would be to 
increase the tonnage of the transcontinental carriers enumerated 
above by less than three-fourths of one per cent. If we take as 
the basis of calculation, not the tonnage handled, but the ton 
mileage, the case of the transcontinental railroads is stronger, 
for the traffic handled by the water lines is long-haul traffic. But 
it is also commodity traffic that has to be taken, if at all, at very 
low rates. The only conclusion, therefore, at which a disinterested 
investigator can fairly arrive is that the diversion of a considerable 
tonnage from the water lines to the railroads would add but very 
little to the net revenues of the railroads, whereas it would have 
a disastrous effect on the water lines. Moreover, for the railroads 
to carry the water-competitive traffic at out-of-pocket cost plus, 
while meeting most of their joint costs out of the traffic of he 
far-flung interior, of which traffic they enjoy a substantial monopoly, 
is to subject the water lines, which have comparatively little inter- 
mediate territory to draw upon, to an unwarranted competition. The 
practice is similar indeed to the local price cutting resorted to by 
industrial monopolies—a practice that has now received legislative 
condemnation. 


The additional traffic that the transcontinental railroads can hope 
to secure as the result of fourth section relief is thus comparatively 
unimportant. None the less, if the railroads can handle this small 
volume of tonnage more economically than the water lines, they 
should be allowed to have it, for it is in the public interest that 
goods move to market by the most economical route. But the fact 
is that certain commodities that are adapted to water movement 
can be carried more economically by water than by rail when they 
originate at one coast and are destined to another. Oftentimes they 
can be carried more economically by water when they originate 
several hundred miles inland, and when this is the case they should 
be permitted to move by water, even though in consequence traffic 
is lost to the railroads. That more traffic is not captured by the 
water lines in due to the fact that water transportation in many 
respects is inferior to rail transportation, especially when the 
traffic has origin or destination inland. Among the disadvantages 
are: somewhat slower service, due in part to the greater distance 
and in part to the relative infrequency of sailings; the necessity 
of transhipment at the ports; the comparative inability to divert the 
traffic en route; the difficulties connected with the stowage of mixed 
cargoes; and the danger of damage from moisture and from re- 
handling at the ports. On many commodities, so the Interstate 
Commerce Commission found in 1922, shippers prefer rail movement 
to water movement unless the water rate is from 10 to 25 cents 
per hundred pounds below the rail rate. On iron and steel prod- 
ucts, however, the necessary differential in favor of the water rate 
is comparatively small, and it is these products that provide the 
bulk of the westbound movement through the canal. It is_ almost 
universally recognized that these products can be carried more 
cheaply from the Atlantic ports to Pacific ports by water than by 
rail, and it is our contention, therefore, that they should be allowed 
to move by water. It is clear also that there may be certain 
inland points from which the combined rail and water cost of car- 
riage is less than the all-rail cost westbound. This is probably true 
of the Pittsburgh steel district, which originates a large volume of 
steel products moving to Pacific Coast ports via Baltimore and the 
canal. If this be true of Pittsburgh, then it were better from the 
standpoint of national economy that steel required on the Pacific 
Coast be produced in Pittsburgh and shipped via the canal than that 
it be produced in Chicage and carried by rail. 


Granting as a general proposition that water transportation via 
the Panama Canal is more economical that rail trnsportation as 
regards port-to-port traffic, and even much traffic having origin or 
destination inland—and this can hardly be disputed as a general 
proposition—it is none the less argued by the railroads that the 
additional traffic that they hope to obtain through fourth section 
relief could be handled at very low cost because it would be loaded 
into freight cars that are now moving to the Pacific cost empty. 
The fact is that the preponderance of the tonnage of the trans- 
continental railroads is eastbound, and accordingly there are empty 
freight cars moving westbound in large numbers. We recognize, of 
course, that the additional cost of carriage under these circumstances 
is relatively small, and we see the advantages, both from the rail- 
road standpoint and from the public standpoint, in an equalization 
of the flow of traffic. None the less we oppose fourth section relief. 
In the first place, it may be noted, the empty car problem is not 
peculiar to the transcontinental railroads; in fact, the ratio of empty 
freight car miles to total freight car miles is less for the trans- 
continental railroads than for the railroads of the United States as 
a whole. In the second place, the steamships operating through the 
Panama Canal also have empty space westbound, and accordingly 
the additional cost to them of westbound shipments is also relatively 
small. It is true that the westbound tonnage of the steamships 
exceeds their eastbound tonnage, but the westbound tonnage, con- 
sisting largely of heavy articles, does not occupy as much space as 
the eastbound, and, of course, it is empty space that is important in 
this connection. In the third place, if the intercoastal ships lose a 
large part of their westbound tonnage to the railroads, many of 
the ships will perforce be withdrawn from the service, and the rail- 
roads will have to move eastbound such freight as these ships would 
have moved eastbound had not their westbound tonnage been taken 
away from them. In so far as the ships withdrew, the railroads 
would gain, but they would gain both westbound and eastbound 


tonnage. Their gain would come not so much from the utilization of 
westbound empties as from an increase in their total volume of 
traffic. But an additional volume of traffic will certainly come to 
them without fourth section relief through an increase in popula- 
tion and trade in transcontinental territory, and it need not come to 
them at the expense of the steamships and with a resulting discrimi- 
nation against the intermountain territory. A more effective remedy 
for the empty car problem, it seems, would be an increase in the 











































































82 THE TRAFFIC WORLD 


eastbound rates on certain Pacific Coast products that now move at 
very low rates. 

In conclusion, a few words may be said as to the larger aspects of 
this problem. The transcontinental rate controversy has been before 
us a long time, and like Banquo’s ghost, it will not down. The 
denial of the railroads’ present application for fourth section relief 
will not terminate the controversy; it will reappear again in a new 
application or in some new guise. Is it not high time that we 
recognize the necessity of a coordinated transportation system, and 
would it not be advisable to confer on the Interstate Commerce 
Commission authority to control the rates of water lines engaged in 
the coastwise trade? The Commission could make a careful inquiry 
into the costs of transportation by rail and water, and could adjust 
the rates all-rail, all-water, and rail and water, in such manner as 
to promote the movement of freight in the most economical manner. 
The exercise of such control over the water lines would tend to 
stabilize their rates, and to prevent the water lines from competing 
unfairly with the railroads by charging rates that are unremunerative. 
The water carriers might even be required to obtain a certificate of 
convenience and necessity as a prerequisite to entry in the business, 
and might be compelled to assume the obligation of rendering ade- 
quate service at reasonable rates. In this way the public would have 
greater assurance of the continuity of water transportation service, 
and the railroads would be protected from an irresponsible competi- 
tion. Under Commission regulation of water charges the railroads 
would undoubtedly be required to relinquish permanently to the water 
lines most of the traffic already lost to them, but the railroads would 
find relief through the increase in traffic that comes with expanding 
population and trade. The transcontinental railroads would also 
find. relief through the development of the intermountain territory. 
This region has been subject to many discriminations in the past, and 
the sword of Damocles is still suspended over its head. But it is 
destined to enjoy a considerable development, and as it developed the 
transcontinental railroads would find these a source of traffic that 
they would not have to share with the water lines in any substantial 


measure. 

Prof. Jones’ statements as to the insignificant proportion of 
westbound railroad tonnage represented by the tonnage shipped 
via the canal did not go unchallenged. Prof. Van Metre, of 
Columbia University, pointed out that the significant comparison 
was not in tonnage but in revenue. He said he had no such 
figures nor had he ever seen any, but he insisted that, if they 
could be made, regardless of whether they would show any sub- 
stantially different conclusion than those arrived at by Prof. 
Jones, the conclusion would be fairer. 


Railroad Consolidation 


Prof. William Z. Ripley, of Harvard University, came to the 
defense of a set plan of consolidation, in his paper on “Railroad 
Consolidations.” He compared himself to Saint Sebastian, who 
stood up and allowed himself to be shot full of arrows. “But,” 
he added, “maybe even the saint was permitted to say a word 
in his own defense.” * 

Prof. Ripley insisted that the plan for general consolidations, 
as originally drawn up by him and adopted tentatively by the 
Commission, was a good one at the time. It was obsolete now, 
he admitted, largely because the Commission had unwisely per- 
mitted consolidations to take place which could not be undone, 
and which threw the whole plan out of joint. Among these he 
cited the Chicago Junction case, the Central Pacific case and the 
Missouri Pacific-Denver and Rio Grande case. Then, he added, 
by a majority opinion, which was in fact a minority opinion, the 
Commission, in the Nickel Plate case, abdicated its authority in 
consolidation matters. 

Continuing, the speaker said he, personally, was not in favor 
of compulsory consolidations but that, on the other hand, he still 
believed the Commission ought to have a set plan as a guide to 
follow in passing on consolidation applications. If that were the 
case, such things as the merger of the Chicago Junction with 
the New York Central, regardless of how much in the public 
interest it might seem, per se, would be judged rather from a 
national angle—the proper point of view in such important pro- 
ceedings. 


Motor Competition 


Prof. W. M. Daniels, of Yale, speaking on “Motor Competi- 
tion” classified the growth of the use of motor vehicles for com- 
mon carrier transportation as a “silent revolution.” He quoted 
figures to show that the use of automobiles was confined largely 
to short haul passenger traffic. In this field, he said, the auto- 
mobile was causing serious losses in revenue. On the other 
hand, the loss of freight traffic to motor carriers was, he said, 
“not so impressive.” Here, he added, the swing to automobiles 
was largely in short-haul, less-carload traffic. He cited, how- 
ever, some extreme cases, notably that on milk into Chicago, 
where the percentage hauled by the railroads dropped from 94 to 
68 within a few years. 

The motor truck, Prof. Daniels said, was a legitimate organ 
of transportation for certain classes of goods. He compared the 
locomotive with its long string of freight cars to a “polygamous 
giant,” and the motor truck to a “more prolific monogamous 
pygmy.” “The motor vehicle,” he added, “is not confined to the 
rail, it is a more elastic and pliable instrument and can use to 
the railroad the phrase Emerson put into the squirrel’s mouth in 
addressing the mountain: ‘If I can not carry a forest on my 
back, neither can you crack a nut.’ The manifest destiny of the 
railroads is to move mass traffic, long distance traffic and com- 
mutation traffic; of the motor vehicle to move package freight as 
well as passengers for short distances.” 

The attitude of the railroads toward the motor truck had 
been, he added, like the attitude of mankind to vice: “First 
endure, then pity, then embrace.” The truth in this simile, he 
said, was illustrated by the many ways in which the railroads 








Vol. XXXVII, No, 2 











were using trucks and busses today. More than 190 railroads 
were today using motor rail cars, he said, while a larger number 
were using trucks for terminal freight interchange. And a typ. 
ical case of motored short-haul package freight service was, he 
said, the Pennsylvania Railroads service of 469 towns in four 
states by that method. 


Railroad Labor Board 
The last subject discussed was that of the “Railroad Labor 
Board” in a paper read by Prof. S. H. Slichter, of Cornell. He 
said that, in his opinion, the Labor Board was doomed anyway, 
so that his discussion seemed a bit academic. However, he 
added, something would have to be substituted therefore. His 
idea was that this something would be some sort of semi-per- 
manent arbitration board or boards similar to those proposed 
by the Newlands act. Some criticism was voiced against his 
basing the failure of the board on the fact that its “task was im- 
possible.” It was pointed out that, without punitive provisions, 
the interstate commerce act was also a failure. Also, it was ar. 
gued, the speaker judged the subject almost wholly from an 
economic standpoint, whereas, as a matter of fact, public opinion 
had had a great deal to do with the board’s successes and fail- 
ures to date. 
Educational Program 


An informal meeting of a number of teachers of transporta- 
tion in colleges and universities was held in the rooms of the 
New York Traffic Club, immediately before the conference. At 
this meeting the curricula of the various college schools of 
transportation were discussed. It seemed generally agreed 
among those present that the crying need was for a more stand- 
ardized course of studies, within broad enough limits to permit 
the smallest and the largest schools to work along similar lines. 
It developed that the courses offered by the various schools dif- 
fered widely. Many, it was observed, were based: entirely on 
economic factors and were designed to fit into economic courses. 
Those that paid more attention to practical transportation affairs 
leaned, in some instances, heavily toward operating, others to- 
ward finance, and a few toward traffic. The consensus seemed 
to be that more should be done to make the student an intelli- 
gent buyer or seller of transportation. In keeping with this, 
those present agreed to submit papers in which they were to 
embody their recommendations for primary and advanced courses 
in transportation. These papers, it was agreed, were to be cir- 
culated within the group and an effort made to prepare a pro- 
gram to be submitted, eventually, to the Collegiate Schools of 
Business, at one of the annual meetings. 

The matter of co-operation with the National Industrial 
Traffic League was also discussed. Wayne Butterbaugh, of the 
La Salle Extension University, at whose suggestion the League 
adopted a resolution at its last meeting, creating a committee to 
study traffic education, told the group of this action and urged 
it to organize in such a manner that, when the League commit- 
tee was ready to function, it would have a source from which to 
obtain information, and a group with which to work. 


CHANGES IN DOCKET 


Hearing in No. 17479, Pratt-Gilbert Co. et al. vs. A. & V. 
Ry. et al., and No. 17557, Pratt-Gilbert Co. vs. Ariz. Eastern 
R. R. et al., assigned for January 8, at Phoenix, Ariz., before 
Examiner Flynn, was postponed to a date to be hereafter fixed. 

Hearing in I. and S. No. 2570, sugar, California to points 
in Arizona, assigned for January 9, at Phoenix, Ariz., before 
Examiner Flynn, was canceled. 

Hearings in No. 17631, Spence-Hollowell Co. et al. vs. N. Y. 
N. H. & H. R. R. et al., and 17383 (and Sub-Nos 1 to 7, incl), 
A. J. Doughty and A. J. Doughty, as Agent, vs. A. C. L. R. R. 
et al., assigned for January 7, at Elizabeth City, U. C., before 
Examiner Fuller, were postponed to a date to be hereafter fixed. 

Hearing in No. 17677, Great Southern Refining Company vs. 
A. C. & Y. et al., assigned for January 6, at Louisville, Ky., be- 
fore Examiner Weems, was postponed to a date to be hereafter 
fixed. 


CEMENT ORDER POSTPONED 


The Commission has postponed further the effective date 
of its order in I. and S. No. 2013, Cement from Eastern Trunk 
Line Points to New England, for sixty days from December 31. 
The order originally bore April 14, 1925, as its effective date. 
The first postponement was until December 31 and now it is 
moved up to sixty days from the last day of 1925. No explana- 
tion was given in connection with the postponement but it was 
understood that the tariff complexities encountered by the 
carriers required further postponement. 


REIMBURSEMENT OF DEFICIT CASE 

The Canadian National Railways has applied for reopening, 
argument and reconsideration in finance cases involving claims 
of the United States & Canada, the Champlain & St. Lawrence, 
the St. Clair Tunnel, and the Duluth, Winnipeg & Pacific, for 
reimbursement of deficits under section 204 of the transporta- 
tion act. The claims of the companies named were dismissed 
by the Commission. The Canadian National Railways filed the 
petition as successor in interest and on behalf of the companies 
named which have been amalgamated with it. 
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RATE STRUCTURE INVESTIGATION 


(By,a Staff Correspondent at Kansas City) 


Hearings in the rate structure investigation in the western 
district under Docket 17000 and Ex Parte 74 entered on the last 
lap With the opening of the Kansas City hearing, January 4,_ 
pefore Commissioner Aitchison. Sitting with him were state 
commissioners Millhollan, of North Dakota; Hussey, of Kansas, 
and Betts, of Arizona. Commissioner Aitchison said the first 
witness would be Vice-president Fritsch, of the Rock Island, 
who had been promised for cross-examination at this hearing. 
Due to ill health, Mr. Fritsch was unable to take the stand and 
the hearing proceeded when the case for the state commissions 
was begun. John E. Benton, solicitor of the National Associa- 
tion of Railway and Utilities Commissioners, said that before 
the case proper for the state commissions was presented, the 
Illinois Commerce Commission had some testimony to present. 

H. M. Slater, rate expert for the Illinois commission, testified 
as to the increases in rates in Illinois since 1913. He said there 
was a 5 per cent increase in 1917; a 15 cents per ton increase on 
coal following that; a 25 per cent increase, by order of the 
Director General, in 1918, and further increases caused by the 
Disque scale and the 40 per cent increase in the east as applied 
to shipments to Illinois. He said that, since 1920, Illinois had 
peen grouped with the east in making increases and that, for 
example, in the rates on grain, Illinois was 26 per cent higher 
than in 1920, whereas the western districts had grain rates only 
17 per cent higher than in 1920. He said that, if Illinois were 
now to be included under any increase that might’ come out of 
the present case, it would mean a still further increase to IIli- 
nois as compared with surrounding territory. His point, he 
said, was that Ilinois sought not to be included in every increase 
made from the east and the west, with the result that the state 
would be placed on a rate plateau higher than adjacent territory. 

Herman Mueller, of the St. Paul Association, asked whether 
the witness knew that rates on coal from Illinois mines to Chi- 
cago were to be increased. The wtness answered that he did not 
know, but that he doubted it. There was no cross-examination. 

R. N. Van Doren, chairman of the carriers’ legal committee, 
made a statement as to the increases proposed on copper bullion 
moving from Utah, Arizona, and Minnesota, a subject in doubt 
at the time of the San Francisco hearing. He said that he was 
able to say, on advice of Conrad Spens, vice-president of the 
Burlington, that copper bullion rates would be advanced 5 per 
cent under the carriers’ proposal. 


U. G. Powell, as chairman of the statistical committee of the 
western state commissions, was the first witness to take the 
stand in presenting the case proper for the state commissions 
as a whole. He introduced an exhibit showing comparisons of 
operating revenues, expenses, and net operating income as divid- 
ed between freight and passenger services. He showed that, 
for 1924, the roads in the western district had a total return on 
investment of 4.36 per cent, while the return on investment for 
freight alone was 5.52 per cent and for passenger traffic 1.39 
per cent. It was his position that the freight earnings were in- 
creasing, while passenger earnings were waning. He showed 
that, for the first nine months of 1925, the passenger return of 
western carriers had declined to .14 per cent, figured on an an- 
nual basis, while freight return had risen to 6.36 per cent. 


Mr. Powell said that it was his opinion that the losses in 
revenue of the carriers were due to reduced passenger fares in 
a number of instances, and that the loss was on the passenger 
service, rather than on freight service. He said that the freight 
traffic should not be made to bear the burden of the losses on 
passenger traffic. He referred to excursion fares, such as fares 
to national parks and to the west coast in the summer months, 
at the rate of a round trip at 110 per cent of the one-way fare. 

On cross-examination by H. A. Scandrett, of the Union 
Pacific, the witness explained that what he had used as the in- 
vestment figure in computing returns was the book value of the 
carriers. Mr. Scandrett inquired whether there was not a lot of 
money in property of the carriers that was not shown in the 
ledgers of the roads. The witness said that was probably true. 
Mr. Scandrett asked whether it was not true that, if the carriers 
eliminated their passenger service, the freight service would 
have to earn returns on a larger amount of property—property 
now charged against the passenger service. The witness said 
that would be so. 


Counsel then asked whether the witness thought the west- 
ern carriers were provident or not in making the low fares in 
the summer months, and the witness answered by saying that 
the fares were too low. Mr. Scandrett inquired whether Mr. 
Powell had made any studies of the level of excursion fares, and 
the witness said he had not. Mr. Scandrett then asked if it was 
not true that the witness’s opinion in the matter was not a 
seasoned judgment. The witness said perhaps it was not, but 
that something had to be done to stop the loss of revenue to 
the carriers and it was his opinion the way to do that was to in- 
crease passenger fares where they would stand it. In answer to a 
question as to whether he had or had not any suggestions as to 
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what else might be done to alleviate the suffering of the western 
roads from their passenger traffic losses, he said he had. He 
said a reduction in passenger train miles between large centers 
would help. He said a further help to the carriers would be the 
use of gasoline or electric units for local passenger service, and 
also that a study of the effect of the bus on short-haul traffic 
might be effective, in that it would help the roads to meet the 
competition better. 

Mr. Scandrett wanted to know if it was not true that the 
witness was not opposing a 5 per cent increase in rates for the 
western carriers. Mr. Powell said he was until the carriers had 
shown that no more could be got out of the passenger business. 
Mr. Scandrett asked if the witness, in the event the Commission 
should decide that the carriers were getting all they could from 
their passenger traffic, would still be opposed to a 5 per cent in- 
crease in freight rates. He said he would not. 

Mr. Scandrett asked if the witness was acquainted with 
U. G. Powell, who advocated, some years ago, reductions in pas- 
senger fares in order that the carriers might gain from increased 
volume of traffic and increased revenue. Mr. Powell only smiled 
in answer, and Mr. Scandrett wanted to know if the witness had 
changed his mind since that time. Mr. Powell said things had 
changed wonderfully since that time. 

William Church Osborn, representing committees of security 
holders in northwestern roads, was allowed to produce two wit- 
nesses, the first of which was E. B. Boyd, chairman of the West- 
ern Trunk Line Committee. Mr. Osborn asked the witness, who 
had been subpoenaed, whether, if a 15 per cent increase were al- 
lowed to the carriers, it would be practicable to issue tariffs 
within a short time covering the increase. Mr. Boyd said it 
would be. Mr. Osborn asked if the increase would affect the 
traffic. Mr. Boyd said he thought the traffic would still move. 
One more question was asked as to whether the rate level was 
or was not lower east of the Missouri River in Western Trunk 
Line Territory than west of the river, and Mr. Boyd said it was 
lower east of the river. 

Mr. Osborn recalled T. A. Hamilton, witness for the security 
holders, who testified at Chicago. Mr. Hamilton entered an 
exhibit to show the effect on the movement of cattle, sheep, 
hogs, wheat and corn, of increases of 5 per cent, 10 per cent, and 
15 per cent. Distances used in the exhibit were up to a little 
less than 1,000 miles, with the increases in cents per hundred 
pounds, and cents per bushel, in the case of grain, ranging, 
under a 5 per cent increase, from .240 cent to 3.475 cents; under 
a 10 per cent increase the range was from approximately .448 
cent to nearly 7 cents; and under a 15 per cent increase, the 
range was from about .588 cent to 10% cents. There was no 
cross-examination of either Mr. Boyd or Mr. Hamilton. 


The last witness to appear the first day was R. E. Willard, 
farm economist, North Dakota Agricultural College, who intro- 
duced an exhibit showing comparisons between prices and pur- 
chasing power of farm products and other commodities for the 
years 1910 to 1925. He had only begun his explanation of his 
exhibit when the hearing adjourned. 


With indications that the Kansas City hearing would last 
four weeks or more, the ranks of those attending the hearing 
thinned slightly the second day, January 5. Because the case 
presented by the state commissions is expected to take a week’s 
time and because of the fact that larger shipping interests have 
spoken for time well into the third week, representatives of some 
commodities were leaving the hearing, planning to return the 
third or fourth week. 


R. E. Willard continued his explanation of his exhibit. He 
showed the relationship between the trend of prices for agricul- 
tural products and the trend of wholesale prices over a period of 
years from 1910 to 1925. It was his contention that the lower 
level of prices the farmer got for what he produced as compared 
with the prices he had to pay for what he bought accounted for 
the number of failures, foreclosures, and abandonment of farms 
in the western district. His exhibit included statistics to show 
that, from 1920 to 1925, there was a decrease in farm lands oper- 
ated by owners and an increase in the farm lands operated by 
tenants. He said that, in a great many cases of which he had 
personal knowledge, the owner had failed and lost his farm and 
was now running it as a tenant. He testified that there was a 
decrease in land in farms in the period of the last five years. 

Commissioner Aitchison asked him if the number of fore- 
closures might not be due to the deflation following speculation 
in farm lands several years ago, and he said that might be true, 
but, in his opinion, the main reason for abandonment and fore- 
closures was the variance between the price the farmer got for 
what he raised and the price he had to pay for what he bought. 
He said that, for five years, the level of farm products prices 
had been below that of wholesale commodity prices. He said 
the decrease in land value went hand in hand with the decrease 
in prices for agricultural products after the war. He said that 
it was no fault of the farmer that prices declined, but that the 
farmer was urged during the war to produce heavily, and the 
government, fixing the price of wheat, worked to insure addi- 
tional production until the country saw agriculture producing 
more than it ever had. After that, the witness said, the farmer 
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had to shift his production efforts and to curtail them. This, he 
said, took time and, in the period 1921-1923, there naturally re- 
sulted suffering for the farmer as he attempted to become 
readjusted to post-war conditions. 

He said it was his belief that the lower level of prices for 
agricultural products as compared with the wholesale price level 
was the cause of the farmers failing to pay interest charges on 
money borrowed, foregoing the payment of taxes and insurance, 
all of which resulted in a piling up of obligations that, in turn, 
brought about the loss or abandonment of farms in the end. He 
said he knew of foreclosures taking place in North Dakota due 
to such a piling up of obligations. He said farm foreclosures in 
North Dakota were greater now than in any period before the 
war. He testified that, in 1913, 43 counties averaged 51 fore- 
closures per county, while, in the first nine months of 1925, their 
average was 116 foreclosures per county. 


Kenneth F. Burgess, of the Burlington, cross-examined the 
witness and develop that, in compiling the charts showing 
trends of prices as figured on price indices, wholesale figures 
used were those weighted with respect to all commodities, while 
the index figure for farm products was not weighted with respect 
to wholesale commodities, and to that extent the exhibit com- 
pared unlike things. 

Mr. Burgess asked the witness, with regard to specific com- 
modities, what the increase in prices amounted to. He asked 
about potatoes and the witness replied that the price for potatoes 
had increased. Mr. Burgess wanted to know if it had not in- 
creased to about 314 to 4 times what it was in 1924. The witness 
said that might be true. He was next asked if the price of wheat 
in the last year or so was not from 80 to 90 per cent higher than 
in 1913, and he replied that it was, in dollars, but that the pur- 
chasing power of wheat produced by the farmer now was just 
about equal that of 1913. 

J. S. Pyeatt, president of the Denver & Rio Grande, was 
called for a brief cross examination. He was asked what remedy 
would offset losses in passenger traffic. He said there was no 
remedy that would altogether offset it or that would enable the 
road to get all lost passenger business back. In answer to a 
question as to whether he thought reduced fares would increase 
passenger traffic, he said he thought they would, and then he 
said there was under consideration a plan of carrying even 
lower passenger rates for excursions in the brief period of about 
three months when the D. & R. G. carried so much excursion 
traffic. He said, however, there was a period in the year when 
the road had to charge the maximum fares, for there was so 
little travel outside the summer or vacation season. 


W. E. Grimes, agricultural economist, Kansas State Agricul- 
tural College, submitted statistics as to agricultural income. He 
said the improvement in income from agricultural production in 
the last year, which amounted to from eleven to twelve billion 
dollars, was due almost wholly to the higher grain and meat 
animal prices, or the prices of wheat and hogs. He said this 
improved income could not be depended on in the future, because 
he did not think the prices for those commodities were normal. 

He introduced an exhibit showing the trend of farm bank- 
ruptcies as related to all bankruptcies in the country. His fig- 
ures showed that, in 1913, farm bankruptcies were 8 per cent 
of the total, whereas, by 1925, the percentage had grown until 
farm bankruptcies were 28.9 per cent of the total. 


On cross examination by Mr. Burgess, it was developed that 
if, figuring the farmer’s income, the rental value of his property 
—that is, his house and other buildings—was taken into account, 
and that, if the foodstuffs the farmer raised and consumed were 
valued at what the city dweller would have to pay for them, the 
farmer’s income would be over two billion dollars more than 
otherwise. Mr. Grimes said, however, that he would never 
figure it that way, because the foodstuffs were worth only what 
the farmer might sell them for, which would be a wholesale and 
not a retali price. 


Mr. Burgess asked, with regard to the testimony that wheat 
and hogs were responsible for the improvement in prices, 
whether lamb, wool, and cotton prices were not improved, and 
whether cattle prices were not steadily improving. The witness 
said that lamb prices were better, but that lamb raising was not 
a greatly important part of farm production generally. He said 
there was some improvement in cotton and cattle prices, but 
that there was not a “rosy future” for cattle. 

R. M. Green, professor of agricultural economics, Kansas 
State Agricultural College, introduced an exhibit to show some- 
thing of the status of the wheat industry. He showed that 
whereas, in a war period when other countries were temporarily 
or partly out of the business of producing wheat, farmers in this 
country could expand production and still get high prices, now 
that other countries were recovering from after the war diffi- 
culties and were again in the field of production of wheat, ex- 
pansion of production in this country might not safely take place 
—that is, expansion would be followed by falling prices, rather 
than rising ones. He said that foreign competition was increas- 
ing, notably from Canada, and he cited the opinion of the De- 
partment of Agriculture that Russia would not be permanently 
out of the wheat market. There was no cross examination. 

George Severance, head of the department of farm manage- 


THE TRAFFIC WORLD 


Vol. XXXVII, No, 9 


ment and agricultural economics, State College of Washington, 
submitted an exhibit to show agricultural conditions in Washing. 
ton. He started to read from a summary of the exhibit and wag 
told that it would go into the record since the explanation ang 
summary was attached to the exhibit. His testimony was, jp 
part, as follows: 

Excluding apples, peaches and pears, which are not involved jp 
Ex Parte 87, I have made an additional computation excluding, 
which shows that the purchasing power of the remaining eight crops, 
wool, hay, potatoes, wheat, corn, oats, barley and rye, average fo; 
the pre-war period 1910-1914, $66,334,498, rising to $72,969,199 for the 
war period 1915-1919, and falling to $52,201,761 for the post-war 
period 1920-1924, which is $14,132,737 less than for the pre-war period, 

These figures show a very much lower purchasing power for 
the years 1920-1924 than for the pre-war years 1910-1914, and are 
fairly representative of the general condition of agriculture in Wash. 


ington. The purchasing power of the wheat crops of Washington 
is less than for the pre-war period. 

Of the various lines of livestock production in Washington dairy- 
ing and poultry raising are the most important, the aggregate sales 
from these two lines amounting to slightly over $32,000,000 in 1919 
according to the 1920 census. 

The relative importance of these industries in Washington agri- 
culture is found by comparing their sales of over $32,000,000 with the 
value of all Washington crops reported in the same census as $227,- 
212,008. There have been no marked changes in the dairy industry 
in the state during the period 1910 to 1924, inclusive. At no time 
during this period have dairymen as a class experienced unusual 
prosperity nor have they experienced such unusually disastrous sea. 
sons as certain sections that are dependent upon crops. In general 
they have been having a comparatively hard struggle during the 
period of deflation. 


The poultry industry is a comparatively new industry that has 
grown rapidly during the past five years. At present poultrymen are 
considered in fairly good condition as a class, but a very large and 
increasing percentage of Washington eggs are marketed in New York 
and other large cities of eastern United States, and the poultry prod- 
ucts of Washington and other Pacific coast states must be transported 
farther than the poultry products of any other part of the United 
States to reach the ultimate consumer; hence their ability to con- 


tinue in the poultry business is dependent upon low transportation 
costs. 


Reliable figures on beef cattle, sheep and hogs, are fragmentary 
and difficult to secure, but their production does not constitute a suf- 
ficiently large percentage of the total agricultural production of the 
state to be a deciding factor in these computations. 

The foregoing data shows clearly that the condition of agricul- 
ture in Washington is such that it is not now able to bear the ad- 
ditional burden of the proposed five per cent increase in freight rates, 


The next state commission to be represented was Wiscon- 
sin. P. E. McNall, head of the department of farm economics, 
College of Agriculture, Madison, introduced an exhibit to show 
the cost of producing milk and cream on Wisconsin farms inci- 
dent to the manufacture of butter and cheese, the income and 
expenses of the farmer in that state, and the purchasing power 
of the Wisconsin farmer in terms of living costs. He had only 
begun his explanation of his exhibit when the hearing was 
adjourned for the day. 

Agricultural economists continued to be the favorite form 
of witness January 6. The case for the state commissions is be- 
ing built up by farm economists from each of the states, each 
witness showing something of the condition of agriculture within 
the state he represents and each treating of one important 
agricultural product, or phase of production. 


P. E. McNall continued his explanation of his exhibit, show- 
ing the cost of dairying in Wisconsin and the income and ex- 
penses of the Wisconsin farmer. He showed that, over a period 
of years from 1913 to 1925, the average annual prices of cheese, 
whole milk and butter rose from the 1913 index number of 100 
to around 200 in 1919, going into a sharp decline until the prices 
were approaching the 1913 level again in 1922. There was then 
a small rise in prices which turned into a decline again after 
1923, from which there had been no relief. On the chart which 
showed the prices, the witness showed also the cost of producing 
milk on the farms. Until the middle of 1918 the cost was greater 
in production than the prices received for butter, whole milk, 
and cheese. Again in 1921 the cost of production of milk was 
greater than the prices received for whole milk, but still less 
than cheese and butter, but by 1924 the cost of production of 
milk on the farm was about equal to the prices received for 


butter, and greater than those received for whole milk and 
cheese. 


With regard to income on dairy farms with relation to cost 
of living, he showed that, since 1923, the net income fell below 
the cost of living. He made comparison of the individual in- 
comes of persons on farms, in cities, and in villages, showing 
that, in 1913, the farmer’s net income for an individual was 
something like $1,600 annually, an amount that was increased 
in 1919 to over $2,500, but fell in 1924 to $1,054. Cross-examina- 
tion was postponed in order that the attorneys for the carriers 
might have time to examine Mr. McNall’s exhibit. 


D. B. Wiley, traffic manager, the Salt River Valley Water 
Users’ Association and the Arizona Farm Bureau Federation, 
was the next witness. John E. Benton, counsel for the state 
commissions, said Arizona would make no presentation as a 
state, but several Arizona interests would tetsify. Mr. Wiley 
outlined the production of agriculture and testified that, on the 
basis of commodities shipped, the 5 per cent increase, if granted, 
would result in the addition of $46,355 to the freight bill of the 
shippers of agricultural products in Arizona. He said that, of 
the total farm acreage of 232,076 acres with a maximum loan 
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yalue of $23,207,600, there were unpaid farm mortgages, as of 
october 1, 1925, amounting to $17,763,810. He said 76.54 per cent 
of the farm land was mortgaged. 

With regard to reclamation projects, he said the Water 
users’ Association had taken over the building of dams and 
that the freight on materials to be used in construction amounted 
to $300,000 annually. 

On cross-examination, J. R. Bell, for the Southern Pacific, 
asked with what territory cotton produced in the Salt River 
Valley competed, and the answer was that it competed with 
cotton from Imperial Valley. Mr. Bell wanted to know if it was 
not true that the all-rail rates to New England were higher from 
Imperial Valley than from Salt River Valley. The witness said 
he was not sure about all-rail rates, but he thought cotton moved 
east, anyway, by water and rail. 

The witness was asked as to the proportion of other prod- 
ucts of agriculture in Arizona that moved intrastate and inter- 
state. The reply was that 75 per cent of the alfalfa moved in- 
terstate and that cotton, cottonseed, cottonseed cake and meal 
moved interstate also. 

Cc. L. Holmes, of the department of agricultural economy, 
Iowa State College, was the next witness. He testified as to 
production and prices of hogs and corn and the relation between 
the two. He said the normal annual production of corn was, in 
this country, a little less than three billion bushels, of which the 
western corn belt states of Iowa, Illinois, Missouri, Kansas, Min- 
nesota, South Dakota, and Nebraska produced 50.7 per cent. He 
said that, in the western states, about 40 per cent cf the normal 
corn crop was fed to hogs, about 15 per cent to cattle, 20 per 
cent to work animals, a small percentage to domestic fowls, and 
about 1% per cent went for export. He showed that price 
trends for corn were, from 1865 to 1895, on the down grade and, 
thereafter, gradually upward until the war period was reached. 
Beyond the war years, he said he had merely registered average 
prices, because the market was so erratic that no trend could 
be really drawn. His graph of trends of hog prices presented a 
similar picture to that of corn prices, the high point being in 
the war period and the action of the market so irregular after 
the war years that no proper trend could be shown. 

C. E. Wood, traffic manager, Arkansas State Highway Com- 
mission, was the first of two witnesses called by Brooks Hays, 
attorney-general of Arkansas. He testified as to the volume of 
sand and gravel used in carrying out an extensive highway build- 
ing program. He said any changes in the rates on sand, gravel 
and stone, regardless of how small it might be, would seriously 
hinder the project of highway development. He said there was 
under way 600 miles of highway construction in Arkansas. The 
materials for these roads, he said, were from sixteen pits located 
in eastern and southeastern Arkansas. He said freight charges 
were paid last year on 550,000 tons of gravel and freight charges 
would have to be paid in 1926, under present plans, on 950,000 
tons of gravel. Commissioner Aitchison asked whether or not 
it was true that only intrastate rates were involved and whether 
the witness thought it more proper to appear a this hearing 
than before the state railroad commission. The witness said 
his understanding was that the intrastate rates would be af- 
fected just as much as the interstate rates by any increases. 
He said they were on the same level with regard to the com- 
modities involved. 

R. N. Van Doren asked whether the freight rates, if in- 
creased, would hinder the building program any more than, say, 
an increase in cement price. The witness said the highway 
building department only had so much to spend, and that is 
an increase in rates came about, there would be curtailment in 
the amount of road the money would pay for. Mr. Van Doren 
pointed out that an increase in cement prices would work the 
same effect, and the witness said that, under the line of rea- 
soning pursued, he supposed an increase in cement prices would 
hinder the road building. 


J. A. Dickey, economist of the University of Arkansas, fol- 
lowed Mr. Wood on the stand. He introduced an exhibit show- 
ing a study of 881 farms in Arkansas for 1924. He showed that 
the average return to these farmers in gross sales amounted 
to $949 annually and, after cash expenditures, a net of $460 
remained, which was increased to $731 by the value of food 
produced and consumed on the farm. Further to show the con- 
dition of the farmer in the southwest, or south central states, as 
the witness termed them, he testified that, in Louisiana, there 
had been a decrease in the value of farm real estate between 
1920 and 1925 of 31 per cent; in Texas a decrease of 15 per 
cent; in Oklahoma a decrease of 24 per cent; and in Arkansas 
a decrease of 29 per cent. 

He also showed the number of bankruptcies among farmers 
of the south central states and the relation of farm bankruptcies 
there to total bankruptcies. He pointed out that from 1910, 
when farmer bankruptcies were 8.3 per cent of the total number, 
there was a gradual increase up to 1925, when farm bankruptcies 
were 25.1 per cent of the total. 

Mr. McNall was recalled for cross-examination by Mr. Bur- 
gess. He was asked why the farmers had doubled the produc- 
tion of milk when they lost money on every hundred pounds 
of it, according to the cost of production figures introduced by 
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the witness. The witness said that if the labor was figured at 
the market price, there would be a loss on every hundred pounds. 
He said it was only proper to figure it so in computations as 
to cost, but that the farmer, doing his own labor, might be doing 
it at a rate lower than market price and by that much reducing 
costs. Mr. Burgess wanted to know if it was not true that the 
farmer had improved his property, his buildings, and his milk 
production in the period when he had been losing money on his 
milk. The witness said improvements had been made. 

Mr. Burgess then directed his cross-examination along a line 
that would develop that Wisconsin had a pretty good outlook 
as far as the state was concerned. He established the facts 
that highways were improved, that state employes and officials 
and employes of the state university had better salaries, and 
that the college of agriculture officials were recommending to 
farmers of the state that production of milk be reduced, but 
that better cows be bought to increase the value of the product 
by increasing the butter fat. 

At the close of the day’s hearing, Commissioner Aitchison 
admonished those present against asking scattered questions. 
He urged everyone to be as concise and condensed as possible, 
warning that there were enough requests for time to let the 
hearing run seven weeks, which was out of proportion to the 
character of the record he desired to take back to Washington. 


Hearings to Be Split . 


The state commissions continued their presentation of evi- 
dence and copper mining interests offered testimony January 7. 
Commissioner Aitchison made the announcement that, because 
there was so much testimony yet to be heard, the hearing would 
be split in two sections, conducted simultaneously, beginning 
next week or the week after. It was indicated that Examiner 
Keeler would have charge of the extra session. 

Harold Hidges, of the College of Agriculture, University of 
Nebraska, testified as to the production of beef cattle, sheep and 
wool. He said the world production was on an upward trend, 
but that there was slight decrease in the number of cattle in 
this country last year compared with the preceding year. With 
regard to prices for sheep and wool, he said that the high point 
had been passed and that the outlook for the future was that 
prices would decline. 

W. A. Anderson, statistician for the Wisconsin commission, 
offered an exhibit showing the Wisconsin farmer’s income and 
the prices and production figures for dairy products. He entered 
figures to show that, for 1921 to 1924, inclusive, the total income, 
yearly, from all sources to the Wisconsin farmer increased from 
$300,887 to $342,000 in 1923, but declined in 1924 to $321,000. Of 
the total income, that from milk averaged in the period about 50 
per cent. He also testified that there had been decreases in the 
prices of butter, cheese and whole milk since the war period. 

On cross examination, Mr. Burgess followed a line of ques- 
tions tending to develop that potatoes, tobacco, peas, eggs and 
poultry had risen in price. Mr. Anderson said it could be found 
that most prices were higher, but there was little change in 
purchasing power of the commodities. 


A. G. Mackenzie, secretary and treasurer of the Utah chap- 
ter of the American Mining Congress, was the first of the wit- 
nesses for mining interests to appear. He read a statement with 
relation to mining conditions in Utah, which follows, in part: 


Illustrative of this is 
the fact that of 292 metal mines on the tax rolls of the state of 
Utah in the year 1924, only 11 operated at a profit. The situation 
there is typical of the general situation in the west. 

The non-ferrous ores of Utah are almost all of the variety known 
as complex; that is, the same ore contains from three to five metals. 
Profitable recovery of more than one of these metals is almost always 
essential to successful operation of a Utah mine. The advantage 
of a good market for one metal is often offset by a poor market 
for another of the metals contained. 

The presence of several metals in the same ore creates difficvl- 
ties in reduction and smelting operations. Five general classes of non- 
ferrous Ores are mined in the state and it is not unusual for one 
mine to send its ores to two or more different smelters in order to 
obtain the treatment its various ores require. 

As the state has no water transportation, all the ores and their 
products move by rail. The refineries are all far distant from the 
Utah mines and smelters. 


The non-ferrous metals produced in Utah compete in world 
markets against active foreign competition. The ore producer has 
no means to influence the price of his product, except through cur- 
tailment or suspension of operations. Most mines are expensive 
when idle, due to the fact that the machinery must be kept in con- 
dition, the underground workings held in place and, in many mines, 
the pumps kept in operation to prevent destruction of all or part 
of the property through flooding. 

The prevalent practice is for the mines to sell their ore to 
custom smelters. The ore bears all the cost of metal production— 
mining, reduction, transportation and smelting of the ore and re- 
fining and marketing of the metal—from the mining of the ore until 
the metal reaches the manufacturer. 

Prices of the non-ferrous metals produced in Utah are not fixed 
by exchange quotations, but on the basis of private sales. The copper 
price has been unsatisfactory, in view of greatly increased produc- 
tion costs, for several years. The United States is unable to con- 
sume its copper production and must, consequently, seek foreign 
markets, in which it meets heavy competition from other producing 
countries. The greatly increased costs of the domestic producer 


Successful mines are comparatively few. 


have placed him at a serious disadvantage. We have today in Utah 
only two companies operating primarily for the production of copper. 
— companies are enabled to operate through peculiar condi- 
tions. 


One conducts large-scale operations by means of steam and 






















































































































electric shovels and the other obtains its copper through leaching 
the ore in place without mining it. 


Lead and zinc prices have been good for some time past, al- 
though recently they have shown slight recessions. Their condi- 
tion depends largely upon the state of construction activities. Do- 
mestic lead and zine producers also meet serious foreign competition. 

The price of silver is not sufficient to justify mining in Utah 
for silver alone. The silver produced there now comes from ores 
in which other metals are also present. Two large mines that pro- 
duced chiefly silver suspended operations entirely when the Pitt- 
man act repurchases ended in 1923 and have not reopened. 


Walter Fitch, president of the Chief Consolidated Mining 
Company, Eureka, Utah, followed Mr. Mackenzie. He introduced 
an exhibit to show the relation between the gross value per ton 
of ore produced by the company he represented and the ex- 
penses, per ton, of production. In 1913, according to the witness, 
the expenses of producing a ton of ore was 86.56 per cent of its 
value. In 1924, the cost per ton was 91.83 per cent of its value. 

The mining interest stepped aside, following the brief testi- 
mony of Mr. Fitch, to allow E. M. Price, rate expert for the 
Georgia commission, to give testimony. There was some ques- 
tion as to whether a representative of a state commission out- 
side the territory involved might be heard, but after the witness 
said he wished to testify only as to the through rates between 
the western district and Georgia, he was allowed to take the 
stand. He said he was not appearing to protest any increased 
revenues*of the western carriers that might be found necessary 
to give them a return that the Commission had found reasonable, 
but he was asking that no increases be made in the present 
through rates, or proportional rates used in making rates between 
Georgia points and points in western territory. He continued, 
in part, as follows: 


The south enjoyed a greater net return than carriers in any other 
district, except the Pocahontas, the net earnings in the south being 
in excess of the 5.75 per cent, which the Commission has declared 
as reasonable. It is not our understanding that southern carriers will 
benefit by any of the proposed increase, however, if the present rates 
between Georgia and other southern territory and the west are 
increased, this will have the effect of placing an additional burden 
upon the rate payer of the southeast, and it is our contention that 
intra-territorial rates in the west should be revised and placed upon 
some kind of uniform level, before adding any further burdens to 
the south. In regard to the lack of uniformity in the western rates, 
attention is directed to Exhibit No. 187, filed by Witness Reid, 
at the Dallas hearing, which compares inter and intrastate rates of 
various western states. 


We are not sure that the scope of this investigation is suf- 
ficient for the Commission to consider establishing through rates 
between Georgia points and the west, but we feel that the present 
rates are reasonably high, if not too high, and there is also a lack 
of uniformity, as in the case of intra-territorial rates in the west. 

We have no suggestions to offer, in regard to the percentage 
relation between classes or the level of rates to be used in any gen- 
eral revision to be made in the western territory, this of course, 
being a matter to be determined by the Commission, but we do feel 
that such revision should be made before any additional transporta- 
tion burdens should be placed upon the Georgia rate payers, and 
especially in view of the fact, that the southern carriers would not 
benefit by any of the proposed increases. 


D. L. Kelly, on behalf of the South Dakota commission, en- 
tered testimony outlining what he called a maladjustment of 
grain rates from South Dakota to the various principal markets. 
He also outlined the farmers’ condition in South Dakota. 
He told of his close contact with farmers and experience on the 
farm. He said he farmed 375 acres in South Dakota in 1925 with 
the result that he suffered a loss of $1,100. He said weather con- 
ditions contributed largely in the last year to the farmers’ in- 
ability to make agriculture pay. He said they could not keep up 
barns, houses, fences, and property in general, and that, while 
there was little, if any, downright poverty, the farmers were so 
situated that every dollar counted, so that the statement from 
the carriers that their proposed increases would aggregate only 
a few dollars a year and would not affect the average farmer 
would not apply to the farmer in South Dakota. 


With relation to wheat rates, he testified, in part, as follows: 


South Dakota is one of the most important grain producing 
states of the Union, the production per mile of road being exceeded 
only by Iowa and being substantially the same as Nebraska, Illinois 
and like states. Most of these northwest districts are largely agri- 
cultural and the prosperity of business of all kinds turns on the 
prosperity or lack of prosperity of the farmer. A very considerable 
proportion of the total production of grain is shipped; most of the 
wheat except that retained for seed moving out of the state; all 
of the flaxseed except that retained for seed, and a very considerable 
proportion of the coarse grains. The bulk of this grain moves to 
such markets as Minneapolis, Duluth, Chicago and Milwaukee, Sioux 
City, Omaha and Kansas City, their importance being in the order 
named. The grain rates from this Northwest district have been be- 
fore this Commission on various occasions during the past 20 years, 
many of the cases, however, involving market relationship, disagree- 
ments and like matters. All of them, however, even the recent South 
Dakota Grain Case, Docket 13000, being merely piecemeal proposi- 
tions. However, there are now before the Commission several cases 
involving grain rates from points in Minnesota, North Dakota and 
South Dakota to Minneapolis, Duluth, Chicago, Milwaukee and other 
markets, Dockets I. & S. 2469, 17399, 17315, 17265 and 17516. These 
cases were just heard the latter part of November before Examiner 
Fleming at Fargo and were all consolidated so that the Commis- 
sfon now has before it the matter of grain rates from these three 
important grain producing states to the several markets. There are 
also complaints pending before the Commission, filed by interests at 
Sioux City, Kansas City, St. Joseph and other markets involving 
grain rates from various states in the Missouri Valley to those mar- 
ere Re, to the southwest, I. C. C. Docket 16501 and certain sub 
n rs. 


I wish to outline briefly the earnings derived from the present 
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pe ens representative South Dakota points to the more important 
markets. 

To Chicago and Milwaukee the present rates on wheat yield aver. 
age car mile earnings of over 45 cents for exceptionally long hauls 
of over 600 miles. Corn rates yield car mile earnings of over 38 cents, 
In 1910 the average wheat earnings were about 25 cents and the 
coarse grain earnings about 22 cents. The car mile earnings on 
wheat today therefore average 83 per cent higher than those in 
1910 and the car mile earnings on corn average 74.7 per cent greater 
than those in 1910. 

The Minneapolis situation is this. For an average haul of 334 
miles the present wheat rates yield car mile earnings of over 59 
cents and the present corn rates yield car mile earnings of approxi- 
mately 51 cents for average hauls of 334 miles. Compared with 1919 
the present rates yield car mile earnings on wheat greater by 68.3 
per cent and on corn 62.9 per cent. I also call attention to the 
present earnings on this grain from South Dakota to Minneapolis, 
with the earnings on grain and other carload traffic for the 59 west- 
ern roads and also for representative individual roads as shown on 
pages 9 and 10 of this exhibit. On the 59 western roads, for example, 
for an average haul on wheat of but 292 miles the car mile earnings 
were 43.5 cents while on this South Dakota traffic for an average 
haul substantially greater the average car mile earnings on wheat 
were over 59 cents or 35 per cent greater. 

Duluth is one of our most important markets, particularly in con- 
nection with the marketing of wheat and especially the durum and 
like varieties, of which the greater portion is exported to European 
consuming districts via the Great Lakes. On wheat it will be noted 
the car mile earnings under preseht rates average over 50 cents, 
the present car mile earnings also averaging approximately 68 per 
cent greater than the car mile earnings under the 1910 rates. 

The average car mile earnings on the coarse grains, including 
rye, barley, etc., average approximately 43 cents for an average 
haul of approximately 500 miles. Such high earnings, particularly in 
connection with traffic moving such long distances, are, I believe, 
unquestionaly adequate if not already substantially too high. 
Practically all of this grain traffic is loaded up to the physical ca- 
pacity of the cars furnished, previous car shortages having taught 
shippers to load as heavily as possible. 


LUMBER SHIPMENTS 


According to the totals of weekly softwood reports made 
to the National Lumber Manufacturers Association by approx- 
imately 350 of the larger mills, the lumber production of the 
United States was slightly larger in 1925 than for any year 
since 1916. These mills reported a production of 12,428,809.277 
feet, as compared with 11,828,948,847 feet in 1924; and slightly 
more than for 1923, hitherto the peak year since the beginning 
of the World War. Applying the accepted ratio of production 
between the reporting and the non-reporting mills, it is cal- 
culated that the total production has been between 37,000,000,000 
and 38,000,000,000 feet. Graphically stated, this would make over 
1,000,000 ordinary dwelling houses. 

The association received telegraphic reports of the status 
of the lumber industry, for the week ended December 26, from 
346 of the larger softwood, and 106 of the chief hardwood, mills 
of the country. The 311 comparably reporting softwood mills 
showed holiday seasonal decreases in production, shipments and 
new business, in comparison with reports for the week earlier, 
when, however, twenty-seven more mills reported. Compared 
with the same period a year ago, when thirty-seven more mills 
reported, last week was evidently well ahead. Normal seasonal 
decreases from last week were shown in all three factors in the 
reports of the 106 hardwood operations. 

The following table compares the national lumber movement 
as reflected by the reporting mills of seven regional associations 
for the three weeks indicated. 

Week Ended Corresponding Preceding Week 


7 Dec. 26 Week—1924 1925 (Revised) 
PIED sisie 6.4.0 sini otewicimaracoreia 311 348 338 
PPICOIOND ake soc eee snes 135,046,960 118,190,095 215,710,047 
ONIN Sos cice ccawess ols 158,813,752 150,007,493 204,111,938 
Orders (New Bus.)...... 148,790,501 149,032,202 209,621,037 


The following revised figures compare the lumber movement 
of the seven associations for 52 weeks—nearly coincident with 
the calendar year 1925—with the like period of 1924 

Production 


Shipments Orders 
ee biphdialnwiacs a eae 12,428,809,277 12,311,989,476 12,154,420,653 
Ui Hie Kish amicmunvsnd-ewaeeke 11,828,948,847 11,850,065,760 11,737,277,014 


The National Lumber Manufacturers’ Association received 
telegraphic reports January 7 of the status of the lumber in- 
dustry, for the week ended January 2, from 352 of the larger 
softwood, and 117 of the chief hardwood, mills of the country. 
The 329 comparably reporting softwood mills showed decreases 
in production and shipments, and an increase in new business, 
when compared with reports from 315 mills for the previous week. 
ao hardwood operations reported considerable gain in all three 
actors. 

The following table compares the national lumber movement 


as reflected by the reporting mills of seven regional associations 
for the two weeks indicated: 


Preceding Wk., 

: Past Week 1925 (Revised) 
Mills 2... .ceeecseeeee Pd bisrevted Sine sisessig Malle 329 315 
Se ee re ee ee a nen 117,979,552 135,459,960 
I ig a erarddi aca ernie: bro eavacererwin @ecatel orate 154,796,614 159,061,752 
Orders (New Business) ............... 159,946,093 148,889,501 


The following revised figures show the lumber production, 
shipments and new business of the seven associations for fifty- 
three weeks grouped as 1925.* 


Production Shipments Orders 
D. ashividewiescires 12,548,851,829 12,468,954,090 12,315,462,746 

*On account of the year not dividing into an exact number of 
weeks, a 53rd week has to be disposed of sooner or later. Conse- 
quently, no comparisons are made this week “with the correspond- 
ing week” a year ago. 
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| Shipping Decisions | 


| Cases Recently Decided by State and Federal Courts 
(Digests taken from R and Digests of National Reporter 


\ 


System, published by West Publishing Co., St. Paul, Minn. | 
Copyright by West Publishing Co.) 





Evidence Held to Establish That Goods Had Arrived at Carrier’s 
Dock More Than 72 Hours Before Destruction by Fire. 


(District Court, D. Maine, S. D.) Relative to liability as 
warehouseman, evidence held to show that goods had been re- 
ceived at defendant carrier’s dock more than 72 hours prior to 
their destruction by fire. (Camden Woolen Co. vs. Eastern S. S. 
Lines, Inc., 8 Federal Rep. 2nd Series 162). 

Notice of arrival of goods at carrier’s dock held to have 
peen given to consignee more than 72 hours before destruction 
by fire.—Ibid. 

Evidence of Custom Between Carrier and Consignee Held Admis- 
sible on Question of Interpretation of Contract as Related to 
Notice of Arrival of Goods: 

Where bill of lading provided that carrier would only be 
liable as warehouseman for goods left in its possession more 
than 72 hours after notice to consignee of arrival, evidence of 
custom between carrier and consignee, pursuant to which con- 
signee’s truckman made daily inquiries concerning arrival of 
goods for consignee, held admissible as bearing on interpreta- 
tion to be given contract and notice required by it.—Ibid. 

Evidence of custom or usage repugnant to express terms of 
contract cannot be considered, affecting rights of parties under 
it—Ibid. 

In federal courts, conditions of liability where goods are 
left with carrier after arrival, stipulated in bill of lading, are 
controlling.—Ibid. 






Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
i "Teueen, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Error in Rulings on Admitted Issues Without Injury: 


(Court of Appeals of Alabama.) In action for negligent in- 
jury to potatoes in shipment, where there was no question of 
ownership or right of defendant to maintain suit, any error in 
rulings of court on evidence concerning such issues is without 
injury. (C. M. McMahen & Sons vs. Louisville & N. R. Co., 106 
Southern Rep. 56). 

Under Code 1907, section 5359, as amended by Acts 1915, p. 
824, court on appeal will review findings of trial court on evi- 
dence, without exception having been reserved thereto, but where 
evidence is given ore tenus, findings will not be disturbed, unless 
conclusion and judgment is contrary to great weight of evidence. 
—Ibid. 

Claim for Loss Not Necessary if Loss Resulted from Negligence: 

In action for injury to potatoes in shipment defense that 
claim for loss was not made within six months, as required by 
bill of lading, is not available, where bill of lading further pro- 
vided that, if loss was result of negligence, filing of claim is not 
required.—Ibid. 

Testimony as to Soundness of Potatoes, When Loaded, Relevant 
and Competent: 

In action for injury to potatoes in shipment, testimony of 
witness that potatoes, when loaded, were not diseased, was rel- 
evant and competent, but as to whether there were other com- 
plaints, or whether he proved soundness of potatoes in a different 
suit, was hearsay and inadmissible.—Ibid. 

Proof that freight was received by carrier in good condi- 
tion, and delivered in damaged condition, establishes a prima 
a claim for damages, which may be overcome by proof.— 
Ibid.— ‘ 

Charge That if Plaintiffs Established “Prima Facie Case,” Bur- 
den of Proof Shifts to Defendant, Error: 

(Supreme Court of North Carolina.) In action for damages 
for negligent injury in shipping fruit, instruction that if evidence 
establishes that fruit was received in good condition and arrived 
in bad condition, plaintiff has established prima facie case and 
burden of proof shifts to defendant, was erroneous, since burden 
of proof in civil action does not shift on plaintiff’s making out 
prima facie case, nor need defendant offer evidence to rebut 
prima facie case to escape liability, since “prima facie case” 
means only that evidence justifies but does not compel infer- 
ences of liability—( (McDaniel vs. Atlantic.Coast Line Ry., 130 
Southeastern Rep. 208). 
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The rule that charge is to be taken and examined as a 
whole, and if charge in its entirety appears to be correct it will 
not be held reversible error, cannot apply where erroneous 
charge was not withdrawn or corrected in some portion of the 
instructions.—Ibid. 

Action by Shipper Against Carrier to Recover for Loss Held 
Barred by Contract limitation Contained in Carrier’s Tariff 
Schedule on File with Interstate Commerce Commission: 
(Supreme Court of Kansas.) A carload of grain was trans- 

ported without loss from Walker, Kan., to Kansas City, Mo., its 

destination and the terminus of the carrier’s road. At Kansas 

City the grain was sold to a purchaser, to whom the indorsed 

shipper’s order bill of lading was delivered. The purchaser sur- 

rendered the bill of lading to the carrier, and received in lieu of 
it from the carrier a shipper’s order bill of lading for transpor- 
tation of the grain from Kansas City to Buffalo, N. Y., over con- 
necting lines. In the course of transportation from Kansas City 

to Buffalo, which was completed by delivery on February 21, 

1920, some of the grain was lost. The limitation upon time for 

instituting suit, contained in the carrier’s tariff schedule on file 

with the Interstate Commission, was inserted in the second bill 
of lading, but not in the first. Held, liability for the loss arose 
under the second bill of lading; the contract period of limitation 
was not abrogated by the amendment of the Act to Regulate 

Commerce of February 28, 1920 (U. S. Comp. St. Ann., Supp. 

1923, section 8604a), or by the Transportation Act of that date 

(U. 8S. Comp. St. Ann., Supp. 1923, section 1007114cc); and action 

by the first shipper to recover from the carrier issuing the bills 

of lading, commenced after the contract period expired, was 

barred. (Farmers’ Grain Union vs. Davis, Agent, et al.), 240 

Pacific 843. 








Miscellaneous Decisions’ | 
Traffic Cases Recently Decided by State and Federal Courts 
i i f National Reporter 
Onan pekaiedae Won! Publishing Co-, St. Paul, Minn. | 
Copyright by West Publishing Co.) | 
Carrier May Impose Reasonable “Demurrage” for Detention of 
Cars Beyond Reasonable Time, and Has Lien Therefore on 
Goods Transported in Such Cars: 
(Supreme Court of Mississippi, Division A.) A railroad 
company has the right to impose a reasonable charge, called 
“Demurrage,” for the detention of cars beyond a reasonable 
time for the loading or unloading thereof, and it has a lien 
therefor on the goods transported in such cars while it retains 
the dominion and control thereof. (Vanderbilt et al. vs. Plant- 
ers’ Oil Mill & Gin Co., 106 Southern Rep. 14.) 
The lien of a carrier for demurrage cannot be sold or as- 


signed, and is lost if the carrier surrenders possession of the 
property on which the lien is claimed.—Ibid. 


Privately Owned Cars Held Subject to Demurrage, for Unreason- 
able Time Which They Remain on Railroad Track Through 
Fault of Shipper or Consignee: 

Privately owned cars are subject to demurrage for any un- 
reasonable time they remain on the railroad track through the 
fault of the shipper or consignee thereof.—Ibid. 

As between the shipper and the consignee, the one liable for 
the payment of demurrage is the one through whose fault the 
demurrage was incurred.—Ibid. 

The payment of demurrage, claimed by a railroad company 
because of the unreasonable detention of cars, discharges any 
lien securing the payment thereof which the railroad company 
may have had on cars or their contents.—Ibid. 


Objection to Defective Verification of Bill Waived by Answer: 

(Supreme Court of Illinois.) Objection that verification of 
bill for injunction was defective because made upon information 
and belief, and not distinguishing facts stated on affiant’s knowl- 
edge from those which rested on his belief, held waived by an- 
swer. (Marion & E. R. Co. vs. Missouri Pac. R. Co. et al., 149 
Northeastern Rep. 492.) 


Proposed Line Held “Extension” Requiring Certificate from In- 
terstate Commerce. Commission: 

Proposed building of railroad track more than mile in length 
from main line to coal shaft held to be an “extension of line” 
requiring certificate from Interstate Commerce Commission un- 
der Interstate Commerce Act, section 1, subd. 18 (U. S. Comp. 
St. Ann., Supp. 1923, section 8563), not coming within excep- 
tions as to spur switching or side tracks in subdivision 22 of 
such section.—Ibid. 


Federal Transportation Act, February 28, 1920, Held Retroactive 
as to Actions at Law by Carriers to Recover Charges: 
(Supreme Court of Appeals of West Virginia.) Section 424 

of the federal Transportation Act of February 28, 1920 (U. S. 

Comp. St. Ann., Supp. 1923, section 8584), providing that all ac- 

tions at law by carriers for recovery of their charges shall be 
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begun within three years from the time the cause of action 
accrues, and not after, is retroactive, in that it applies to all 
suits at law by such carriers, the cause of action of which 
accrued less than three years before the act became effective; 
provided always that the time remaining for the action on the 
claim is a reasonable time. (New York Cent. R. Co. vs. Wheeling 
Can Co., 130 Southeastern Rep. 288.) 
Eight Months Reasonable Time for Assertion of Claim by Car- 
rier to Recover Freight Charges: 

A case in which, by the application of the federal limitation 
act thereto, eight months remain for the assertion of a claim for 
freight charges. The time so remaining is held to be a reason- 
able time for the assertion of the claim by suit at law.—Ibid. 
Certificate of Commission Held Not Necessary to Construction of 

New Road by New Corporation: 

(District Court, S. D. Texas, at Houston.) Interstate Com- 
merce Act, section 1, as amended by Transportation Act (Comp. 
St. Ann., Supp. 1923, section 8563), requiring carriers by railroad 
subject to the act to obtain a certificate of convenience and 
necessity before construction of a new line of road, does not 
apply to the construction by a new railroad corporation, which 
was not engaged or offered to engage in interstate transporta- 
tion, of a new line of road wholly within one state. (Texas & 
N. O. R. Co. vs. North Side Belt Ry. Co., 8 Fed. 2nd 153.) 


SEAMEN WIN CASE 


In No. 224, William O’Hara and Sven Tjersland, seamen, 
petitioners, vs, Luckenbach Steamship Company, on writ of 
certiorari to the United States Circuit Court of Appeals for the 
Ninth Circuit, the Supreme Court of the United States, in an 
opinion by Associate Justice Sutherland, reversed decisions of 
the lower courts. 


The petitioners quit the service of the steamship company 
and sought to recover their earned wages on the ground of vio- 
lation of section 2 of the seamen’s act of 1915. Justice Suther- 
land said the pertinent requirement of that section, so far as 
the case was concerned, was that “sailors shall, while at sea, 
be divided into at least two, and the firemen, oilers and water 
tenders into at least three watches, which shall be kept on duty 
successively for the performance of ordinary work incident to 
the sailing and management of the vessel.” 


For a failure on the part of the master to comply with this 
provision, the seamen are entitled to a discharge and to receive 
the wages earned. 

In this instance the failure complained of was that the 
sailors were not divided into watches of equal or approximately 
equal numbers as, it was insisted, the statute contemplated. 
The lower courts dismissed the libel of the petitioners, holding 
against the interpretation of the law contended for by the peti- 


tioners. The Supreme Court sustained the contention of the 
seamen. 


IDAHO LOG RATE CASE 


The Supreme Court of the United States will review the 
decision of the Supreme Court of the state of Idaho sustaining 
an order of the Public Utilities Commission of Idaho requiring 
railroads to reduce their intrastate rates on logs to the level 
prescribed by the federal Commission in Reduced Rates, 1922. 
It has granted a petition for a writ of certiorari in No. 813, Chi- 
cago, Milwaukee & St. Paul et al. vs. Public Utilities Commis- 
sion of the state of Idaho. 

The carriers, in their petition, said they had reduced their 
intrastate rates in Idaho following Reduced Rates, 1922, as or- 
dered by the state commission, but that they did not make 
reductions in either the interstate or intrastate rates on logs 
transported either wholly or in part in the state of Idaho, “for 
the reason that such rates, even as increased in 1920, were un- 
reasonably low and confiscatory.” 

The petitioners said that, on September 28, 1922, the Idaho 
commission ordered them to show whether they had reduced 
their intrastate rates on saw logs and other forest products and 
to show cause, at a hearing to be held October 23, 1922, why an 
order should not be entered requiring reductions in accordance 
with the findings in Reduced Rates, 1922. The petitioners in- 
formed the state commission of their reason for not having 
reduced the rates. At the beginning of the hearing before the 
state commission, according to the petitioners, the commission 
ruled that the burden of proof was on the carriers who sub 
mitted evidence in support of their contention. The petitioners 
said there was no evidence introduced or offered that was in 
conflict with or contradictory of the evidence. The commis- 
sioner entered an order requiring the rates to be reduced. An 
appeal was taken to the Supreme Court of Idaho which affirmed 
the decision of the state commission. 

The state commission, according to the petitioners, held, 
among other things, that inasmuch as the carriers had made in- 
creases when authorized by orders of the state commission made 
pursuant to orders of the federal Commission, the same practice 
should be followed in the case of decreases; that the state com- 
mission itself had adopted, without hearing, the findings of the 
federal Commission where those findings called for an increase 
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in rates, and had authorized such increases; and that it saw no 
reason why it should change this method of procedure and pjp. 
ceed with a hearing with respect to the intrastate rates, When 
the federal Commission had, in Reduced Rates, 1922, found and 
determined that rates were unjustifiable and unreasonable. Theo 
state commission had held that the hearing at which the ¢ay. 
riers had submitted their evidence was not “a rate hearing” 
The carriers contended that the action of the state commissiop 
was wholly arbitrary and deprived each of them of property 
without compensation and without due process of law, and de. 
nied to them the equal protection of law, in violation of the 
Fourteenth amendment of the Constitution of the United States, 


PERSONAL INJURY CASES 

In an opinion by Associate Justice Sanford, the Supreme 
Court of the United States this week in No. 76, Minneapolis, $¢, 
Paul & Sault Ste. Marie, petitioner, vs. Ernest J. Goneau, on q 
writ of certiorari to the Supreme Court of Minnesota, affirmed 
the judgment of the state court which sustained a judgment ob. 
tained against the carrier by Goneau on account of injuries 
received while working as a brakeman. A defective coupler was 
held to have been the proximate cause of the accident. The 
Supreme Court said the right of action was based on the em- 
ployers’ liability act of 1908 and of the safety appliance act of 
1893 as later amended. 

The Supreme Court of the United States has denied a peti- 
tion for a writ of certiorari to the Supreme Court of Wyoming 
in No. 819, Chicago & North Western, petitioner, vs. Edward Ott, 
a personal injury case. Ott, a laborer employed by the railroad, 
recovered a judgment for injuries sustained while unloading 
rails. 


DANGEROUS ARTICLES HEARING 
The Traffic World Washington Bureau 


At the hearing held January 6 by Examiner W. P. Bartel, on 
No. 3666, the formal docket case in which regulations for the 
shipment of explosives and other dangerous articles are con- 
sidered, arsenic acid was recommended for inclusion in the 
Commission’s regulations as a class B poison, 200 pounds 
maximum in a single package, by both the representatives of 
the Bureau of Explosives of the American Railway Association 
and of shippers. The railroads and shippers at a conference the 
day before came to an agreement on the disputed points. 

The question of sanctioning aluminum drums for freight 
and express transportation of nitric acid was postponed for 
further investigation and later hearing. Importers desiring to 
use the drums for imports from Germany advocated approval of 
the drums for use on United States railways. 

Upon requests of the manufacturing chemists the proposal 
to substitute the swing test for the drop test for carboys was 
also postponed because the carboy committee of Manufacturing 
Chemists Association had not been able to complete its 
investigation. 

Carriers and shippers concurred in an amendment to the 
packing requirements for yellow label oxidizing materials so 
as to permit the shipment of barium peroxide in one pound glass 
bottles packed in wooden boxes. 

The Bureau of Explosives withdrew its proposed amend- 
ment to the regulations for the stencilling of leaky tank cars, 
but recommended the adoption of new requirements, proposed 
by it, concerning dome covers and valve caps after a tank car 
had “been unloaded. 

The Bureau of Explosives concurred in a request, on the 
part of owners of boxes for carboys not conforming to the 
Commission’s requirements as to thickness of lumber, for a 
three year test of such boxes, a report to be made thereon not 
later than February 1, 1929. The request was made because the 
Indiana Box Co. and the Grasselli Chemical Co. had made a 
contract for 25,000 carboy boxes, to be made of lumber 25/32 
of an inch thick instead of 7/8 of an inch thick, as required by 
the Commission’s specifications. It was explained that this was 
done to conform to lumber standards adopted under the sim- 
plification and standardization movement fostered by the De- 
partment of Commerce, the Commission’s requirements having 
been overlooked by those who engaged in the standardization 
move by the Department of Commerce. It was explained that 
the companies involved had made a considerable investment 
in lumber and boxes conforming to the so-called Department of 
Commerce specification which they did not like to lose because 
of the small difference between lumber 25/32 of an inch thick 
and lumber 7/8 inch thick, especially inasmuch as it was con- 
tended that the thinner lumber would be equally suitable. The 
Bureau of Explosives concurred in the request, Beverly W. 
Dunn, its chief expressing the opinion that the thinner lumber 
‘was probably safe enough and that the three year test should 
develop absolute certainty on that point. 
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Industrial Traffic Administration 


Second of a Series of Thirty-six Articles on This Subject Written for the Traffic World, by 
G. Lloyd Wileon, Ph. D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Importance of Rate Work 


The rate duties are so complex and so vitally important to 
the successful management of many industrial traffic depart- 
ments that the chief of the rate division or bureau is often the 
assistant traffic manager. The work performed in this branch 
of the traffic organization is so comprehensive and so important 
to the successful administration of the department as a whole, 
that expert supervision and responsible administration are indis- 
pensable. 

The typical industrial traffic department is responsible for 
five distinct functions in this division: 


1. Obtaining accurate rate quotations from carriers, 

2. Quoting rates to other departments of the industry and to 
suppliers, and customers, 

3. Auditing freight 'pills, 

4 Making rate studies and analysis, 

5 Preparing rate tabulations and exhibits. 


These functions, though they are separate in themselves, 
form a group of allied duties that are concerned with one thing 
—the price the industry pays for its transportation. Each of 
these functions embraces, in part, at least, tasks performed by 
other divisions of the industrial traffic department. The infor- 
mation obtained by and compiled in the rate division is used by 
every employe of the traffic department, to a greater or less 
extent. For this reason, the clerk in charge of the department’s 
rate work is usually either an assistant traffic manager or the 
man next in line for promotion to that position, and the work in 
general is supervised by the head of the traffic department di- 
rectly. The checking of the correct rate of freight to many 
points entails the use and interpretation of tariffs. A blunder 
in the interpretation of a tariff governing the movement of a 
considerable amount of freight may result in a financial loss that 
will mar the record of the department for months or even years. 
The man in charge of the work, therefore, should be thoroughly 
familiar with rate adjustments throughout the states in which 
the concern does business and proficient in the use and interpre- 
tation of the tariffs of railroads, steamship lines, express com- 
panies, and motor truck companies. 


Obtaining Rate Quotations from Carriers 


This work is necessarily closely allied with the work of the 
tariff division. The keeping of an adequate tariff file reduces 
the necessity of obtaining rate quotations for each shipment 
received or forwarded. No tariff file is sufficiently complete to 
be depended on in all cases when rates are needed. Occasions 
arise from time to time when a rate on some particular class of 
traffic to or from a particular territory is needed and not to be 
found in the department’s tariff files. When such situations 
arise, industrial traffic departments obtain rate quotations from 
the carriers by one of several methods. 

The first method used, if the carrier, over whose line the 
freight is to be transported, has an office in the same city, is by 
telephone call. Quotations made in this fashion are requested 


FORM No. 1 
TELEPHONE RATE QUOTATION MEMO. 


Via (Route) 
Tariff Authority 
Quoted by 
Quotation received by 
Confirmation requested of 
Traffic Department 
SPECIALTY MANUFACTURING CO. 





by the rate clerk whose duty it is to obtain quotations, and a 
record is kept of the information received. The telephone re- 
quest is usually accompanied by a request for confirmation, so 
that the probability of error may be reduced. In case of error, 
the responsibility for an incorrect rate may thus be traced to 
the rate-quoting clerk of the carrier who has actually made the 
quotation. Even though no error is involved, a record of the 
conversation enables further information to be obtained from 
the same quotation clerk. 

Some progressive industrial traffic departments use a record 
slip to keep a record of rate requests by telephone and attach 


the memorandum of confirmation, when received from the office 
of the carrier quoting the rate. In this way a permanent record 
is kept of all such requests and the source of rate information 
is readily traced. A specimen telephone rate quotation memo- 
randum is shown in Form No. 1. 

This record may be filled out in duplicate by the clerk re- 
questing the rate and a copy sent to the quoting carrier’s office 
for confirmation, or may be made in single copy and request for 
confirmation made over the phone at the time rate is obtained, 
and the memoranda of such rate requests held until the confir- 
mation is received. 

These blank memoranda may be printed and bound in tablet 
form so as to decrease the loss of unused forms and keep the 
blanks in a fresh and unsoiled condition. 

The second method of obtaining rate quotations is that of 
the postal-card request. This method of rate request is best 
adapted for cases when the company over whose line the pros- 
pective traffic is to move has no rate-quoting office in the city in 
which the shipper is located, or where there is no particular 
need for obtaining the quotation immediately. The rate clerk in 
this case fills out a single or duplex return post card form and 
mails it to the division freight agent, general agent, or general 
freight department of the carrier from which he desires the 
quotation. If several routes are available, a card is sent to each, 
so that a basis of comparison is obtained. 

A duplicate of the request may be kept by the industrial 
traffic department, so that a second request may be made if the 
quotation is not received within a reasonable time. The quota- 
tion, when received, may be retained in the department’s file and 
the freight bill for the transportation service checked against 
the quoted rate, so that, in case of error, claim may be made on 
the basis of the rate and tariff authority quoted, unless investi- 
gation discloses the quotation is incorrect. In this case, of 
course, the shipper has no recourse, except to have the offending 
carrier fined, for the mistakes of the carriers do not affect the 
lawful rate. 

A specimen single postal-card rate quotation form is shown 
in Form No. 2. 








FORM No. 2 

maehGwenaecrkuaeaelae (Officer) NG raloy-4oe ob cls re ieetn wanes 
ie ane inceasaue aneitatale arrerera (Carrier) Be iis ixiaics6G aroanscuinnemaees 
Likerieigunaeihan wie eae (Address) 
her quote current FATES ON... .ccccccccccvcccccccccccscccccces 

oR, RET Pee Cc. Ts 
From gees ee dae a Welslee eee +41 bene ta ~Ew we eeale bases sate ese's ea eee 
ED SascannGneathera awe 
Gee cctacme dae oemeun 


Tariff Authority 
Is rate increase or decrease authorized?..........-...eeeeeeeeees 


See eee oe ee 
SPECIALTY MANUFACTURING CO. 
PO ER a SR See Se eae 





Postal-card forms may be printed in duplex-reply card form 
and the self addressed reply card printed so as to afford space 
for quotation of the rates and information required, thus insuring 
a more speedy reply and giving the carrier slightly less work to 
do in quoting the rate. 


A typical duplex request postal-card form is shown in Form 
No. 3. 


A duplicate of this request form may be retained to follow 
up a request that is not replied to and the information, when 
received, may be retained, to be checked against the freight bill. 

A third method of requesting rate information is by letter. 
This method is desirable when several or many different rates 
on several commodities, or between a number of points, are de- 
sired by the industrial traffic department. The letter may be 
either a regular letter of request for information or may be a 
form letter, if the information desired adapts itself to the limi- 
tations of a form letter. The latter has the advantages of saving 
the dictator’s and replier’s time and is economical, in that it 
reduces the amount of typing required. A duplicate of such 
request, either of an individual letter or of a form letter, is kept, 
as in the cases previously referred to and if quotations are not 
received in due course, a second request, so marked, is sent to 
the delinquent carrier. 

A specimen form letter is shown in Form No. 4. 

Form letters are sometimes printed on standard letter-sized 
paper and perforated about midway so that the required informa- 
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tion may be supplied by the carrier and the form containing the 
information detached and sent back to the requestor. A quota- 
tion on such a form saves the carrier work and insures the 
shipper, therefore, a quicker reply. 

The information as to rates obtained in any of the ways 
mentioned are often conveniences to a traffic department and 
are to be considered only as such. The rate information should, 


FORM No. 3 
(Date) 


(Officer) 

(Carrier) 

(Address) 

Please quote the rates listed on the attached card as promptly 
as possible. 


SPECIALTY MANUFACTURING CO. 
(Address) 


(Date) 
File No 


Traffic Manager, 
SPECIALTY MANUFACTURING CO. 
Rate on (Current) 
ae .. Ee 


Tariff Authority 
a. increase or decrease to 


(Carrier) 
(Address) 
By 


in most instances, be transferred to a card index system for 
ready reference. 

A rate that is needed more or less frequently should not be 
obtained in this way on account of the probability of error. The 
appropriate tariff should be obtained and incorporated in the gen- 
eral tariff file. 

Rate quotations may also be obtained from the freight solic- 
itors or through personal visits to the offices of the carriers. 
Rates quoted by carriers by phone or through personal inter- 
view, even though subsequently confirmed by letter, are not 
binding on the carrier. The law admits of only one interpreta- 
tion. The only legal rate in effect at any one time, is the rate 


FORM No. 4 
SPECIALTY MANUFACTURING CO. 


(Officer) 
(Carrier) 
(Address) 


Please quote the current rate on the commodities listed below: 
If rate increase or decrease is authorized please indicate new 
rate and effective date. 


Yours truly 


SPECIALTY MANUFACTURING CO. 


veeevereseresyeverdoecouaacnaa eae 
Traffic Manager 


Tariff Authority 
Rate { increase 
Rate ( decrease 


Effective 


published in the tariff of the carrier. The quotation of any 
other rate higher or lower by the agent of a carrier does not 
make the rate so quoted legal if it differs from the tariff rate. 

A carrier, however, misquoting a rate to a shipper which 
causes loss, is subject to fine, but no recourse against the carrier 
is given to the shipper. The act to regulate commerce, of 1887, 
as amended, or the interstate commerce act as it is known, is 


specific in this matter. Section 6, paragraph 11, of the amended 
act provides: 


If any common carrier subject to the provisions of this act, after 
written request made upon the agent of such carrier hereinafter in 
this section referred to, by any person or company for a written 
statement of the rate or charge applicable to a described shipment 
between stated places under the schedules or tariffs to which said 
carrier is a party, shall refuse or omit to give such written statement 
within a reasonable time, or shall misstate in writing the applicable 
rate, and if the person or company making such request suffers 
damage in consequence of such refusal or omission or in consequence 
of the misstatement of the rate, either through making the shipment 
over a line or route for which the proper rate is hicher than the 
rate over another available line or route, or through entering in any 
sale or other contract whereunder such person or company obligates 
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himself or itself to make such shipment of freight at his or its cog 
then the said carrier shall be liable to a penalty of two hundred an 
fifty dollars, which shall accrue to the United States and may be 
recovered in a civil action brought by the United States. 


The obligation rests, it will be noted, on the carrier to quote 
rates on request in writing and to quote the correct rates. [p. 
correctly quoted rates, however, cannot be used as a basis for 
overcharge claims. The shipper’s only recourse is the rather 
barren privilege of directing the attention of the Commission to 
such misquotation and to have the carrier subjected to the fine 
provided. 

This provision of the law, however, establishes the right of 
anyone to request a rate and guarantees that such requests wil] 
be replied to within reasonable time. The carriers also are put 
on their guard so that tates are quoted promptly and care js 
exercised in determining that the rate quoted is correct. 


Transcribing Rate Information 


Quotations obtained from the carriers as well as rates 
checked from the department’s tariff files should be transcribed 
on cards for ready reference. Rates that are used every few 
days, or several times in the course of a short period, should be 
made readily accessible to the members of the department using 
them. The industrial traffic department’s quotation clerks, the 
freight bill auditors, and the routing clerks, require certain rates 
over and over again. In some cases the rates between the points 
most of the firm’s traffic originates or is destined becomes so 
commonplace that the clerks using the rates know them without 
referring to tariff or card. This is a commendable feat of mem- 
ory, but it is a dangerous practice. The frequency of rate 
changes and the danger of inaccuracy makes such dependence 
on memory hazardous and the facility with which correct rate 
quotations may be obtained makes such feats unnecessary. 

Many traffic departments representing a variety of industries 
transcribe the frequently used rates from various shipping points 
and to principal destinations to 3%4-inch by 5-inch index cards. 
These cards are filed alphabetically by destination, or origin, or 
alphabetically by commodity, and a corresponding set of class 
rate cards is also kept, filed alphabetically by shipping or desti- 
nation points. 

These rate cards are made in as many copies as there are 
clerks using them regularly, and a set is kept on each user’s 
desk. This system is a time-saver, but the cards must be 
checked with great care every time a rate change is discovered 
to prevent inaccurate rates being used throughout the depart- 
ment. The responsibility for keeping the rate cards accurate 
and up to date is customarily placed on an experienced and capa- 
ble rate man, and the system, when so used, has proved very 
effective. 


CONDITION OF EQUIPMENT 


Fewer freight cars were in need of repair on December 15 
than at any time since the latter half of December, 1923, ac- 
cording to reports filed by the carriers with the car service divi- 
sion of the American Railway Association. The total number 
in need of repair on December 15, 1925, was 160,212, or 6.9 per 
cent of the number on line. This was a decrease of 5,606 cars 
under the number reported on December 1, at which time there 
were 165,818, or 7.2 per cent. It also was a decrease of 28,892 
cars compared with December 15, 1924. Freight cars in need of 
heavy repair on December 15, 1925, totaled 121,657, or 5.3 per 
cent, a decrease of 2,521 cars compared with December 1. Freight 
cars in need of light repair totaled 38,555, or 1.6 per cent, a 
decrease of 3,085 compared with December 1. 

Locomotives in need of repair on December 15 totaled 10,752, 
or 17 per cent of the number on line. This was an increase 
of twenty-seven locomotives compared with the number in need 
of repair on December 1, at which time there were 10,725, or 16.9 
per cent, but a decrease of 1,284 locomotives compared with 
the number in need of repair on December 15, last year, at which 
time there were 12,009, or 18.7 per cent. Of the total] number 
in need of repair, 5,464, or 8.6 per cent, were in need of classified 
repairs on December 15, an increase of 94 compared with De- 
cember 1, while 5,288, or 8.4 per cent, were in need of running 
repairs, a decrease of sixty-seven locomotives within the same 
period. Class I railroads on December 15 had 4,706 serviceable 
locomotives in storage, an increase of fifty compared with the 
number of such locomotives on December 1. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of 20 lines of fruits and vegetables the week 
ended January 2 totaled 8,426 cars, as compared with 6,731 
cars (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. Ship- 
ments were reported as follows: 


Apples, 977 cars; cauliflower, 263 cars; celery, 449 cars; cab- 
bage, 500 cars; eggplant, 2 cars; imports, 5 cars; grapefruit, 276 
cars; imports, 23 cars; grapes, 4 cars; lemons, 140 cars; lettuce, 
959 cars; mixed citrus fruits, 62 cars; mixed vegetables, 202 cars; 
imports, 2 cars; onions, 373 cars; oranges, 795 cars; imports, 9 
cars; pears, 12 cars; peppers, 22 cars; imports, 19 cars; spinach, 
27 cars; string beans, 16 cars; sweet potatoes, 360 cars; tomatoes, 
8 cars; imports, 118 cars; potatoes, 2,979 cars. 
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LABOR BILL AGREEMENT 
The Trafic World Washington Bureau 


President Coolidge was advised January 7 by representa- 
tives of railway executives and railroad labor unions that agree- 
ment had been reached by committees representing the railroad 
managements and the labor unions on a bill abolishing the Rail- 
road Labor Board and setting up a system for adjustment of 
disputes. The committees were to confer and put the bill in 
final shape for introduction in the near future in the Senate 
by Senator Watson, chairman of the Senate interstate commerce 
commitee, and in the House by Representative Parker, chairman 
of the House committee on interstate and foreign commerce. 

W. W. Atterbury, chairman of the committee representing 
the railway executives, after calling on the President, said he 
had expressed to the President appreciation of the President’s 
suggestions that the railroads and their employes prepare leg- 
islation for the settlement of disputes between them. 

The representatives of the railroad unions who called on 
the President were W. N. Doak, D. B. Robertson, B. M. Jewell 
and Donald R. Richberg. They also said they had thanked the 
President for the interest he had taken in the matter and for 
his references to the subject in his message to Congress in 
December. On the preceding day, Alfred P. Thom, general coun- 
sel of the Association of Railway Executives, had called on the 
President in connection with the labor bill situation. 

The bill as agreed on by the railroads and labor leaders 
provides for settlement of disputes by conference; if they can- 
not be settled by that method, disputes other than those relating 
to fixing rates of pay will go before adjustment boards to be 
set up by the railroads and the employes; if such disputes are 
not settled by that method, they would then go to a board of 
mediation provided for in the bill. 

If the board of mediation fails to effect a settlement, provi- 
sion is then made for voluntary arbitration. If voluntary arbi- 
tration does not settle the matter, the President would appoint 
a fact-finding board which would investigate and submit a report 
to the President, who would publish the findings of the board. 
Pending the filing of the report of the fact-finding board, the 
employes would agree not to strike. 

While the bill is somewhat similar to the Howell-Barkley 
bill, substantial changes have been made to remove objections 
to that bill. 

Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, and Donald R. Richberg, general counsel for 
the organized railway employes, on being interviewed, gave 
out the following statement: 


The President of the United States has, in more than one mes- 


_ sage to Congress, invited the rail carriers and their employes to 


confer in the effort to.agree upon a method of adjusting labor dis- 
putes which will not only be mutually satisfactory and protective 
of their just rights, but which will also properly safeguard the in- 
terests of the public. 

Pursuant to this suggestion, representatives of the railroads and 
representatives of the employes of the carriers have, from time to 
time, for a number of months, been in conference. An agreement 
has. now been reached and a bill to carry it into effect will be pre- 
sented to Congress in the immediate future. The provisions of the 
bill may be summarized as follows: : 

First, that it shall be the duty of the parties to exert every 
reasonable effort to make and maintain agreements. 

Second, any and all disputes shall be first considered in confer- 
ence between the parties directly interested. 


Third, adjustment boards shall be established by agreement, which 
shall be either between an individual carrier and its employes,. or 
regional, or national. These adjustment boards will have jurisdic- 
tion over any disputes relating to grievances or to the interpretation 
or application of existing agreements, but will have no jurisdiction 
over Changes in rates of pay, rules, or working conditions. It is, 
however, provided that nothing in the act shall be construed to 
prohibit an individual carrier and its employes from agreeing upon 
settlement of disputes through such machinery of contract and ad- 
justment as they may mutually establish. 


Fourth, a board of mediation is created, to consist of five mem- 
bers appointed by the President, by and with the advice and con- 
sent of the Senate, with the duty to intervene, at the request of 
either party, or on its own motion, in any unsettled labor dispute— 
whether it be a grievance or a difference as to the interpretation 
or application of agreements not decided in conference or by the 
appropriate adjustment board, or a dispute over changes in rates 
of pay, rules, or working conditions not adjusted in conference be- 
tween the parties. If it is unable to bring about an amicable adjust- 
ment between the parties, it is required to make an effort to in- 
duce them to consent to arbitration. 


Fifth, boards of arbitration are provided for, when both parties 
consent to arbitrate; also the method of selecting members of the 
boards and the arbitration procedure. Any award made by the arbi- 
trators shall be filed in the appropriate district court of the United 
oe and shall become a judgment of the court, binding upon the 
arties. 

Sixth, in the possible event that a dispute between a carrier 
and its employes is not settled under any of the foregoing methods, 
Provision is made that the board of mediation, if, in its judgment 
the dispute threatens to substantially interrupt interstate commerce, 
shall notify the President, who is thereupon authorized, in his dis- 
cretion, to create a board to investigate and report to the President, 
Within thirty days from the date of the creation of the board. It 
is also provided that, after the creation of such a board and for 
thirty days after it has made its report to the President, no change, 
except by agreement, shall be made by the parties to the controversy 
m the conditions out of which the dispute arose. 

It is believed by the representatives of the carriers and the 
employes that the creation of the machinery mentioned and the 
opportunity and the obligation to pursue the methods provided will 
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result in the amicable adjustment of all future labor disputes and 
prevent any interruption of transportation. 


GOODING BILL HEARING 


The Traffic World Washington Bureau 


Plans of the Senate interstate commerce committee to de- 
vote only two days to hearings on the Gooding long-and-short- 
haul bill were changed January 6 when the committee began its 
hearings on the measure. It was decided that the committee 
would sit January 6 and 7 and then adjourn the hearings until 
January 18, 19 and 20. 

Senator Watson, chairman of the committee, said it had 
been originally planned to confine the hearings to two days but 
that senators had received a large number of communications 
from representatives of commercial bodies and shippers asking 
for an opportunity to be heard on the bill. He said he had ad- 
vised those who had appealed for time to make a specific re- 
quest for time and that the committee would later divide the 
time so that the proponents and opponents of the measure would 
have full opportunity to be heard. 

Decision of the committee to extend the hearings on the bill 
resulted largely from action taken by J. H. Beek, executive sec- 
retary of the National Industrial Traffic League, and J. P 
Haynes, chairman of the League’s special committee on the 
fourth section. In a circular to members under date of January 
2, Mr. Beek referred to the plan to restrict the hearings to two 
days and to two witnesses—one for the proponents and one for 
the railroads. Mr. Beek said no provision had been made to 
hear the shipping interests of the country whose interests were 
vitally affected by the bill and who were opposed to it. He ex- 
pressed the opinion that the committee would not refuse to give 
proper hearings. Members were advised to communicate with 
Senator Watson. In his circular, Mr. Beek made the following 
statement: 


We think that the proposition to hear the proponents of the bill 
who are shippers, and not hear other shippers who are opponents of 
the bill is unfair and un-American. The railroads are not the only 
ones affected by the provisions of the bill. If they were, the shippers 
might very well leave it to them to fight their own battles, but the 
fact is that the interests of hundreds of thousands of shippers, par- 
ticularly in the middle west, will be quite as vitally affected as 
are the interests of the railroads, and certainly those interests are 
entitled to a hearing. 

Senator Pittman, of Nevada, said the committee had decided 
to hold hearings for two days and that later it was decided to 
extend the hearings for three days. He said that, in the cases of 
bills that had been favorably reported from the committee and 
passed by the Senate in a previous session, as was the case with 
the Gooding bill in another form, it was customary that the com- 
mittee take merely pro forma action. He said he hoped the hear- 
ings would not be strung out indefinitely. Senator Gooding said 
the matter of extending the time for hearings had been taken up 
with him by Chairman Watson and that he had agreed to three 
additional days. 

Commissioner Esch, of the Commission, will appear before 
the committee January 18 to submit the views of the majority 
of the Commission with respect to the Gooding bill. 

Brigadier-General T. Q. Ashburn, head of the Inland Water- 
ways Corporation, was the first witness to be heard by the com- 
mittee. He occupied all the time at the hearing January 6 and 
returned the following day to complete his statement. 

Appearing in support of the bill, General Ashburn asserted 
that its enactment was necessary if there was to be transporta- 
tion on the inland and coastwise waterways. He read a long 
statement in which he reviewed, as he saw it, the competition 
between the railroads and water carriers, and the methods 
which he said the railroads had employed to drive out of busi- 
ness water carrier competition. He said that, unless the bill 
were passed, there might be a “beautiful waterway” without any 
water carriers operating on it because of railroad competition. 
He said the question at issue was whether the railroads were 
going to be permitted to establish less than compensatory rates 
to drive off the water lines. He said the Mississippi-Warrior 
service was transporting freight at a saving of $1.20 a ton in 
charges to shippers. He asserted that water transportation had 
not and could not injure the railroads. 


General Ashburn, while testifying that the Mississippi sec- 
tion of the government barge service was a success financially, 
said the Warrior section was a losing proposition because on 
that service the corporation had not been able to break through 
railroad opposition. As an illustration, he said there had been 
a rate of $3 a ton on ore in the Warrior river territory and that 
the Warrior barge line rate was $2.40. He said a railroad that 
had not carried ore established a rate of $2, and that another 
road that did carry ore obtained permission to meet the $2 rate. 
He said the barge line could not carry the ore and make a profit 
at a rate below $2. He cited this as an illustration of what the 
railroads did to destroy water competition. 

Senator Wheeler, of Montana, inquired why the government 
barge service could not establish a line on the upper Mississippi 
for the transportation of grain from Minneapolis to New Or- 
leans. General Ashburn said the law provided that only existing 
facilities could be operated and that Congress would have to 
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The CLEARING INDUSTR 


Is located on West 65th St. adjacent to the 
Clearing yard of the Belt Railway of Chicago (Chi- 
cago’s Freight Clearing House) and puts manufac- 
turers located there in the position of actually being 
on twelve trunk lines. 


The following trunk lines own the Belt Rail- 
way of Chicago and operate their own trains 
to and from the Clearing yard: 


Atchison 7. Grand Trunk 
C. & O. 8. Illinois Central 
C. & E. I. 9. Sault Ste Marie 
Erie 10. Pere Marquette 
Burlington 11. Pennsylvania 
Monon 12. Wabash 


The Belt Railway of Chicago makes a direct 
connection with all trunk lines entering Chicago. 


The Belt Railway of Chicago maintains a 
universal less than carload station at Clearing 
for both inbound and outbound service with the 
usual trap car privileges to the industries. 


It is within the Chicago switching limits 
taking Chicago rates. . 


SHOWING THE PHYSICAL CONNECTION aut 
ARD 
The Universal Carloading and Distributing —— 
Company picks up daily freight for their daily 
consolidated cars at their own expense for ship- ‘ ‘ 
ment to all the principal points. This company will bg to 


—— — quirements for respogle « 
e merican allway xpress makes dally | 
pick-ups and delivery. a purchase contract amg 


LOCH}! 
STANDARD ONE-STORY ontn 
MANUFACTURING SPACE 


UP TO 50,000 SQ. FEET B E-; LT R 
NOW AVAILABLE FOR 
CHI 


IMMEDIATE OCCUPANCY 





io. 2 January 9, 1926 THE TRAFFIC WORLD 


RE DISTRICT OF CHICAGO 


Is located adjacent to but immediately out- 
side the corporate limits of the city of Chicago. 


Tax Rates compare favorably with any of the 
smaller communities in this section of the country. 


Is fully developed with sewers, water, electricity, 
gas and paved streets leading to all parts of Chicago. 


Is served by trolley lines on 63rd St. and 
Archer Ave. from all parts of the city at single 
fare. 


Is an open shop district and is served by a 
large local working population within walking 
distance of the plants. 


Has 52 manuf acturing plants and warehouses 
and is developing at the rate of about 10 new 
industries per year. 


Is sold at moderate ground values of from 
20 cents to 40 cents per square foot. 


IECTIONMEEN THE sande INDUSTRIES AND THE Takes a Chicago mailing address and indus- 
3 VARDET MELT RAILROAD tries may be listed on the Chicago telephone 
exchanges. 


ill b§ to suit any given re- Is particularly adapted to the construction of 
espogle concerns on either one-story manufacturing plants with long ship- 
act dmg term lease ping platforms and unlimited floor loads. 


CITED FOR FULL PARTICULARS 


ONIHE ADDRESS 


RAIL, VW AY _ The Clearing Industrial District 


38 South Dearborn Street 
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authorize additional services. He said Minneapolis and St. Paul 
interests had organized a $600,000 private corporation and had 
offered to buy equipment for a barge service on the upper Mis- 
sissippi if the Inland Waterways Corporation would take over 
the operation of the barges. He indicated that, on account of the 
law, this proposal could not be accepted. He said in part of the 
upper Mississippi there was a depth of only four and a half feet 
and that special barges would have to be constructed for opera- 
tion on that part of the river, or a greater depth would have to 
be provided. 

General Ashburn said he appeared before the committee at 
the request of Senator Gooding. Discussing the subject of the 
“present rail policy,” the general said: 


Pittsburgh now has its own acute problem of near saturation 
to handle, and it is not alone in that predicament. No wonder 
it wants the Ohio opened to Cairo and the Mississippi to the Gulf. 

When transportation reaches a stage where it costs more 
and takes longer time to get a car in and out of a city like Pitts- 
burgh than it does to move it from Pittsburgh to Philadelphia, the 
transportation system is pretty well saturated. 

No one knows this better than the railroads do, and no one 
knows better than they do that this country has today all the 
main rail arteries it needs, and their tendency is to abandon non- 
paying branches, to concentrate their efforts in bettering their 
service instead of building new lines; to group together, under a 
single head, connecting, parallel, or competing routes, enabling 
them thereby to gradually build up a new and fair system of 
rates which will render them a reasonable return, and to abolish 
as quickly as possible discriminatory rates which they themselves 
do not desire but which, as we have seen, are part and parcel of 
their existence. 4 

The single exception to this is where water transportation 
is actively involved, that is, through the Panama Canal, the 
coastal and gulf routes, and the Mississippi-Warrior Service, and 
the object of this bill, as I see it, is to compel the railroads to 
further concentrate their efforts in this manner and make them 
abandon their hopeless and useless fight against water trans- 
portation. 


General Ashburn went into detail as to the volume of traffic 
being moved via the Mississippi barge line and the operations 
of the Mississippi-Warrior service. In conclusion, he said: 


It is my opinion that if this bill is passed the creation of 
genius of our railroad executives will soon find a way to build up 
our interior, not stifle it. Coastal cities are not great per se, but 
because of the interior behind them. If the concentrated efforts of 
our trans-continental lines were directed toward the development 
of our interior states, cities and towns west of the Mississippi, 
into something besides agricultural, mining or cattle centers, 
they will soon find repeating itself the pleasing cycle of cheap 
transportation resulting in the creation and development of manu- 
facturing centers that will in turn feed our railroads and make 
them prosperous; and that by the proper use of our waterways in 
cooperation and connection with the railroads the latter will be 
saved a very large part of the billion dollars a year they deem 
necessary to spend for the next ten years to meet the increasing 
demands of transportation and increasing commerce. 

Questions relating to the effect of the Panama Canal on 
the territory west of the Mississippi River and east of the Rocky 
Mountains, and as to subsidizing railroads to carry freight at 
less than cost, rather than expending money to develop the 
waterways, were asked by Senator Cummins, of Iowa, and 
Senator Couzens, of Michigan, at the hearing, January 7, just 
before General Ashburn concluded his testimony. 

Senator Cummins asked General Ashburn what his judg- 
ment was with respect to the situation produced by the Panama 
Canal in the territory between the Mississippi and the Rocky 
Mountains. ) 

General Ashburn said that at present the effect was detri- 
mental to that section. 


“I am glad you have reached that conclusion,” replied 
Senator Cummins. “We reached that conclusion long ago. 
What is the remedy?” 


General Ashburn said the remedy, in part, was development 
of the interior waterways and by placing the railroads in the 
position where they would be forced to develop the interior, 
rather than trying to concentrate on both coasts. 

Senator Couzens asked whether there was any more advan- 
tage in building new waterways at the taxpayers’ expense than 
in subsidizing the railroads so that they could handle freight 
at less than cost. 

The answer of the witness was that it would cost infinitely 
less to develop the waterways than it would to subsidize the 
railroads. He said from one hundred to two hundred million 
dollars would improve the waterways, but that, if the railroads 
were subsidized for the benefit of the interior, the cost would be 
tremendous. 

Senator Dill, of Washington, remarked that once the water- 
ways were improved, that “subsidy” would end, while if the 
railroads were subsidized it would be a continuing proposition. 

General Ashburn, in concluding his testimony, said he was 
not a rate expert and warned the committee that, unless com- 
mittee members were experts, witnesses opposing the bill would 
put in rate schedules “to befog” the issue. 

Senator Dill asked whether it was intended to enlarge the 
activities of the Inland Waterway Corporation. General Ash- 
burn said that could not be done without authorization from 
Congress. He said whether or not Congress would be asked to 
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enlarge the activities was a matter of policy to be determined 
by the President and the Secretary of War. 

The witness said Congress had appropriated $3,000,000 for 
the Inland Waterway Corporation and that half that sum had 
been utilized. He said he did not think it would be necessary 
to ask Congress to appropriate the additional $2,000,000 of the 
$5,000,000 originally asked for by the corporation to complete 
the demonstration of barge service on the Mississippi and War. 
rior rivers. In the ten months ended with October, 1925, the 
Mississippi service showed a profit of $340,756, after deduction 
of depreciation. He said this was at the rate of 4 per cent on 
the property investment. The service on the Warrior River 
however, he said, had lost about as much as the Mississippi 
service had earned, and that he expected that for the year of 
1925 the corporation would about “break even” on both services, 
Senator Couzens asked why the barge services did not raise 
their rates. The witness explained that the rates were made 
in relation to the rail rates, or approximately 80 per cent of 
the rail rates, experience having demonstrated that such a 
differential under the rail rate was approximately correct. 

James A. Ford, of Spokane, managing secretary of the 
Spokane Chamber of Commerce and secretary of the Interme- 
diate Rate Association, was the next witness. To a large extent, 
Mr. Ford’s testimony was practically along the same lines as 
that given by him when the hearings on the Gooding bill were 
held at the last session of Congress. He submitted a list of 
organizations and state commissions of the intermountain sec. 
tion for which he was authorized to speak in support of the 
bill. He also said C. W. Hayward, of. the Meridian (Miss.) Traf- 
fic Bureau, had requested him to say that his testimony would 
be the same as it was when Mr. Hayward appeared before the 
committee in support of the bill last year. 

Mr. Ford said the intermountain points now had the same 
rates as those to the Pacific terminal points and that they 
merely wished, by enactment of the bill, to maintain that basis. 
He referred to the fourth section applications of the western 
railroads now pending before the Commission. He said the real 
situation was that Chicago had dominated the Pacific coast 
markets and that, on account of the Panama Canal, Atlantic 
coast manufacturers had displaced the Chicago manufacturers 
in the Pacific coast markets. He said the interests behind the 
opposition to the bill were the Chicago manufacturers and Chi- 
cago shippers. He also named the Wisconsin paper mills and 
lumber interests of the interior northwest as opposing the bill. 

Mr. Ford said Chicago should do one thing or the other— 
abandon its efforts to get appropriations for the improvement 
of waterways or withdraw its support of the fourth section 
applications, which, if granted, would kill the Panama Canal. 

The Los Angeles Chamber of Commerce was said, by Mr. 
Ford, to be now backing the contention of the intermountain 
interests. He said it was opposed to discrimination against the 
interior because it knew that Los Angeles would benefit by the 
development of the interior. 

Mr. Ford said the condition of the Milwaukee was not due 
to Panama Canal competition, and that there was nothing in 
the claim of the railroads that they had been materially dam- 
aged by canal competition. 

The witness charged that the railroads were “clubbed” by 
Chicago and Pacific coast interests into filing the fourth section 
applications. He said Chicago really had a “small-town view- 
point of this thing.” He again referred to the correspondence 
obtained by the Commission in its investigation several years 
ago of administration of the fourth section under a Senate 
resolution offered by Senator Gooding. He obtained permission 
of the committee to have printed in the record a mass of cor- 
respondence that was obtained by the Commission in that in- 
vestigation. He said this correspondence showed that some of 
the northern transcontinental lines were not in sympathy with 
Chicago’s insistence that fourth section applications be filed. 
This matter was gone into fully at the hearings last year. 

When Mr. Ford concluded his testimony, Chairman Watson 
declared the hearing adjourned until January 18, when Com- 
missioner Esch will be heard. 


RAILROAD LEGISLATION 


Representative Newton, of Minnesota, has introduced a bill 
(H. R. 6554) amending paragraphs 11 and 12 of section 20 of the 
interstate commerce act so that the delivering carrier could be 
held liable for loss, damage or injury to property. The bill 
provides that for the purpose of the act, the delivering carrier 
shall be construed to be the carrier performing the line-haul 
service nearest to a point of destination and not a carrier 
performing merely a switching service at the point of des- 
tination. The bill follows the language of the present provi- 
sions of paragraph 11 and 12 with the exception of insertion of 
Fe at several points bringing the delivering carrier under 

e act. 

Mr. Newton also has introduced a bill (H. R. 6400) to 
amend paragraph 5 of section 1 of the interstate commerce act 
so as to relieve commission merchants from liability for under- 
charges in cases where the merchants have no interest in the 
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t onal Industrial or partly by railroad and partly by water of export wheat, corn, 
ae Bie a measure advocated by the Nati or cotton (including such transportation for concentration, storage, 


“ ’ : and export) any individual, joint, or proportional rate, fare, or 
W. P. Jarrett, delegate from Hawaii, has introduced a bill charge in excess of 50 per centum of the individual, joint, or 
H. R. 6742) providing that the act to regulate commerce shall _ proportional rate, fare, or charge published, demanded, or col- 
(H. ly to the Territory of Hawaii. . lected for such transportation on the date of the passage of this 
not apply 1 £ Colorado, has introduced a bill act, if such wheat, corn, or cotton is to be exported from the 
Representative Taylor, of Colorado, has ce United States in vessels owned by the United States and operated 

(H. R. 6519) amending section 4 of the interstate commerce act by the Emergency Fleet Corporation. 
5 ovided in the Gooding-Hoch bill. Sec. 2. No individual, joint, or proportional rate, fare, or 
as Paepresentative Lindsay, of New York, has introduced a bill charge shall be published, demanded, or collected for the trans- 

, ? 


portation in vessels owned by the United States and operated by 
(H. R. 6537) to provide commutation of transportation on COM- the Emergency Fleet Corporation of wheat, corn, or cotton ex- 


mon carriers for certain persons traveling thereon for the sole peseed. tg m4 United srokee 7 ences of 50 per ountasn ot the 
Saiti ndividual, joint, or proportional rate, fare, or charge published, 
pee maanen war veterans in hospitals, sanitarlame, or pean tangy 8 = for such transportation on the date of the 
sim : passage 0 s act. 
Senator Bratton, of New Mexico, has introduced a bill (S. Sec. 3. This act shall become effective upon the expiration 
2140) amending the transportation act so that permission would of sixty days from its passage. 
not have been obtained from the Commission for the construc- 


tion and operation of new lines of railroad. CARRIERS’ REPORTS TO I. C. C. 
A resolution offered by Senator Reed, of Pennsylvania, re- 


PENNSYLVANIA AND RATES quiring the Commission to report to the Senate as to the num- 


Senator Reed, of Pennsylvania, who charged in debate in ber and nature of reports railroads must make to the Commis- 
e 5 > 

the Senate on nominations to the Commission that Pennsylvania ae bees ee + eee to the railroads, was agreed to by 
was discriminated against in the matter of rates on coal, ob- As offered by Senator Reed, the resolution contained a 
tained unanimous consent this week to have published in the reamble in which it was declared that it had been repeatedly 
Congressional Record a “brief tabulation of comparative freight  -.certed by railway executives that vast numbers of unnecessary 
rates on coal from the Pennsylvania compe and bd be age reports were being required of the railroads by the Commission 
districts in competition.” The senator made no explanation Of nq by the state commissions and that the cost of clerical serv- 
the table which follows: ices and other expenses incurred in preparing such reports 
Comparison of freight rates on bituminous coal between Pennsylvania constituted an important burden on the railroads, and that such 


and West Virginia unnecessary expense must be borne by the public through pay- 


{Transshipping rates (gross ton) to tidewater] ment of increased freight rates and passenger fares. 
e Difference The preamble of the resolution was stricken out before the 
fot in cents in 
3 3 F freight rate resolution was agreed to. In addition to the information sought 
g - 3 8 @ Ee as outlined above, the resolution asks that the Commission sub- 
5 & : oe ae 2§, #8. mit a statement of the number and nature of reports now re- 
& s & KR B58 8s SES quired that could be dispensed with without detriment to the 
§ 5 2g 2 328 $88 G2 public interest. 
° > ee 
pany low volatile Pane ig Ee ALASKA ANTHRACITE LINE 
DO ..ccccccccoeN@W YOrk ..... 876 2.74 7.29 49 22 oe Delegate Sutherland, of Alaska, has introduced a bill (H. R. 
Fe ee Diwdenrie hy a oe “ $j 6573) eee ane the time to three years from date of sent of 
Do ..+eeeeeeeeeBaltimore ....-311 2.50 8.04 197 Me 12 the bill in which the Alaska Anthracite Railroad Company shall 
DG .csetaeer ee a... eee 482 2.99 6.20 26 22; -- complete the construction of its main line and branches in 
W. Va. high volatile Hampton Roads 508 2.62 5.16 .. . Alaska. Construction of the line was authorized by an act of 
{Transshipping rates (net ton) to Lakes] Congress. 
a 3 NN ——— 
33 a3 INVESTIGATION OF TELEPHONE RATES 
3B ee Representative O’Connor, of New York, has introduced a 
EF gs resolution (H. Res. 67) providing for the appointment of a House 
A ™% committee to investigate telephone rates and service in the 
Conse, Ee ae es oe ee = ** United States, and particularly the relationship between the 
gg wie DO .ccocese 425 2.06 4.85 120 oe 32 American Telephone and Telegraph Company and its subsid- 
a., low volatile ; i i 
Altoona, Pa., low “peo 237 1.88 7.94 .. . a iaries. The resolution was referred to the committee on rules. 
volatile ee eee ene eee 
New River, W. ae ascwoees 407 2.06 5.06 170 18 ae 
Va., low volatile MINNESOTA CHALLENGES I. C. C. 
Pittsburgh, Pa. Lake ports..... 177 1.66 9.37 es es ee 
high Volatile” . “The Minnesota commission has boldly challenged the 
Big Sandy, Ky., Do ...e-eee 348 1.91 5.49 171 25 -+ validity of I. C. C. orders prescribing intrastate rates in Min- 
Reyneeeiin Be, De. s-ss0s- 155 1.51 9.77 .. .. ~~~-«._-~*Resota, and has commanded the railroads, which had changed 
high volatile their rates under such orders, to restore state rates,” says John 
McRoberts, Tenn., Do ..++++-- 470 1.91 4.06 215 40 -- E. Benton, general solicitor of the National Association of Rail- 
high volatile road and Utilities Commissioners, in a bulletin to members, con- 
[Low volatile rates {gross ton) to Washington, D. C.] tinuing as follows: 
Meyersdale, Pa. ashington, 
i 209 2.84 13.5... .. +s In two cases—the so-called Fargo and Watertown cases—the 
New River, W. Va. Do ....-.-- 412 2.84 6.9 203 .- -- I. C. C. found, in so-called Shreveport cases, that intrastate rates 
Pocahontas, W. Va. Pe ncvecos 384 2.84 7.4 175 poencrived. : by tg — een Sere, waaty mere = meagan 
their relation to inters e rates, an made orders prescr ng other 
Miscellaneous comparisons — bana ~, Bm menties “y scomplied | bec The — og A ca 
great complaint on e@ part o nneso shippers, and on cember 
g Difference 7, 1925, a hearing was held before the Minnesota commission, upon 
_ 3 in cents in an order to show cause why the carriers should not be required to 
7 r=] z freight rate restore the state rates. On the 22nd instant the Minnesota com- 
2 s Ms mission made orders requiring such restoration in both cases. The 
2) a B 3 8 a ss 4 following excerpts are quoted from the report of the Commission 
3 s = 5 g 8 s8 33 ~~ B....... the rates which had been prescribed by the I. C, C, 
3 ° > +>, n the rgo case: 
gs § q a g s8 32 “The carriers then allege that the tariff of rates and classifica- 
~ - © os oa 
= z z z = k=} =s &s tions charged by them since the 11th day of September, 1925, was 
—) —_ a - a = =a a pursuant to an order of the Interstate Commerce Commission entered 
Clearfield, Pa. Utica, N. Y....373 2.76 7.40 .. .- -- in a proceeding before such commission upon a complaint of the 
tee o gy a Va. tag "Ml -gualaegn 2.24 6.17 10 . 52 Commercial Club of Fargo, N. . oa ws sini 
~learfield, Pa. ’ “If the tariff of rates and classifications char y the carriers 
Conn. .....423 +2 e :; subsequent to the llth day of September, 1925, in fact a tariff 
Seenaaaet, Va. gare OR seeng po YY 66 774 57 of rates and classifications prescribed by an order of the Interstate 
Pocahontas, W. Va.“leveland, Ohio.474 2.64 5.57 “1 > 1. ee ee ee Se ee ee eS ee 


exercise of the authority of the Interstate Commerce Commission 
iealieieseed reer eee gl . ee ae — =. the bee el mg then . 
q aws oO e state o nnesota, heretofore referred to, empowering 
WOULD REDUCE RATES ON GRAIN, ETC the railroad and warehouse commission to fix reasonable maximum 
Senator Harris, of Georgia, has introduced a bill (S. 2002) to rates for intrastate traffic, and the orders of the railroad and ware- 
reduce by at least 50 per cent the rail and water rates on wheat, a a ee a pon WD pwn gol aaa 
corn, and cotton exported in vessels owned by the United States. jurisdiction has so decided. The Interstate Commerce Commission is 
The text of the bill follows: a legislative created commission, without judicial powers, and its 
acts in overriding the sovereign power of a state in a field hereto- 
Be it enacted by the Senate and House of Representatives of fore recognized as being within the state’s jurisdiction should not 
the United States of America in Congress assembled, That it shall be accepted until judicially determined. 
be unlawful for any carrier subject to the interstate commerce act “The respondents further allege that any discrimination which 
to publish, demand, or collect for the transportation by railroad resulted ‘should be removed by advancing the class rates between 
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the other Minnesota points’ to the level of rates charged, as con- 
tended, under the order of the Interstate Commerce Commission. 
Both the carriers and the Interstate Commerce Commission are aware 
that there is no lawful authority for such action by this commission. 
The interstate commerce act and the laws of this state require that 
all rates shall be reasonable, and no application has been made by 
the said carriers to the railroad and warehouse commission to in- 
crease the schedule of rates and charges found reasonable by said 
railroad and warehouse commission for movement of intrastate traf- 
fic, affected by the tariff changes made by the said carriers on Sept. 
11, 1925, which has not been granted. 

“Furthermore, it was evidently the intent of congress that where 
a proceeding involving the discriminatory sections of the interstate 
commerce act had a direct effect upon intrastate rates, that the 
federal commission should cooperate with the state authorities in 
order to avoid a clash of jurisdiction. Paragraph 3 of section 13 of 
the federal act provides: * * * 

“No conference ever was held or requested by the Interstate 
Commerce Commission with the railroad and warehouse commission 
regarding the situation arising out of the Fargo complaint. And as 
the allegations of the petition of the Fargo Chamber of Commerce 
were to the effect that the Minnesota rates were ‘not unduly low, 
and that the discrimination against the interstate commerce between 
the Minnesota points of origin involved and Fargo, N. D., can legally 
be removed only by reducing the interstate rates herein attacked 
as unreasonable per se,’ it was reasonable to assume that the Inter- 
state Commerce Commission would not disturb the Minnesota rates 
until they were attacked directly in a proceeding involving their 
reasonableness. * * * 

“No proceeding was had in which the reasonableness of the Min- 
nesota intrastate rates was attacked, and the schedule of rates and 
classifications charged by said carriers prior to the llth day of 
September, 1925, was the only schedule of class rates ever found 
reasonable in any proceeding neg y | the reasonableness of rates 
and classifications for the movement of intrastate freight traffic within 
the state of Minnesota, and the schedule of class rates and charges in 
effect prior to the 1lth day of September, 1925, under the orders of 
the railroad and warehouse commission as aforesaid were class rates 
of the same level for intrastate movement of freight within the 
state of Minnesota sustained by the Supreme Court of the United 
States, increased and decreased by proper orders of the railroad and 
warehouse commission following findings of federal agencies involving 
reasonableness of rates. * * * 

‘Tt is inconceivable that congress authorized the federal com- 
mission to increase freight rates approximately 40 per cent in 
communities within the state of Minnesota including more than half 
of its population and territory, without notice to such territory and 
population that the reasonableness of rates or an increase was in- 
volved in the proceedings. The effect of the rates imposed by the 
carriers herein involved is startling. No such disturbance in the 
commercial and economic life of the people of the state of Minne- 
sota by a rate adjustment has occurred since the advent of the rail- 
road. Unless some relief is available, and that immediately, busi- 
nesses which it has taken 40 years to build up will be wiped out, and 
the actual wholesale physical movement of communities affected will 
be required to permit them to carry on their business with com- 
petitors if they are to continue to use rail transportation in the 
distribution of their products. However, it is not contended that 
such movement will take place, but a substitute transportation will 
become available, with the consequent loss to the rail carriers for 
all time of a considerable freight revenue. * * * 

‘‘We accordingly find that the schedule of rates and classifications 
approved by the railroad and warehouse commission and charged by 
the said carriers prior to the 1lth day of September, 1925 * * * are 
the only lawful and approved schedules and tariffs of rates and classi- 
fications to apply to the movement of said freight within the state 
of Minnesota. * * * 

“It is therefore ordered that the said carriers, individually and 
collectively, immediately cease and desist from charging the tariffs 
of rates and classifications for the intrastate movement of freight 
herein described within the state of Minnesota charged by said car- 
riers since the llth day of September, * * * 

“It is further ordered, that said carriers, individually and col- 
lectively, immediately publish and collect rates and charges in ac- 
cordance with schedules of rates and classifications approved by this 
commission and published and charged by said carriers prior to the 
llth day of September, 1925. * * *”’ 


I. C. C. NOMINATIONS 
The Traffic World Washington Bureau 


The Senate interstate commerce committee decided January 
6 to summon Commissioner Woodlock and Richard V. Taylor, 
nominated as members of the Commission by President Cool- 
idge, to appear before the committee for examination. This 
procedure is adopted by Senate committees in the cases of 
nominations where there is opposition to the nominees. 

Commissioner Woodlock was scheduled to appear before 
the committee on the afternoon of January 8, and Mr. Taylor 
was to appear on the afternoon of January 11. 

Charles C. McChord severed his connection with the Com- 
mission December 31, on which day President Coolidge, at his 
request, accepted his resignation as of that day. The idea at 
the time the resignation was offered was that the Senate would 
confirm the nomination of a successor, probably before the holi- 
day recess. At that time the idea was that Mr. McChord should 
continue to serve until his successor was confirmed and ready to 
assume the duties of his office. But the Senate did not act and 
there was no prospect, at the end of December, that it would act 
soon after the recess. 

Mr. McChord, who had made tentative arrangements to leave 
office at the close of the year, for a time construed his resigna- 
tion as being effective on the dispatch of the name of his suc- 
cessor to the Senate. However, his colleagues pointed out to 
him that appointment meant not only nomination by the Presi- 
dent but confirmation by the Senate as well. On that construc- 
tion of the resignation Commissioner McCohrd decided he would 
not give up his office immediately but continue with the work 
actually in hand, always with the proviso that if his successor 
were confirmed he would step aside on the day of confirmation. 
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The former Commissioner made arrangements for openjp 
his law office on January 1, in the Southern building, ang : 
there was no prospect of immediate confirmation of hig gy. 
cessor, he decided to carry out his plan to enter private Practice 
without further waiting. 

In accepting Commissioner McChord’s resignation, President 
Coolidge sent the following letter to him: 


Your favor tendering your resignation as a member of the Jp 
terstate Commerce Commission has been received and is hereby ae. 
cepted, to take effect on Jan. 1, 1936. ‘ 

S unnecessary for me to state how much I have appreciat 
high quality of your public service. Over a long period of time — 
officer of the state of Kentucky, and of the United States in the 











UNDERWOOD & UNDERWOOD INC 
War rNGton J 


RICHARD V. TAYLOR 


regulation and control of the railroads, you have made a record of 
candor and wisdom which sets a high mark in public life. While 
I have been gratified at your official accomplishments, I have been 
even more gratified at your friendship, which has extended over the 
entire period of my residence in Washington. 


Commissioner Woodlock did not appear before the Senate 
interstate commerce committee January 8 as planned, Senator 
Wheeler, of Montana, having requested that the committee defer 
the matter until Saturday afternoon because he could not be 
present Friday. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
December 15-22, inclusive, was 186,285 as compared with 172,577 
cars in the preceding period, while the average daily shortage 
was 348 cars as compared with 157 cars in the preceding period, 
according to the car service division of the American Railway 
Association. The surplus was made up as follows: 

Box, 71,356; ventilated box, 230; auto and furniture, 12,244: 
total box, 83,830; flat, 6,361; gondola, 28,069; hopper, 35,440; total 
coal, 63,509; coke, 388; S. D. stock, 17,505 D. D. stock, 3,372; 
refrigerator, 9,547; tank, 35; miscellaneous, 1,738; total, 186,285. 

The shortage was made up of 5 auto and furniture, 59 flat, 
244 gondola, 30 hopper and 10 coke cars. 

Canadian roads reported a surplus of 6,200 box, 230 auto and 
furniture, 1,500 flat, 1,300 S. D. stock, 375 refrigerator, and 25 
miscellaneous cars. 


ASSISTANT DIRECTOR-GENERAL 


Secretary Mellon, of the Treasury, Director-General of the 
Railroad Administration, has appointed A. A. McLaughlin, gen- 
eral counsel of the Railroad Administration, assistant Director- 
General. Mr. McLaughlin will be the point of contact between 
the Railroad Administration and the Secretary of the Treasury 
in concluding liquidation of matters growing out of federal con- 
trol of the railroads. 
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ADVISORY BOARDS’ CONFERENCE 


Some 200-odd members of 12 regional advisory boards gath- 
ered. in the ballroom of the Blackstone Hotel, Chicago, January 
1, to begin a two-day general conference, which was expected 
to result in a beneficial interchange of ideas and experiences 
if not in a permanent organization or a policy of holding similar 
meetings annually in the future. The first two sessions, after 
the opening remarks, made by Donald D. Conn, manager of the 
public relations section of the Car Service Division of the Amer- 
jean Railway Association, were given over to reports from the 
chairman of the twelve regional boards. Immediately after the 
adjournment, late in the afternoon of the first day, fourteen 
sub-committees, appointed in advance, met to formulate reports 
and recommendations to be presented on the second day of the 
conference. These committees were appointed to consider a 
yariety of subjects ranging all the way from uniformity in board 
functions and nomenclature, to the question of forming a per- 
manent general board. 

In his opening remarks, Mr. Conn defined the purposes and 
functions of the various boards. He had something to say 
about their organization, and indicated the success already met 
with by citing a number of outstanding cases in which they had 
been instrumental in improving and preserving services and 
in saving large sums of money for producers and distributors 
of various commodities. In part, he said: 


This conference may be considered as an open forum for sug- 
gestions and constructive criticism looking toward the perfection 
of board organization and functions throughout the country.. Two 
hours have been set aside for informal discussion of any subject 
which you may wish to bring to the attention of the Conference. 

Before turning to the docket, permit me to give you a few 
thoughts about my personal hopes and ambitions for the regional 
boards. 

When this movement was begun in the Northwest three years 
ago, no one could then definitely forecast its possibilities or even the 
physical form of organization into which it would develop. During 
the stages of experimentation in that territory only the faith and 
confidence of a few sustained it. The fundamental idea then in the 
minds of those who began the movement was to create a voluntary 
association which would appropriately represent every phase of pro- 
duction and trade, the spirit of which organization would be so 
manifestly just and honest as between. its participants that its very 
principles of organization and its expressed purposes alone would 
be the means of securing the complete public support and the in- 
telligent community endorsement which are necessary to such a 
lasting transportation relationship. 


The fundamental reason for the existence of all boards is to 
function in the behalf of the transportation needs of each district. 
The Northwest Regional Advisory Board, which was the first one 
organized, was created as the direct result of a distinct transpor- 
tation necessity. This is likewise the reason for the recent organi- 
zation of the Florida division of the Southeastern hoard. This is 
indeed the practical purpose of the movement. But there is some- 
thing inherent in this affiliation of the public and the carriers which 
is more basic and which is of far.greater consequence. I refer to 
the probability of conducting the functions of the advisory boards 
on such a high plane of accomplishment and of developing the prin- 
ciple of voluntary cooperation between every phase of agriculture, 
industry and trade so that the vast majority of all relations with 
the carriers and between yourselves may, in the not distant future, 
be settled ‘‘at home’ and without resort to a “third party’’—the 
government. 








We Bind The Traftic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 


We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 





POSITIONS WANTED OR OPEN 


POSITION WANTED—As Traffic Manager, fifteen years’ ex- 
perience; familiar rates both foreign and domestic; can handle claims 
of all descriptions, rates, routes, demurrage, classifications, etc. Ad- 
dress E. T. O. 883, care Traffic World, Chicago, IIl. 











TRAVELING AGENT—Thirty-three years old, sixteen years’ rail- 
road experience, now employed in territory, would like to hear from 
company desiring representation in Wisconsin. Address I. N. C. 881, 
care Traffic World, Chicago, IIl. 


WANTED—One complete copy each of the several Western 
Classifications in effect from August 1, 1909, to, and including No. 
54; also one complete copy each of Leland’s Classification Exceptions 
No. 1 series, in effect from August 1, 1909, to, and including No. 1-H, 
Leland’s I. C. C. No. 1244. Advise what you have and price. Ad- 
dress A. R. W. 879, care Traffic World, Chicago, IIl. 


EXPERIENCED Traffic Sales Representatives, Interstate Traffic 
Company. See our ad on page 


FOR SALE—Several cars newly manufactured oak railroad ties; 
also several cars switch timbers and three-inch plank; ready for 
immediate shipment. L. E. Pearson, Box 705, South Bend, Ind. 
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A still greater objective which I can see in this relationship is 
represented by the practical good which can come from a closer 
local association between the representatives of all phases of agri- 
culture, industry and trade. One of the basic rules of procedure in 
the regional boards covers the question of distribution. I am think- 
ing now primarily of agriculture. The soil is the greatest of all 
factories and the farmer is its operator. His production affords a 
large measure of all that goes to sustain our industries. His pur- 
chasing power is an important factor in every market. His attempts 
to secure better distribution for his products, his concern over mar- 
ket conditions and the need for relating the problems of the pro- 
ducers of the same commodity in different competing territories, are 
equally the concern of the railroads and other industries. As regards 
a majority of the distribution problems of agriculture, the best 
results can and have been accomplished by territorial associations of 
common interest where the local problems of the people are not 
overlooked, but where the intelligent and informed opinion of every 
phase of industry is brought to bear upon the solution of the diffi- 
culties of any one economic group. 

Your reports of business conditions which are becoming more 
complete and representative at each successive meeting, if utilized 
to their fullest extent, will aid every industry and banker as well 
as the railroads, to discount the future. When you reflect upon our 
great complex of production, markets and competition, think of 
what a tremendous contribution can be made by the regional boards 
when each one is able to say to the business of their territory: 
“‘Here is a complete picture of the production and economic conditions 
in your district and here is a guide for the next 90 days.” That it 
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can be completely accomplished is assured by the reports of over 
50 per cent of the committees which may now be considered as ac- 
curate indices of subsequent conditions. In April the Car Service 
Division estimated the volume of carloading for the balance of 1925. 
Current commodity reports of the boards plus your answers to the 
special questionnaire constituted a material asset in the compilation 
of this estimate. The estimate for the entire year 1925 was 50,494,570 
cars—then thought by the majority of business men to be entirely 
too high. The actual will be in excess of 51,100,000 cars—an increase 
of 1.2 per cent over our estimate. When business and the railroads 
are able to discount the future for all commodities as it has been 
possible for many of your committees to do for their own, there will 
be no excuse for our periodical cycles of inflation and depression, 
for panics, or for excessive transportation surplus or car shortage. 
Business and operating conditions on railroads, like business and 
operating conditions in other industries, are extremely sensitive to 
uncertainties. There should be none, when we discount the future. 

The future of the advisory boards can be measured by the favor- 
able public opinion which they receive in their support. The public 
and the carriers of this country will reap the benefits of this relation- 
ship in the same measure to which they contribute to it.’ There 
are two classes of people: leaders and followers. Every member of an 
advisory board should be a leader in doing his share toward making 
the movement in his territory more substantial and successful each 
year. We can always secure the support and cooperation of a 
follower, but what all of us need in any voluntary endeavor are 
leaders and not those who must be pushed along to success and 
to the doing of things by the faith and courage of a few. 

Fundamental to the future greatness of these organizations and 
the one attribute which we must constantly keep before us is that 
moral responsibility and social obligation which we have one to 
another. These are the greatest factors of all attainment. They 
are borne in the hearts and minds of people through the common 
realization of their necessity. This should be the golden rule of the 
Regional Board relationship. 


The first of the regional board chairmen to report was 
J. F. Reed, president of the Minnesota Farm Bureau Federa- 
tion, and chairman of the Northwest board. He told about the 
importance of the work of the board in a region largely agri- 
cultural where the traffic always had been seasonal and where, 
until the board became a functioning reality, each shipping 
season was accompanied by its difficulties and hardships. He 
said that the importance of this work was accentuated this 
year because, according to statistics which he quoted, the total 
farm income in the states covered by the Northwest board 
was $106,500,000 less this year than last. Only by prompt 
movement and equitable distribution, made possible by good 
car service, could the effects of this falling off be kept from 
becoming more accentuated, he said. 


He related the incidents leading up to the formation of the 
board and said something about the distrust with which it was 
at first viewed by the farmer in the northwest. The conditions 
obtaining at that time (1922) he said were “intolerable.” In 
spite of warnings from his farmer friends, he said, he took an 
active. part from the beginning and after he had been eletced 
chairman they began to believe that the organization was, per- 
haps, not made for their exploitation. In contrast, Mr. Reed 
touched upon the effective with which the Northwest board 
was functioning today. “Today, in the northwest,” he said, 
“the most outstanding accomplishment of all our industries 
is the manner and character of service now being rendered by 
the railroads. The roads have not only met every demand of 
our board, but have gone far beyond its demand in providing 
service. When their equipment was thought insufficient to carry 
the load, new equipment and power were provided without stint. 
Service became the slogan of the carriers and this service now 
so greatly outstrips any ever heretofore given in this area that 
it forbids comparison.” 


W. J. L. Banham, speaking as chairman of the Atlantic 
States board, pointed out the difficulties in car service that 
resulted in that territory due to density in population. He said 
the region covered by his board included 21 per cent of the 
entire population of the United States, and included the three 
great ports of New York, Philadelphia and Baltimore. In spite 
of this, he said, most of the complaints registered were of a 
“trival nature” concerning themselves mostly with delays in 
L. €. L. shipments. He added: 


One of our greatest achievements has been a carefully worked 
out plan which made it possible to handle currently the tremendous 
trans-continental movement of grapes into the New York district 
with very little congestion, reducing habitual claims to an infinites- 
imal amount. Because of the better condition of the fruit at the 
time the sales were made in the Yew York terminal, a much better 
price for the growers prevailed. Indeed, it has been estimated that 
in 1924 the plan was directly responsible for an increased revenue to 
the California growers of approximately $5,000,000 over 1923, and 
we —_ no doubt that the season just past will show even better 
results. 


A. F. S. Steele, chairman of the Pacific Northwest board 
and general manager of the Apple Growers’ Association, re- 
ported on the future transportation needs of his territory, as 
follows: 


. Lumber is the most important commodity produced in our ter- 
ritory. 

This industry requires approximately 300,000 cars a year for the 
movement of its products to market. The general car requirements 
for grain movement from the producing centers to Pacific coast ele- 
vators will be in the neighborhood of 34,000 cars a year. The pro- 
duction of fresh vegetables will amount to approximately 12,000 cars, 
while car requirements for canned fruits and vegetables will be some- 
thing like 4,000 cars. The canned fish industry likewise will require 
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about 4,000 cars. Coal production for our territory for the coming 
year will approximate 62,000 cars, ore movement will take about 
12,000, and the estimated production of cement will be in the neigh- 
borhood of 8,000 or 9,000 cars. 


The significant portions of the report of the Ohio Valley 
board, made by Theodore Davis, chairman, were as follows: 


Underlying business conditions in our territory are sound. There 
is little unemployment. Farmers are realizing good returns on most 
products; factories showing more normal ratio of general activity 
while very material advantage to all lines of industry is showing as 
result of the country’s awakened realization of the importance of im. 
proved transportation. Banks are conservatively strong and showing 
material increase in their resources. There appears nothing in sight 
to countermine the general forecast of gaad business in practically 
all lines for the coming year. 

The Ohio Valley board believes it stands second to none ip 
accomplishments, and while it has not been called upon to handle 
any problems affecting the national situation, yet the cooperation 
given by the members of this board to the railroads and vice versa 
has po doubt had its effect on the general situation over the entire 
country. 

Perishable committees in this district functioned remarkably wel 
during season when refrigerator cars were badly needed, and this 
district stands, with exception of New York district, at the top of 
the list of all districts east of the Mississippi River. 

The officers of the board, chairman and vice-chairman of the 
committees have been active in acquainting the shipping public with 
the aims and objects of the board, and this has resulted in from an 
organization of fifty-six shippers and railroad representatives to a 
board membership of approximately two hundred and fifty. Ma- 
chinery has been set up to handle shippers’ service and transpor- 
tation problems, and in every case where called upon there has been 
no trouble in ironing out any difficulties that arose between the 
shippers and the carriers. 


E. B. Spiller, chairman of the Southwest board, made the 
statement that the operation of his organization had “prac- 
tically eliminated” car shortages and railway service complaints 
in that territory. He had considerable to say about the prob- 
lems encountered due to the seasonal movement of many of 
the commodities shipped heavily out of the Southwest. More 
than half of all the cotton and oil produced in the United States, 
and over 90 per cent of the sulphur originated in his territory, 
he said. He continued: 


Our seasonal movements of importance begin with perishable 
products in Rio Grande valley and south Texas sections during the 
late fall and continue with increasing volume up to and _including 
April—the peak months being February, March and April. Shipments 
of these commodities then extend with decreasing volume to South 
Central sections during the months of May and June. This is fol- 
lowed by the melon and peach shipments during the months of June, 
July and August. Refrigerator equipment is used for these ship- 
ments with the exception of potatoes and watermelons, which move 
to a considerable extent in stock cars. The development of the citrus 
fruit and winter vegetable industry in south Texas has greatly in- 
creased during the past three years, and considerable further develop- 
ment appears to be in prospect. The movement of citrus fruits and 
winter vegetables alone from south Texas points has now reached 
the volume of about 25,000 cars annually, most of which is produced 
in the Rio Grande Valley, Crystal Springs and Laredo sections. 

_. Livestock industry in the Southwest has always been of con- 
siderable importance. The heaviest movements are confined to the 
spring and fall months. 

The rice industry in the southern portion of Texas, Louisiana 
and Arkansas has assumed a place of industrial importance. Har- 
vesting of this crop begins in September and usually extends into 
peewee and oor into cae The production in these 

ree states amounts to approximate er cent of - 
duction in the United States. J ” ‘“ —— a oe 

The sugar industry of south Texas and Louisiana, particularly 
Louisiana, is also quite an important factor in the southwest. This 
production amounts to approximately 3% million tons of cane and 
250 thousand tons of sugar annually. This movement begins around 
October 15th and is usually over during the first half of January. 
The movement of sugar, of course, continues more or less through- 
out the year. 

The grain movement begins with the harvesting in central sec- 
tions of Texas of oats in May, and extends northward as the season 
advances—the heaviest traffic movement being that of wheat from 
the Panhandle of Texas and Oklahoma during the latter part of 
July and the month of August. In normal crop years, 60 per cent 
or more of this crop is used by local mills and the surplus exported 
through the port of Galveston, but in poor crop years, practically the 
entire production is consumed by local mills. During the year 1924, 
33 million bushels of wheat were exported through the port of 
ee, practically all of which was produced in Oklahoma and 

exas. 

The peak of the grain movement is closely followed by our 
heaviest traffic of the season, which is cotton and cottonseed. The 
harvesting of this crop begins in south Texas sections in August, 
and gradually extends northward—the peak being reached during 
the months of September, October and November—during which 
months approximately 90 per cent of the entire crop moves from 
country stations to compresses, and 65 per cent from compresses 
to port concentration points, to export, or to American spinners. 
Approximately 220 thousand cars are required to move this crop to 
compression points, and 115 thousand cars from compression points; 
and in addition to this, about 160 thousand cars are required to 
move the cottonseed to crusher plants and 150 thousand cars for 
the cottonseed products. 

The progressive increase in attendance at the meetings of the 
southwest board indicates, I think, a growth of understanding and 
confidence #h our board work, which is shared by both those of 
industry and those of the carriers. Altogether, we now have 2 
rather ideal situation in our territory, and not only has a better 
spirit of cooperation been developed between the shipping public 
and the carriers, but a better spirit of cooperation and confidence 
has also been established between shippers themselves; and unques- 
tionably, the information presented by the commodity committees of 
the board has been extremely helpful to all interests in the way of 
—_—= a constructive forecast of what our business is expected 
to " 


The report of the Great Lakes board, read by L. G. 
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—and again 
in 1925 


“The heaviest traffic in the history of this coun- 
try is being moved this year (1925) with less 
cars and fewer locomotives than used in any 
recent previous year.” 


“In a period when more than a million loaded 
cars are being moved weekly, we find the ser- 
vice department of the Interstate Commerce 
Commission reduced to a skeleton organization.” 


“On the part of the carriers there never was 
demonstrated in our century of railroad opera- 
tion in this country such a realization of re- 
sponsibility for service, and performance of it.” 


From the report of the Committee on Public Rela- 
tions of the National Association of Railroad and 
a, Utilities Commissioners, as presented by Mr. E. I. 
NEW YORAN ee Lewis, of the Interstate Commerce Commission, 
=e TRALIJR* » Washington, Oct. 14, 1925. 
LINE a. %i 





New York Cena Lines 


Boston & Albany—Michigan Central—Big Four 
Pittsburgh & Lake Erie—New York Central 
and Subsidiary Lines 
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Macomber, confined itself largely to a statement of the nature 
of the traffic originating and coming into the region covered by 
that board. Ore and coal, he said, were prime traffic factors, 
and automobiles the chief manufactured commodity. He added 
that agriculture was not a small industry in that territory and 
detailed especially the wheat, sugar beet and fruit part of that 
kind of traffic. With regard to the Great Lakes board, he said 
its influence “is being felt throughout the territory and trans- 
portation conditions are excellent. The predicted shortage of 
open top cars last fall was averted, permitting a steady move- 
ment of sugar beets and bituminous coal. The seasonal car 
shortages in box car equipment occurring before the formation 
of the Great Lakes board was prevented. Transportation as 
a whole has been improved. Merchandise cars are moving with 
better adherence to advertised schedules and terminals are 
free from congestion.” 

The Southeastern board had already accomplished much, 
according to A. G. T. Moore, chairman, who presented the report 
for that organization. He enumerated some of these accom- 
plishments, including the uniform rating of lumber mills, the 
minimized use of coal cars for storage of coal, the acceptance 
generally of the Pittsburgh testing laboratory seals and, in 
general, the heavier loading of all commodities, especially fer- 
tilizer. He added that much of the present excellent’ car service 
in the Southeast generally was due to the educational work 
the board had carried on which resulted in prompter loading 
and unloading. 

Touching upon the situation in Florida he said that, with 
all of the inconvenience it entailed, it was valuable to an extent 
in that it showed the shippers are “amenable to reason in times 
of transportation famine as well as during periods cf plenty. 
There had been some doubt in some circles that such would be 
true.” 


R. C. Ross, chairman of the Midwest board, stressed the 
benefits obtained by the close contact afforded by the boards 
between the farmers and the carriers. “Undoubtedly,” he said, 
“the operations of the boards are bringing out a clearer under- 
standing of the interdependency of agriculture, transportation 
and industry generally. From this is coming a more tolerant 
attitude toward the other fellow’s viewpoint and a realization 
that time and energy invested in assisting in the solution of 
the problem of one industry redounds to the common good.” 


Clyde M. Reed said that of the difficulties in the region where 
the Trans-Missouri-Kansas board, of which he was chairman, 
operated, the chief difficulty came about through the volume of 
traffic of certain commodities. The overwhelming majority of 
tonnage shipped over the rails, he said, was grain and its 
products, live stock and petroleum and its products. The first 
two movements, he said, were highly seasonable, while the 
last was slow and uncertain because most of the oil shippers 
owned their own cars which had to be given long empty hauls 
before they again became available. In spite of these diffi- 
culties, he said, no shortage of any kind had taken place in 
the three years his board had been in operation. He added 
that in 1924 there were some 13,000 fewer freight cars of all 
kinds in service than in 1919. This result he said was brought 
about by using the available equipment more efficiently; by 
which, he explained, he meant the heavier loading of cars, 
promptness in loading and unloading, and moving loaded cars 
more miles per day. This efficiency again, he added, was due 
to four factors. First, better relations between the railway 
managers and their employes; second, better equipment and 
operating methods; third, better distribution of equipment and, 
fourth, better cooperation between shipper and carrier. The 
last, he added, was of prime importance, and the regional ad- 
visory board in the Trans-Missouri-Kansas territory thought they 
were entitled to considerable credit on the point. 


The region attended to by the New England board also had 
its pecularities, said W. F. Garcelon, chairman. It resulted 
from the fact that most of the hauls there were short, averaging 
something under a hundred miles. This also complicated the 
terminal situation. But the board had done much to clear up 
the situation. Its most notable achievements, he said, were 
along the lines of obtaining suitably heated cars for potato 
shipments, and in handling the grape crop and the heavy ab- 
normal shipments of coal that began after Thanksgiving of 
this year. He pointed out that much good could still be done 
by means of cooperation between the boards. He said the 
good that had been done in New England by making uniform 
the tracing and claim practices could be extended, and referred 
especially to cotton. Claims resulting from poor marking, he 
pointed out, could be cut down if the matter were taken up 
at the shipping points by the southern boards. 


H. G. Taylor, speaking as the chairman of the Central 
Western board, said that his territory, being entirely devoid of 
waterways, usually felt the effect of car shortages soonest. He 
said it was nothing unusual in the old uays to be entirely with- 
out cars in certain localities for from four to six weeks. Since 
the organization of his board there had been no shortage worth 
mentioning, he added. He told about the service being per- 
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formed by his board in broadcasting to sheep raisers daily 
information as to receipts and prices at primary markets as well 
as the car orders received. This service he estimated had saveg 
$250,000 for the sheep raisers in Utah and Idaho in the pagt 
year. Experiments along the same lines in favor of cattle 
raisers had been tried, he added, and proved successful. The 
question of making that service a permanent feature also was 
still pending, he added. 

Speaking at the end of the first day’s sessions, M. J. 
Gormley, director of the Car Service Division, said that persona] 
observation in Florida prompted him to predict that it would 
be three years before the embargoes under which shipments 
were now moving into that state could be lifted. The abnorma] 
movement he said would probably last for ten years. He added 
that the Car Service Division was now working out a plan for 
service that would be announced within a week or two. This, he 
said, would be based on the estimated requirements of localities 
against which the estimated available equipment would be 
allocated on a strictly percentage ration basis. 

The first business of the second day, the two scheduled 
sessions of which were crowded into one lasting well into the 
afternoon, was the reading of the report of the committee 
charged with the consideration of plans for the forming of a 
national board, and with the discussion of duties and personnel 
of executive committees. The report, read by Donald Conn as 
acting chairman of the committee, was adverse to the formation 
of a permanent national organization at the present time. His 
recommendation read as follows: 


That present conditions do not warrant the establishment of a 
national board, but as it may be found necessary from time to 
time to meet in general conference for the discussion of mutual 
problems, that the American Railway Association be empowered 
with the authority to call together representatives of all or any 
group of boards that may be desired for the purpose of conferring on 
such problems when it is deemed necessary to do so. 


With regards to executive committee personnel, the report 
had this to say: 


As the method for securing membership on all boards is not 
uniform, but on account of the importance attached to the duty of 
membership on the executive committee, it is the recommendation 
of this committee that careful consideration be given to the selec- 
tion of members of executive committees as they are the govern- 
ing body of the individual board. 


Both these recommendations were adopted by the confer- 
ence, under rules which meant that their adoption, as well as 
the adoption of other matters, merely signified to the regional 
boards that the conference was expressing a preference and a 
recommendation. 


W. H. Chandler, speaking as chairman of a committee 
which had under advisement the question of chamber of com- 
merce committees on regional boards, reported in favor of those 
committees, but suggested that “no uniformity of duties of 
such committees can be prescribed and that each board work 


out its own problems as to the necessity for and duty of such 
committee.” 


There was some feeling that chamber of commerce commit- 
tees were superfluous in view of other committees covering 
specific commodities. Mr. Conn pointed out that these com- 
mittees were, however, doing a valuable work in many regions 
in reporting on local and civic commercial conditions. He 
recommended that such boards as had not yet formed them 
do so at once. The report was accepted. 

J. W. Roberts read a report, as chairman of a special com- 
mittee appointed to consider the function of railroad contact 
committees and their relations to the advisory boards, and the 
question of standardization of written reports of railroads to 
the boards. His recommendations were accepted with slight 
modifications, notably one which added revenue statements to 
those considered under railroad reports. They were as follows: 


1. That the uniform duty of contact committees shall be to 
act in an advisory capacity on all board subjects with the district 
managers. 

2. That district managers shall be made vice-chairmen of 
contact committees. 

3. That the members of contact committees shall act in the 
capacity of representatives of the railroads in their relation to 
activities of advisory boards; and should be available to meet with 
executive committees of advisory boards on all questions of board 
policy at the call of general chairmen of the boards. 

4. That it shall be the duty of contact committees to use their 
best efforts to secure the proper character of railroad representation, 
both traffic and transportation, of the lines in the districts, to 
attend meetings of the advisory boards. 

5. hat each railroad contact committee should organize itself 
so as to be governed by definite rules of procedure with respect to 
its conduct and membership in all matters which may arise for 
consideration. 

That the railroad contact committees shall co-operate with 
the general chairmen of advisory boards in explaining the purposes 
of the boards to business men, bankers and others, with the under- 
standing that the initiative in such matters must come from the 
advisory boards. Members of contact committees should make 
themselves available whenever necessary for this purpose. 

7. That each contact committee which has not already done so 
should adopt definite suggestions for a program to be submitted 
uniformly to all railroads for the education of railroad representa- 
tives regarding the regional advisory boards in order that they may 
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PN eats mlercbe! 


Oriental Mail Line 








President Grant—One of the five sister ships—showing cargo handling facilities 
especially designed for rapid handling from lighters on both sides of vessel 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service 
between 


Puget Sound and Yokohama, Kobe 


Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


*PRESIDENT JACKSON ................ January 10 
*PRESIDENT McKINLEY ............... January 22 
*PRESIDENT JEFFERSON .,............ February 3 


* Refrigeration Service 


Direct Freighter Service 


Japan, Shanghai, Dairen, Taku Bar, Tientsin 
|__| AR eee  IE e January 20 


Also Regular Sailings Direct to Foochow, Amog, Swatow, Cebu, Iloilo 


OR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phone Randolph 7739. 

New York—32 Broadway, Phone Hanover 7394 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—1714 Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—626 South Spring Street. 

Portland—101 Third Street, Corner Stark. 

Seattle—Fourth at University. 








L. L. BATES, General Freight Agent, Seattle, Wash. 


American | 
Oriental Mail Line 


Operated for 


United States Shipping Board 


by y-Neloshtectan@salssehect! Line, Managing Operators 
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» United American , 


Lines 
INTERCOASTAL SERVICE 


Regular Fortnightly Sailings of Cargo Steamers 
to 





Los Angeles Harbor, San Francisco, 
Oakland, Portland and Seattle 


From From From 

New York Baltimore Savannah 
pk S| ears Jan. 9 Jan. 15 Jan. 19 
eee Jan, 23 Jan. 29 Feb. 2 
ool See Feb. 6 Feb. 12 Feb. 16 
MI nig andic cone nicwa.ewiets Feb. 20 Feb. 26 Mar. 2 
SESS CERES eee ser Mar. 6 Mar. 12 Mar. 16 
I ahirrikins ds nares eer80s 210% Mar. 20 Mar. 26 Mar. 30 
4) SB Oe Apr. 3 Apr. 9 Apr. 13 
EASTERN KNIGHT......... Apr. 17 Apr. 23 Apr. 27 
MONTICELLO... ...ccccccccs May 1 May 7 May il 
6 eee May 15 May 21 May 25 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 6, New York Docks, Brooklyn, N. Y. 


A dependable service at differential rates 


Goods for Hawaiian Islands trans-shipped at Los Angeles Harbor 
without rehandling (connecting carrier loads at same wharf) by 
the fast passenger steamers of the 

LOS ANGELES STEAMSHIP COMPANY 
with which excellent connections are made. 





Joint Service with 


He HAMBURG-AMERICAN LINE 


Passenger and Cargo Steamers 





NEW YORK TO HAMBURG 


THURINGIA .......... Jan. 14 WESTPHALIA ......... Feb. 11 
DEUTSCHLAND ......- Jan. 21 ALBERT BALLIN...... Feb. 16 
CLEVELAND ......... Jan. 28 *THURINGIA .......... Feb. 25 
MONTPELIER ........- Feb. 4 DEUTSCHLAND ...... Mar. 4 


*Via Boston 
Steamers sail from Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 


LEGIE (via Baltimore and Hampton Roads).............-- Jan. 30 
BALTIMORE TO BREMEN AND HAMBURG 
SEEKONK (via Hampton Roads) ............2eeseeeeeeeeees Jan. 28 
LEGIE (via Hampton Roads).........escecceceeseccssceees Feb. 6 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 
BIG avi cccivicsdciowkebsbectenpoes cesueveeneteeses pewiie --..Feb. 9 
NEW ORLEANS TO BREMEN AND HAMBURG 
oo... eer ToT errr er rer January 


ALSO DIRECT FREIGHT AND PASSENGER SERVICE 
FROM U.S. PACIFIC PORTS TO HAMBURG, 
ANTWERP AND UNITED KINGDOM 


Through bills of lading via Hamburg to LONDON, HULL, LEITH, 
DUNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 











CHC. o oo on0siseccece 327 S. La Salle St., Phone Wabash 4891 
= BRANCH OFFICES: 

i inii5'0:09%4040 50 oe eewenn ee 4128 Jenkins Arcade Bldg. 
INI 5 606s5.0:0: 04:50 0410 eerie oie sinwiorreee's 1003 Rockefeller Bldg. 
AGENTS: 
ia iain a1s'9 0-4 as ia or9so-0'0 Seelam ees eure aie John M. Born 
Is ov cscccccecccvcccscess Dichmann, Wright & Pugh, Inc. 
eee err et a C. H. Sprague & Son 
pO, rr rere eT rrr rer M. J. Hogan & Co. 
> ree Los Angeles S.S. Co. 
_ nes ers Richard Meyer Co. 
NS 015 os 000.064 80-008 daete Dichmann, Wright & Pugh, Inc. 
EE ee rere en Sudden & Christenson 
iy IR 44 | eee Dichmann, Wright & Pugh, Inc. 
5564 'aing Wwe: s 9 09-0 Wr wie Columbia Pacific Shipping Co. 
I dl cnn wo S-0 at. yiv wae oe Hee Cows Stes Sudden & Christenson 
oe eer rae Sudden & Christenson 
ES 92139 cic si9' 4 arasaye'e deeb oleea bino-oew marae M. J. Hogan & Co. 
CE ae het ccy ars die ceiels aici eos oie mae aoe Sudden & Christenson 
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be fully apprised of the movement and able to talk intelligently 
concerning it, to shippers and receivers in each section of the 


country. 


8. That contact committees shall be composed of such rail- 
road representatives as are vested with authority to represent their 
lines on all subjects properly coming before the advisory boards. 

y. That it shall be the duty of contact committees to assist 
district managers and to deal with commodity committees, in- 
aividuaily and collectively, through district managers, to encourage 
proper observation of car service and other transportation regula- 
tions. 

10. That as far as it may be consistent with the policies of 
individuai railroads, use should be made of the various railroad 
publicity channels, including dining car menus, posters, et cetera, 
for informing the general public of the advisory boards and their 
purposes. 

11. That contact committees should be prepared to meet upon 
call with any commodity committee of advisory boards or to appoint 
railroad committees for this purpose. 

12. That in respect to the functions of contact committees, each 
district manager shall keep a current continuing docket of all 
matters which arise in board conferences, same to be submitted 
immediately after each meeting to every member of the contact com- 
mittee who shall be kept advised of reports of progress thereon; or 
settlement. 

13. That the chairmen of contact committees should currently 
exchange ideas and reports of progress; or new developments in the 
conduct of their work, in order that the greatest practicable benefits 
from such relations among railroads of the different regions may 
be thus brought about. 

14. That each contact committee shall consider the propriety 
of arranging for a representative of one of the railroads in interest 
to make a talk covering a period of not to exceed twenty minutes 
at each meeting of an advisory board, on some topic which will be 
of interest and perhaps also of educational value to advisory board 
members. 


Recommendations of this committee relative to railroad 
reports were as follows: 


1. That written reports should be submitted to the interested 
district managers at least ten days in advance of each meeting 
of an advisory board. 

2. That reports should embrace a comprehensive outline of 
the existing transportation situation incident to the operation 
of the railroads, including a brief description of any important 
new or improved existing facility in which members of advisory 
boards might be interested from the standpoint of relationship of 
such improvements to service. 

3. That the Car Service Division shall compile an annual 
composite statement of the capital expenditures and revenues of 
railroads during the year and submit this information to each 
board at an appropriate board meeting each year for the informa- 
tion of members of the board. 

4. That statistical data pertaining to freight cars, locomo- 
tives, etc., required for reports of railroads to advisory boards, 


shall be based on the last official reports to the Car Service Di- 
vision. 


5. That each railroad should designate an officer to represent 
it at each meeting of an advisory board in connection with dis- 
cussions pertaining to written reports presented; and in supple- 
menting such reports by oral statements to the extent which may 
seem necessary or desirable. 


The committee appointed to formulate recommendations as 
to board memberships, advised that they thought it proper to 
expand memberships to include “any person interested in pro- 
moting the objects” for which the boards were created. The 
methods to be used in bringing about this expansion were left 
to individual boards. C. Milbauer, chairman, presented the re- 
port, which was accepted. 


Much interest was expressed in the report of the committee 
appointed to deliberate on the question of whether or not rate 
and classification matters should be considered by the boards. 
R. C. Ross said that the suggestions offered were as diverse as 
the membership of the committee, but that the following rec- 
ommendation, suggested by C. A. Lahey, was finally adopted. 
His report was accepted by the conference. 


The functions of the regional advisory boards, according to 
their by-laws and statement of purposes, cover matters involving 
transportation performances and car detention. Matters of rates 
and charges for transportation movements and accessorial serv- 
ices are barred from consideration. We believe that this should 
continue to be the general policy. 


However, with regard to rules and regulations concerning 
transportation services, we believe that discussions of many such 
subjects are frequently necessary in order to achieve the primary 
purposes of the organization. Many of these rules and regula- 
tions are matters of tariff record, and this committee does not feel 
that discussion of such rules and regulations should be barred; 
but, for final settlement, they should be referred to the agencies 
of the railroads and the shippers which have been set up for that 


purpose, such agencies to be given the benefit of the discussions 
at the board conferences. 


J. F. Reed, chairman of the committee on uniformity of 
board functions and nomenclature, recommended that the names 
of the boards be changed to “transportation advisory boards.” 
His suggestion met with considerable opposition, C. M. Reed 
suggesting that the significant word of the title had been and 
ought to be “shipper.” He moved the striking of the para- 
graphs of the report containing the recommendation and sub- 
stituted therefor a motion to recommend the name “shippers’ 
regional board.” Mr. Ross suggested that this name left out 
the function of the boards, which was to “advise” and that, in 
view of the fact that the boards’ name included the name of 
the region throughout which they operated, the word “regional” 
was superfluous. His substitute motion to recommend the uni- 
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form name of “shippers’ advisory board” prefixed by the Name 
of the region, was adopted on a record vote of ten boards to two 

Mr. Reed’s report also contained a number of recommenga. 
tions with regards to the names of commodity committees whic, 
his committee thought ought to be revised so as to bring about 
uniformity in that respect. In addition it also recommended 
that L. C. L. committees be dispensed with. The committee, 
was explaned, thought less-carload freight was well enough 
taken care of by the commodity committees. However, on the 
motion of W. J. L. Banham, that part of the report was strickey 
A further recommendation, that permanent records of attendance 
at meetings be kept by the boards, as well as the entire repoy 
as amended, was adopted. 


Mr. Banham, as chairman of the committee on methods fo; 
improving commodity committee reports, submitted, among 
others, the following recommendations: 


Where difficulties are being encountered by commodity con. 
mittees in securing proper data for inclusion in their commodity 
reports, it is recommended that some officer of the trade associa- 
tion representing their particular commodity be included on the 
commodity committee as vice-chairman or a member. 

Commodity committee chairmen having difficulty in obtaining 
answers to questionnaires should make a special report to the 
general chairman of their board, enumerating those who are not 
replying to questionnaire, the general chairman in turn will go- 
licit the good offices of the railroads, through the respective dis- 
— managers and members of the contact committee, to the 
end that the requested information may be forthcoming. 

In some instances it appears that information may be obtained 
from carriers in a given section as to the loadings of particular 
commodities for the year previous to period for which report is 
made, and, it is suggested that should a commodity committee 
chairman desire this information for the compilation of his report 
— should be made through the general chairman of his 

oard., 

Analyzing commodity committee reports: For the purpose of 
affording an opportunity to intelligently comment upon or ecriti- 
cize commodity and railroad reports, it is suggested that they be 
printed in advance and distributed not less than five days prior 
to the date of board meeting. This advance report should be 


sent to all members of commodity committees and railroad contact 
committees. 


To this report was appended an extensive list of recom- 
mended changes in commodity nomenclature. Both documents 
were accepted by the conference. 

The matter of board publicity was discussed in a report 
read by W. H. Gibson, chairman of the committee appointed to 


consider the subjects. It was accepted, its salient points being. 
as follows: 


A. It is recommended that each board establish, as early as 
possible, a publicity committee, which will build up a contact with 
the leading dailies, trade organs, etc., in each board district, to the 
end that the press furnish reporters to cover each board meeting, 
and give proper space to the printing of board items. It shall be the 
duty of the chairman or vice-chairman of the publicity committee 
to keep in touch with the board representatives, call their attention 
to the salient news value of their reports, and explain any other 
technical matters necessary to their proper utilization. 

B. That ways and means be established for definitely and sys- 
tematically acquainting the public press and trade organs with the 
functions and objectives of the advisory boards, and that the man- 
ager of the public relations section, car service division, be asked 
to consolidate and summarize the various publicity programs of the 
various boards for submission to each board. 

C. That, as applying to this general conference, a definite ex- 
pression with reference to the advisory board movement be made 
to the public and the carriers by the regional board chairman in a 
combined statement. 

It is recommended that the minutes of the advisory boards 
include the names of officers, chairmen and vice-chairmen of com- 
modity committees and the attendance record. That twice each year 
a roster of advisory board membership be published which will be 
currently accurate as to the total membership in any one region 
and will carry the revised by-laws of the board. 

E. It is recommended by this committee that all regional boards 
shall publish their commodity committee reports and railroad reports 
in advance of each meeting and have them available for distribu- 
tion at the meeting. : 

F. It is recommended by this committee that the car service di- 
vision make a complete digest of all circulars pertaining to car 
loading and operating statistics which they are now forwarding to 
board members. That a copy of this digest be sent each district 
manager with directions to docket the subject with his next subse- 
quent board meeting and that each board or committee member 
may indicate which of the various circulars they desire to regularly 
receive. After receiving the requests from the various district man- 
agers, the car service division will revise their board mailing lists 
to meet the wishes or requirements of individual members of par- 
ticular boards. : 

G. It is recommended by this committee that at an appropriate 
time when the reports of the commodity committees have been 
demonstrated to be reasonably accurate that the car service division 
compile and publish a quarterly digest of the business situations in 
the respective boards’ areas and that appropriate methods of dis- 
semination and publicity be arranged. As uniformity in the state- 
ment of commodity committee reports is absolutely necessary in 
order to carry out the purpose of this suggestion, it is recommended 
that all regional boards after appropriate analysis of the business 
and economic situations in their districts arrange to receive their 
commodity committee reports to forecast business conditions for 
the quarter beginning with Jan. 1, Apr. 1, July 1 and Oct. 1. 

H. It is recommended that the regional board meetings be ad- 
justed to take place at a reasonable period in advance of the be- 
ginning of each of these quarters and that the car service division 
compile a list of the dates on which board meetings are being held 
and after submission to and revision by the individual boards pub- 
lish a schedule of such meeting dates. This committee recommends 
that the regional board meetings be held during the months of 
December, March, June and September. . 

I. It is recommended by this committee that each regional 
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board keep a definite up to date list of their membership to. be 
separate and distinct from any general mailing list maintained for 
the forwarding of board minutes and to be divided as follows: 
1. Executive committees (including board general officers). 2. 
Contact committees. 3. Commodity committee chairmen and vice- 
chairmen. 4. Other board members including commodity committee 
members and members-at-large. That when any changes in the 
personnel are made a circular be issued to the members of the board 
and the car service division at Washington so that mailing lists 
may be intelligently kept up to date. 

J. It is recommended that all communications or circulars from 
the Washington offices of the car service division which they desire 
to bring to the attention of members of the respective boards, and 
when such refer only to strictly board questions, shall be sent to the 
respective district managers of the car service division with copies 
to board general chairmen and general secretaries and each board 
shall adopt such means as seem appropriate for their locality in the 
dissemination of such information to their own memberships, the 
district manager to advise the car service division as to the dis- 
tribution made. Circulars referring strictly to transportaion situa- 
tions which in the judgment of the car service division should reach 
members of particular commodity committees or the membership 
in general shall be forwarded direct by the car service division from 
the Washington headquarters with copies to district managers and 
board officers with a communication indicating the action which the 
Washington office has taken and the reason therefor. 


The final report, that concerning banking committees, was 
presented by C. L. Mosher, was also accepted. It said that such 
committees could help the boards in the following ways: 

In assisting constant improvement in commodity committee 
reports in order that they may secure an authentic, current pic- 
ture of existing business conditions, particularly in the respec- 
tive board districts, together with a measure of approximate 
production and shipments for subsequent periods. 


That banking associations and individual bankers in their 
affiliation with the advisory boards are afforded an opportunity 
of carrying the problems of the banker directly to representative 


leaders of each phase of production at the regular meetings of 
the advisory boards. 


That the results of board conferences and reports are of 
material value to bankers in their analysis of credit questions. 
That the bankers maintain a prime concern and interest in 
furthering better relations between the railroads and their pat- 
rons, and the banker who comes in contact with all forms of 
industry, shippers and receivers, can and should contribute in 


every possible way to the furtherance of the advisory board 
movement. : 


Bankers are most vitally interested in any reasonable plan 
that will improve the efficiency of transportation. Bankers are 
interested in establishing a more even distribution of products, 
especially those of agricutlure, since it has been already proven 
by the accomplishment of the advisory boards that orderly dis- 
tribution lends itself most effectively to elimination of market 
gluts. Bankers are interested in any reasonable plan that will 
speed up transportation. They are intimately concerned in the 
elimination of the wasteful use of credit attending slow transpor- 
tation and the consequent necessary high inventories contribut- 
ing extensively to fluctuations in the demands for credit. 


Bankers, as well as the shipping public generally, are inter- 
ested in any plan that will effectively reduce the constant adju- 
dication of business problems by government. The regional ad- 
visory boards have demonstrated that by assembling uniform 
and intelligent opinion, expressed through a definite association 
of all interested economic groups, appeals to government trib- 
unals are becoming increasingly unnecessary, which will ulti- 
mately result in a higher standard of business relations. 


Bankers are directly concerned in railroad finances, in the 
more efficient and economical use of equipment, brought about 
by improved physical facilities and methods of operation initi- 
ated by the carriers themselves, and also in the co-operation of 
the part of shippers and receivers through the advisory boards 
to this end. This co-operative effort has proven that effective 
reductions can be made in the transportation units and ade- 
quately meet the demands of the public, automatically reducing 
capital invested in equipment that it may be more appropriately 
employed in other general improvements. 


Your committee believes that the aims and purposes of the 
regional advisory boards are of prime interest to the bankers of 
this country, and recommends that every regional advisory board 


establish banking committees in territories where they do not 
now exist. 


1. That the personnel of the committee be composed of 
executive officers of representative banks and banking organi- 
zations, and that every such committee member assume a definite 
obligation to be present at each regional board meeting. 

2. That the committee invite the co-operation and interest 
of representative bankers and banking organizations in the re- 
spective board districts, and that the chairman of the banking 
committee be requested to currently inform the bankers of his 
territory of matters of special interest coming out of regional 
board meetings. 

3. That so far as practicable the various banking commit- 
tees bring to the attention of banking organizations the construc- 
tive work of the regional advisory boards, urging their en- 
dorsement. 

4. That the banking committee be requested to submit at 
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each board meeting a comprehensive report dealing with finap. 
cial and business conditions within the board district. 

5. That the respective banking committees be requested to 
bring to the attention of respective board meetings problems 
that relate jointly to transportation and the extension of credit. 


BRAZIL PROTESTS RATE INCREASES 
The Trafic World New York Bureay 


Local steamship officials have received a protest from the 
American Chamber of Commerce at Sao Paulo, Brazil, againgt 
the increase in freight rates from New York to Rio de Janeiro 
and Santos. A committee. of the chamber has sent a letter to 
American exporters and importers setting forth its reasons for 
believing that the advance will result in serious curtailment of 
commerce, particularly through the port of Santos. The letter 
reads in part as follows: 


The United States Shipping Board was organized for the pur- 
pose of utilizing the Emergency Fleet in the promotion of American 
shipping and the interests of American overseas commerce, which 
was previously carried in foreign bottoms, subject to discriminating 
freight rates. In spite of disadvantageous shipping regulations, our 
merchant marine has rendered to our foreign trade no small service 
and we have learned to depend upon it as a regulating medium. 

While the port of Santos was so congested that ships in con- 
siderable numbers were often compelled to remain in port a month 
or more before a discharging or loading berth was available, a sur- 
charge rate and demurrage were justifiable. Since October last, 
however, the port of Santos has been free of ships awaiting room 
at the docks and now the report comes to this chamber that freight 
rates from New York to the port of Santos are to undergo a fur- 
ther increase of $2 per ton or bulky or heavy merchandise such as 
iron and steel products, with even greater increases on other mer- 
chandise, $4 per ton on pig iron. 

These increases to go into effect on January 1, 1926. It is also 
reported that the freight on iron and steel products to the port of 
Santos will be $2 per ton higher than to Rio de Janeiro, for which 
Wwe can see no justification whatever. In the absence of any in- 
formation to the contrary, it is presumed that the present surcharge 
is to remain, or is it concealed and made permanent in the proposed 
increase in freights? 

More surprising does all this seem when taking into considera- 
tion that, at a meeting of the representatives of European steamship 
lines running to Rio and Santos, recently held, it was proposed that 
in view of the improved conditions at these two ports the surcharge 
on freight should be abolished and freight rates lowered in case the 
improved conditions should prove permanent. 


It was with no small amazement that we learned through official 
sources, that the Shipping Board is a minority member in the United 
States, Brazil and River Plate Conference, which controls rates to 
South American ports. That the United States Shipping Board should 
have placed itself in the hands of an organization composed of foreign 
elements and whose preferences are naturally in favor of the com- 
mercial interests of their home countries is almost incredible. 

The only conclusion one can reach in the presence of such facts 
is that the Shipping Board, despairing of being able to hold its own 
in the way of fostering American export trade against competition, 
has preferred to join hands with its competitors in order to share in 
such profits as the combine migh afford. 


The protest has been referred to a special committee which 


is to draft a reply for consideration by the conference next 
Tuesday. 


STRONGER OCEAN RATES EXPECTED 


The Traffic World New York Burea 


Dullness in the full cargo markets during the holidays con- 
tinued through the first part of this week, and no definite trend 
in any direction was noted. Several indications, however, point 
to a revival of demand for space and a consequent increase in 
activity, though so long as the coal strike continued vessels 
will arrive here with shipments of coal from Great Britain and 
will be available for return cargoes at a low level of rates. 

Conditions generally through the last year have not been 
bad. Few steamship companies have made money, but business 
has been orderly, traffic has been moderately heavy and rates 
have not been abnormally low. 


In some respects last January was more optimistic than 
the present month. At that time shipowners had become unduly 
encouraged as a result of the rapid advance in full cargo rates 
for three months. The peak was reached about the first of the 
year and activity slumped off gradually afterwards. It is not 
improbable that the outlook for the immediate future is better 
now, as business seems to be on a sounder basis. 


Rates are continuing at about the same level as the last 
several weeks—that is, about three shillings on heavy grain 
to the United Kingdom, 13 cents to the Continent and 16 cents 
to the Mediterranean. The number of vessels fixed has been 
about the minimum, as no one seemed anxious to cover any 
except immediate requirements. The coal market has also been 
quite, but with some evidence of renewed demands from Rio 
and the River Plate. The undertone in the sugar trade was 
better, with a tendency toward stronger rates. 

The intercoastal trade continued strong. The lumber rate 
from U. 8. Pacific ports to Atlantic was quoted at $15.50 for 
1,000 feet, compared with $15 from Canadian ports. The Japan 
market was firm at $11.50 with little tonnage offered. United 
Kingdom was quiet at 35 shillings and South America, West 
Coast, was quoted at $12.50 to $18. Generally speaking, the 
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For the Great Calumet District 


General Merchandise, Furniture 
and Cold Storage 
The Great Lakes Warehouse Corp. 


Telephone Hammond 3780 HAMMOND, INDIANA 


MEMBERS AWA OWA 


DERER 


Ser Vv/Cce 


TERMINAL 


BUILDS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


EM MERIDITH CO), | venver, covonano | 


Warehouse Kennicott-Patterson Warehouse Corporation 

R 73Mdse. cars loaded Pn ccgpiniiyy ae: 
every 24 hours for shipment | | scanters we vassoct vuriouers, Wrnecntr forte ante 
over 16 different routes~ 1700 Sixteenth Street, DENVER, COLORADO 


R.A.SIDING — SHORT HAUL TO ALL DEPOTS 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


DEEP WATER AND RAIL CONNECTIONS 


Trucking—Distributing 
UNION Storage — Forwarding 


_|TRUCKING LARGEST HANDLERS OF 
|| COMPANY CARLOADS IN MICHIGAN 
ve 


524 Eighth St. DETROIT 


Merchandise Storage and Pool Car 
Cupra cece Distribution camo 


CHICAGO 


0S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 





PORTLAND, OREGON 
COLONIAL WAREHOUSE & TRANSFER CO. 


STORAGE AND DISTRIBUTION 
FREE MERCHANDISE BONDED 


Serving many large National Distributors 474 Everett St., or 
Write or wire us for information and rates 13th and Everett Sts. 


SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 


New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members: American Warehousemen’s Ass'n 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 











ALBANY, Hi. Y. 


Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 




























ar —— enews and distribution 
its branches, write or wire 


WESTERN 


WAREHOUSING COMPANY 

Polk St. Terminal, Pennsylvania R. R. System 
321 West Polk St., CHICAGO 

“At the the Edge of Loop” WILSON V. LITTLE, Supt 


Make this Mammoth Plant 


Your Chicago Warehouse 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 


ee — - — 




















SPACE FOR LEASE 
OFFICES TO RENT 


CONTINENTAL 
WAREHOUSE CO. 


2201-35 So. La Salle St. 
CHICAGO, ILL. 


Merchandise Storage 
Pool Car Distribution 
Low Insurance Rate 
At Your Service 
























































































Fr SATIRE Arn nrcena bes noth RL Sr 


Reo 

















1p Spit Raper aa aaah 













































































106 | THE TRAFFIC WORLD 


Pacific Coast charter market was firm because of the shortage 
of tonnage there. 


One of the most important developments of the week was 
the announcement that the Boston Maritime Association had 
petitioned the Interstate Commerce Commission to reopen the 
Ann Harbor differential case as applying to grain and grain 
products for export. The original application for abolition of 
the rail differentials was rejected by the commission. Phil- 
adelphia and Baltimore interests will unduobtedly oppose the 


new move, and will guard jealously their existing differential 
under New York and Boston. 


Now that Boston has formerly made the move, however, it 
is anticipated that Senator Butler will reintroduce his bill to 
equalize through rail and water rates, and that New York will 
align itself with Boston. Philadelphia and Baltimore have the 
difficult position of opposing the removal of their differential 
under the North Atlantic and at the same time of opposing the 
efforts of the South Atlantic and Gulf for more favorable treat- 


ment for the same reasons advanced by the mid-Atlantic 
interests. 


A heavy eastward movement of seasonal products in the 
intercoastal trade is expected by steamship lines in February, 
due to the fact that increased rates become effective on the 
first of March, and that commodities delivered on the wharves 
by that date will escape heavier local taxes. Eastbound move- 
ment of general cargo and lumber from the West Coast to the 
Gulf and Atlantic is already taxing the lines to capacity. 

A new through rate of $13.75 a ton has been made on 
canned pineapples from the Hawaiian Islands to Gulf and At- 
lantic Coast ports. This rate, together with the reduction of 
25 cents a ton from the islands to Los Angeles and San Fran- 


cisco, makes the direct Atlantic rate 75 cents per ton higher 
than the present rate. 


The next joint meeting of the Atlantic Far East Conference 
and the Pacific Westbound Conference will be held in Los 
Angeles on March 8. E. C. Trainor of Nippon Yusen Kaisha has 
been elected chairman of the Atlantic Far East Conference for 
three months to succeed J. D. Meehan of the Barber Lines. 


REPARATION IN OCEAN RATE CASE 


The Shipping Board has entered an order in No. 13, Ameri- 
can Tobacco Company vs. Compagnie Generale Transatlantique 
(French Line), directing the French Line to pay to the com- 
plainant, as reparation on account of unlawful transportation 
charges exacted on shipments of cigarette papers, the sum of 
$47,856.98, with interest at the rate of 6 per cent. The order 


was entered in connection with a supplemental report in the 
case in which the board said: 


This proceeding involves collect shipments of cigarette papers 
in books and cigarette paper in bobbins from Harve and Seohinen, to 
New York, moved during the period April 7, 1919, to January 3, 1921, 
and consigned to the complainant American Tobacco Company. In 
connection with these shipments the respondent French Line exacted 


charges for loading and carriage calculated upon a fixed basis of 
5 francs to $1, while in regard to prepaid shipments of identical com- 
modities carri: 


re ed for other of its patrons from Havre and Bordeaux 


New York during the same period and in many instances upon 
the same vessel the respondent accepted payment of such transporta- 
tion charges in francs 


at the current rates of ch: 
5.88 to 17.07% francs to $1. a a 


Under authority of section 22 of the shipping act, sworn com- 
plaint alleging violations of that statute by the carrier in connection 
with the higher charges thus exacted was filed by the American 
Tobacco Company and hearing was duly conducted by the board in 
accordance with its rules of practice. In its report in this case 
rendere don July 17, 1923 (1 U. S. S. B. 53), the board decided from 
the evidence submitted by the parties at such hearing that the 
charges complained of were unduly P ames gree unduly preferential, 
and unjustly discriminatory, in violation of sections 16 and 17 of the 
shipping act, to the extent which they exceeded prepaid charges 
on like shipments from and to the same ports and additional inci- 
dental costs, if any, which the carrier was compelled to absorb by 
reason of transporting collect. In regard to reparation contended for, 
however, it was decided that the record did not afford a basis for 
determining the extent, if any, to which the complainant had been 
injured, and the case was assigned for further hearing in respect 
to any such injury sustained and the amount of reparation to which 
the complainant might be entitled by reason thereof. Following ex- 
tensions of time granted at the request of the parties, supplemental 
hearing was accordingly conducted on May 12, 1925, and the present 
report and decision are confined to a consideration of the issues 
whether in fact the complainant was injured within the meaning of 
section 22 of the shipping act by the payment of the charges found 
to have been unlawful, and, if injured, the pecuniary amount to which 
it is entitled as an award of reparation. a 

Much of the testimony of the complainant’s witnesses examined 
at the supplemental hearing was addressed in detail to the several 
kinds of cigarette papers in books purchased and sold during 1919, 
1920 and 1921 by the complainant and other tobacco companies with 
which it competed, and to the various brands of cigarettes-in the 
manufacture of which the cigarette paper in bobbins was used. The 
facts of record as provided by the evidence of these witnesses are 
that during this period all of such cigarette papers in pooks were 
imported from France, and, with the exception of some Italian and 
a wy per imported by one of the companies, all paper in bobbins 
used in 
such other tobacco companies likewise came from. France and was 
purchased direct or through New York representatives. of French 
manufacturers. Each of the companies (American. Tobacco Com- 
pany, Liggett & Myers Tobacco age R.. J. Reynolds Tobacco 
Company, Pierre Lorillard Company, Surbrug Company. and others) 
had upon the same market its particular cigarette papers or cigaretts 
which corresponded in general character and guality to respective 


e manufacture of cigarettes by both the complainant and. 
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papers and cigarettes of the other companies. While for short jp. 
tervals the price of one brand or another was higher or lower thay 
a corresponding brand of another company, it is shown that through. 
out 1919, 1920 and 1921 the prices obtained by the several companies 
for their respective products here involved were practically the same 
Considerable evidence is of record evincing that at no time was the 
complainant able to recoup any part of the greater charges paid by 
it by increasing the prices of its papers or cigarettes. 

Testimony was also presented on behalf of the complainant re. 
garding cost of production, method of computing cost items, ang 
other matters having bearing or conceived to have pertinence jp 
a decision of the issues involved. 

Although the respondent was represented at the supplementg) 
hearing by counsel who cross-examined the complainant’s witnesses 
at length, no witnesses were presented or testimony offered on its 
behalf, and nothing was advanced by it tending to show the fact 
or amount of any additional cost incident to the carriage of the 
complainant’s shipments collect rather than prepaid. 

Upon all the facts in this case it is undeniable that the complain. 
ant suffered injury within the meaning of section 22 of the statute 
by reason of the unlawful charges paid. As upon the record the ip. 
jury thus sustained is fairly, comparable to the difference between 
the transportation charges exacted of the complainant and what they 
would have been had its shipments been accorded charges based on 
the current rates of exchange similarly as were those of its com. 
petitors, together with interest, that difference and interest con. 
stitute the sum to which the complainant is entitled as an award 
of reparation. The principal of this sum is properly to be calcu- 
lated upon the basis of the rate of exchange on the dates of the 
complainant’s bills of lading, rather than, as contended by the com. 
plainant throughout the proceeding, upon the dates on which the 
charges were approved by it for payment. As in connection with 
each of the complainant’s shipments the interim between the bill of 
lading date and the date payment of the charges was approved was 
one of decrease in the rate of exchange, the principal amount of 
reparation to which the complainant is entitled is less than the 
$53,840 prayed for. 

From a consideration of all the facts, circumstances and con- 
ditions of record the board finds that during the period April 7, 1919, 
to January 3, 1921, the complainant American Tobacco Company 
made 279 shipments of cigarette papers in books and cigarette paper 
in bobbins as set forth and described in exhibits of record in this 
proceeding, on which it paid and bore transportation charges in the 
sum of $99,755.47; that said charges on said shipments were unduly 
prejudicial to the complainant, unduly preferential of its competitors 
and unjustly discriminatory between shippers in violation of sec- 
tions 16 and 17 of the shipping act, as decided by the original report 
of the board herein, to the extent which they exceeded $51,898.49; 
that said complainant has been injured by the respondent Compagine 
Generale Transatlantique within the meaning of section 22 of that 
statute in the sum of $47,856.98 and interest thereon at the rate of 
6 per cent per annum from the respective dates of payment of the 
transportation charges involved as specified in column 24 of com- 
plainant’s amended exhibit A, and that the complainant American 
Tobacco Company is entitled to an award of reparation in the amount 
of said sum and interest. 


WARD LINE LEAVES GULF SERVICE 


The Trafic World New York Bureau 


Announcement was made by the Ward Line this week that 
it will withdraw from the Gulf ports-Havana and Mexico service 
and will concentrate on its services from New York. Joseph 
Hodgson, vice-president of the company, said the Gulf trades 
were over-tonnaged and operation of its ships there was not 
justified. The company may return to the Gulf later if condi- 
tions permit. In the meantime the company will concentrate 
on the improvement of its services between New York and Cuban 
and Mexican ports. Five vessels are now operated in the pas- 
senger service and the company is planning to add new units 
to this fleet. The present schedule calls for two sailings weekly 
to Havana and one sailing weekly to Havana and Vera Cruz in 
addition to a weekly freight sailing to Tampico and a weekly 
freight sailing to the south side of Cuba. The company has a 
fleet of sixteen or seventeen freighters. 

Dudley Thomas, manager of the Ward Line at New Orleans, 
is to return to the New York office as soon as he can close up 
the business of his office at New Orleans. The service from 
that port has been suspended indefinitely as of January 1. The 
service out of New Orleans has been operated for the last eight 
years. Recently the company has encountered the extra com- 
petition of the Cuyamel and Vaccaro lines from New Orleans 
to Mexican ports and has been operating a fortnightly sailing 
from New Orleans to Cuban ports in opposition to daily sailings 
by the competing lines. Cargo offerings, it is stated, have not 
been sufficient to warrant such frequency of sailings. 


QUESTION EXPORT CHARGES 


The Trafic World New York Bureau 


American exporters to Ecuador have called the attention of 
the Merchants’ Association of New York to an increase of from 
five to twenty-five per cent in the fees to be charged on and 
after January 1 by the consul of Ecuador for “consulating” in- 
voices and manifests relating to shipments moving to Ecuador. 
Without such “consulating,” shipments cannot be made. The 
new fees would compel shippers to pay up to twenty-five per 
cent of the total value of all invoices of shipments going to 
Ecuador. It is understood that the increase applies not only 
to United States exporters, but to shippers throughout the world. 

The Merchants’ Association immediately telegraphed to 
Washington, asking that steps be taken to bring about either 
thé repeal or the postponement of the increase, or the exemp- 
tion of goods ordered prior to the date of the announcement of 
the increase, or, failing that, the exemption from the scope of 











mplain- 
atu 
the te 


CE 


Bureau 


: that 
srvice 
oseph 
rades 
3 not 
ondi- 
itrate 
‘uban 
pas- 
units 
eekly 
uz in 
eekly 
las a 


eans, 
je up 
from 


January 9, 1926 








THE TRAFFIC WORLD 107 


MUNS ON DENVER, COLORADO 
LINE 












EASTERN AGENTS 
MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


S.S. CHARLES R. McCORMICK 





FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We ize in the DISTRIBUTION of 
local and pool car shipments. Insurance rate 15c. Negotiable Warehouse 


Receipts Issued. The Weicker Transfer & Storage Company. 


THE NEW NICOLLET HOTEL 


Sailings every two weeks thereafter 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 


SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 


MINNEAPOLIS 


The Northwest’s finest hotel. 600 Rooms with bath or 
connecting. Every room an outside room. Largest and 
finest ballroom in Northwest. 


Every facility for luncheons, banquets and meetings, 





British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


from the small meeting up to 1500 capacity. 
59 Rooms at $2.00 257 Rooms at $3.50 


68 Rooms at $2.50 | RATES 41 Rooms at $4.00 


84 Rooms at $3.00 38 Rooms at $5.00 
Suites and Special Rooms at $6.00 to $9.00 


MAIN DINING ROOM—COFFEE SHOP 
MUSIC and DANCING by the FAMOUS Osborn Orchestra 
3 Blocks from both Depots, Retail Center and Wholesale Center 

Under Management Geo. L. Crocker 


Chicago, St. Louis, Pittsburgh, Baltimore. 
Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 


I MERCHANTS WAREHOUSE COMPANY — 


Merchandise and New Automobile Storage 


POOL CAR DISTRIBUTION LOW INSURANCE RATES 
Write Us for Information and Rates 


South Front, Florida and Georgia Sts. MEMPHIS, TENN. 


SOO TERMINAL WAREHOUSE CHICAGO, ILL. 
Location—Geographically in the 


Storage and Distribution of heart of Chicago. Ground floor 














MERCHANDISE space for lease in large or small 
Without Cartage Charges blocks to desirable tenants. 
Write to Us and Learn About Fire-Proof—4 Car Siding— 


‘THE ECONOMICAL WAY” 





Direct from ships’ holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 
Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
With our long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your shipments. 
Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 

Your shipments can be financed through our negotiable warehouse receipts. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
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the order of goods in transit to the seaboard on their way to 
Ecuador at the time the increase was announced. Attention 
was called to the fact that the matter was one of great impor- 
tance to all firms shipping to Ecuador and prompt action was 
requested. 

A reply received from Washington states that the Commerce 
Department thinks the repeal or postponement of the increase 
is unlikely. The matter is being handled through the State 
Department, with which the protest of the Merchants’ Associa- 
tion has been filed. 

Business houses in New York are writing to the Merchants’ 
Association in order to express their opinions and relate their 
experiences with commercial letters of credit as now used in 
connection with overseas shipments. These statements are be- 
ing analyzed by a special committee of the association in an en- 
deavor to ascertain what defects, if any, exist, from the point of 
view of the merchant, in connection with these financial docu- 
ments. 

Some time ago the Merchants’ Association invited state- 
ments as to whether or not these documents adequately satisfy 
and protect the interests of the merchants using them. In doing 
so the association pointed out its desire for information as to 
both revocable and irrevocable letters, as well as letters relating 
to either imports or exports. At present the association is giv- 
ing no consideration to the failure of these letters to meet ade- 
quately the needs of bankers, insurance companies, etc., if they 
do so fail, limiting its present interest strictly to the adequacy 
of these documents for overseas merchants. 

The association invites such suggestions from any business 
house in New York City, assuring correspondents that any fault 
or lack of service or adaptability which they can point out, or 
any remedy which they can suggest for a fault that exists, will 
receive prompt and careful consideration. 


U. S. SHIPPING VIA SUEZ 


Traffic through the Suez Canal under the American flag 
in the last six years has shown remarkable improvement, says 
Consul John L. Bouchal, Port Said, Egypt, in a report issued by 
the Department of Commerce, which continues as follows: 


Continued expansion may be looked for in the future, as most of 
the American ships transiting the canal are owned by private com- 
panies. This development is still more striking when it is considered 
that prior to 1918 only a few American commercial vessels annually 
made this transit. 

The following table shows the total net tonnage of American 
shipping which has passed through the Suez Canal since 1913: 


oer eee 7,400 A9ZO. .cccccwccccscecce 725,000 
pee Seer 2,500 1921. ..ccccccccccccces 671,000 
FILE. cccvcccccscenesves 400 1922. .ceccccccccccccee 668,213 
BEE s eo crcccscaceseeres 34,700 BOLE: ccccccvcecsveccos 614,000 
BEER disecssuerceeseus 27,600 1924. ..ccccccccccceres 795,021 
LL, Se er 7,600 1925 (first 9 months).. 606,903 


ie scdiccinnkccnsaae 168,000 


Most of the Suez tonnage credited to American shipping prior to 
the war was made up of naval vessels and transports, and during 
1914 and 1915 American commercial shipping through the canal was 
non-existent, as the figures given represent the transits of three 
yachts in 1914 and one cruiser in 1915. - 

The record established in 1924 by American core will be ex- 
ceeded this year by about 30,000 tons, making a total in the neigh- 
borhood of 825,000 net tons. 

The Suez Canal is not a freight-producing district, and very 
little cargo is obtained by American ships. There is little freight dis- 
charged here by ships arriving from the United States via the Medi- 
terranean. Apparently American merchandise intended for Egypt 
enters the country through the port of Alexandria. American ships 
calling at Port Said average four westbound to one eastbound. 


WITHDRAWS TUGS FROM N. Y. HARBOR 


The Shipping Board has ordered withdrawal from operation 
in New York harbor four of its tugs. Towing for Shipping Board 
vessels will hereafter be done by private tug operators who 
have protested a number of times against government tug 
competition in the harbor. The board decided that the private 
operators could adequately serve the needs of Shipping Board 
vessels in the harbor. It announced that the Fleet Corporation 
would utilize the privately operated tugs at current rates and 
thereby save considerable overhead and operating expense to 
the government. 


SHIPPING LEGISLATION 


Senator Caraway, of Arkansas, has introduced a bill (S. 2165) 
providing for disposal of Shipping Board vessels by charter to 
any state, municipality or other political subdivision thereof 
on application of such state, etc. The bill was introduced in the 
last session of Congress by the senator. 


AMERICAN REPUBLICS LINE 


The Shipping Board has selected Moore & McCormack as 
managing agent for the American Republics Line. The Inter- 
national Freighting Corporation, the present agent, requested 
to be relieved as operator, and the change will be effected Feb- 
ruary 1. Plans looking to the sale of the American Republics 
Line, which operates between New York and the east coast of 
South America, will be held up for the present, it was said. The 
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line has twelve vessels. Moore & McCormack will act ag Op. 
erators under a modified MO4 managing agency agreement Which 
will provide for cooperation between the line and the Pan Amer. 
ica Line, the combination cargo-passenger service recently 
acquired by the Munson Line. 


SALES OF VESSELS APPROVED 


The Shipping Board has approved the sale of the Rushville 
a lake-type vessel of 4,095 deadweight tons, to Henry Kuntz 
of New York, for $42,000. It is understood the purchaser Will 
use the vessel for the transportation of building materials to 
Florida. 7 


The Lake Crescent, of 2,875 deadweight tons, has been sold 
to the Consolidated Navigation Company of Baltimore for $30,099 
The vessel is one of the last of the smallest lake-type vessels jp 
the board’s fleet. H is understood the vessel will be placed in 
operation in a service the purchaser has established to Florida, 

The Shipping Board has approved the sale of the Lake 
Fifthian, of 4,230 deadweight tons, to William Clifford, of Duluth, 
for $25,000, with the condition that the vessel be converted into 
a hydraulic dredge to be used in land reclamation work. 


DIESELIZATION PROGRAM 


The Shipping Board, as a part of its Dieselization program 
under which fourteen vessels are being converted to Diese] 
engine propulsion, has authorized the purchase from the Sperry 
Gyroscope Company, of Brooklyn, of fourteen sets of gyro 
compass equipment at an estimated cost of $53,333. 


BOARD TO ASK FOR NEW SHIPS 


An appropriation and authorization for the construction of 
two new large passenger ships for operation in the north At- 
lantic by the United States Lines will be requested of Congress 
by the Shipping Board. It is estimated that a ship of the type 
for which the board has plans will cost around $15,000,000. In 
a statement on the subject, the board said: 


It is anticipated that the board will shortly request Congress to 
authorize the board to build two large modern passenger vessels to 
be used to supplement the limited number of such vessels now under 
the American flag. Plans and specifications have recently been pre- 
pared for a passenger vessel of the highest type, to be 726 feet long, 
to have a speed of 20 knots, with capacity for carrying 1,600 pas- 
sengers, and with an estimated displacement of 44,500 tons. Two 
vessels of this general type and kind will be constructed if Congress 
will authorize the construction and appropriate the necessary funds. 


ST. LAWRENCE WATERWAY PROJECT 


The status of the St. Lawrence waterway project was re- 
viewed by Charles P. Craig, executive director of the Great 
Lakes-St. Lawrence Tidewater Association, in his annual re- 
port submitted to the Council of States of the association at St. 
Paul, Minn., January 5. Under the heading, “What Remains To 
Be Done,” Mr. Craig said: 


The report of the Joint Board of Engineers is promised for April 
1, 1926, and will probably be released for public discussion in May. 

The St. Lawrence Commission of the United States will then 
complete its recommendations. The time will, no doubt, be influenced 
by the progress of a similar report by the Advisory Committee of 
Canada to the Dominion government. 

Assuming that both reports are favorable, it will then be in order 
for the two governments to enter into a treaty providing for the 
construction and operation of the project. . 

It is the duty of the St. Lawrence Commission of the United 
States and the Advisory Committee of Canada to detail, in general 
outline, the scope of such a treaty. 

The problems that must be solved are known, and measured, and 
easily solvable in the light of that friendly understanding which ex- 
ists between the two nations. Such a treaty might conceivably come 
before the first session of this present Senate for ratification. It is 
more apt to be ready for the opening of the second session of this 
Congress convening in December, 1926. 

In the light of these probabilities our course of action would seem 
clear. A definite responsibility is placed squarely upon us. 

The government is proceeding in a proper and efficient manner 
towards the ends desired. We may confidently predict the affirma- 
tive character of the findings of the Joint Board of Engineers. We 
may confidently look forward to a recommendation on the part of the 
St. Lawrence Commission of the United States advising that the St. 
Lawrence ship channel should be constructed. We may, with equal 
confidence, presume a friendly attitude on the part of the Dominion 
government. We may expect that these various attitudes and acts 
will eventuate in the formal drafting of a treaty under which the 
actual construction of the ship channel may go forward. The accept- 
ance or the rejection of this treaty is a matter of vital concern, not 
merely to this nation and to our sister nation across the border, but 
to the entire world. ’ 

It now becomes the high duty of this association to further assist 
our federal government as it moves forward by submitting to it all 
known facts that bear upon the project, by expressing to it the ear- 
nest will to accomplishment on the part of the marooned millions of 
these twenty-one associated states, to uphold its plans and purposes 
against any and all who may oppose and counsel further delay. In 
short, let us see to it that through no lack of purpose on our part, 
through no lack of understanding on the part of the public in general, 
through no indifference, through no misrepresentation—through no 
chance whatsoever shall this inestimable boon be lost to the people 
of this nation. 





ROCK ISLAND EXTENSION 


The Chicago, Rock Island & Pacific has applied to the Com- 
mission for authority to construct a line of railroad from Clark’s 
Grove, Minn., to a point approximately 9 miles distant, to reach 
a rich agricultural section in Freeborn county, Minnesota. 
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Fortnightly Sailings Via Panama Canal 


MOBILE and NEW ORLEANS 


Los Angeles edhe, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Fran 


Calls are made at Tampa and San Diego as Carge offers. 
THE STEELE STEAMSHIP LINE, INC. 
GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 


THE STEELE STEAMSHIP LINE, INC. 
18 Moore Street New York, N. Y. 
SWAYNE & HOYT, INC., Pacific Coast . om . 
430 Sansome Street Francisco, Calif. 
H. H. ——— Commercial Ban 


in our warehouse 
are ready for immediate delivery and 


HELP MAKE SALES 


in this territory. 
MAY WE SERVE YOU? 


Metropolitan Warehouse Company 


operated in conjunction with 
CALIFORNIA TRUCK COMPANY 
P. O. Box 570, Arcade Station 


LOS ANGELES 


THE DISTRIBUTING CENTER 
ofthe — 
PACIFIC SOUTHWEST 


10 Hanover Sq., New York, N.Y. 


THE TRAFFIC WORLD 


PANAMA MAIL S.8. CO. 


Fast Freight and Passenger Service 
Scheduled sailings via Panama C 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
January 14 January 16 
bruary 6 
6 


Also soguiier sailings for Mazatlan, Manzanillo, Champerico, 


San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, Puntarenas, San Juan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 


Trans-Shipment at Panama for South American and European Ports 


OFFICES 
2 Pine Street, — gm OS 
So. Spring St., , Los Angeles, Cal. 


Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
FROM PHILADELPHIA EVERY WEDNESDAY 
FROM HOUSTON 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg.. PHILADELPHIA, PA. 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, dolphin, Pa. 1 5 
ay en to = Ng Oliver e 207 Ke Mites ive. 


And at our Branch Offices at ports of call, ete. 
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Personal Notes | 

| EE erent nee 
The accompanying portrait is of W. R. Ingram, traffic 


manager of the Swift Canadian Company, newly elected pres- 
ident of the 
Transporta- 
tion Club of 
Toronto. At 
the instal- 
lation of 
new Officers, 
the imme- 
diate past 
president, J. 
W. Hickson, 
Canadian 
freight agent 
of the New 
York Central, 
was the re- 
cipient of a 
walking stick, 
as a_ token 
of appreci- 
ation and 
esteem. Other 
newly elected 
officers are 
as follows: 
Vice. presi- 
dent, F. P. 
Nelson, Com- 
mercial 
Agent, The 
Canadian Na- 
tional Rys; 
treasurer, P. 
Jackson, 
Chief Claims 
Adjuster, The 
Canadian Pa- 
cific Ry.; sec- 
retary, W. J. 
Hotrum, Chief Clerk, Local Freight Office, The Canadian Na- 
tional Rys. The new chairmen of committees are: Member- 
ship, E. M. Snell, General Agent, The Erie Ry.; entertainment, 
H. Blahout, Traffic Manager, The Dunlop Tire & Rubber Co.; 





publicity, W. J. McLean, Export Manager, The Massey-Harris - 


Co., Ltd.; sick, Geo. W. Vaux, General Agent, The Union Pacific 
Ry.; reception, W. S. Campbell, Manager, Traffic Dept., The Can. 
Genl. Electric Co. The new directors are G. D. Lindsay, General 
Freight Agent, White Star Dominion Line; W. Thompson, Traffic 
Manager, The Goodyear Tire & Rubber Co. 





Wilson Little has resigned as superintendent of the Western 
Warehousing Company to ~ecome executive secretary of the 


merchandise division, American Warehousemen’s Association, 
Chicago. 


The Chicago & Northwestern announces the appointment of 
Nelson Trottman as general attorney. W. C. Johnson has been 
appointed freight claim agent to succeed B. A. Little, who re- 
signed, and J. C. Davis, George E. Hise and E. Hyde became 
attorneys for the state of Iowa. 


The Pennsylvania Railroad announces the appointment of 


J. T. Carbine, coal traffic manager, Pittsburgh, vice H. C. Clev- ~ 


enger, who died; C. H. Lippincott, coal freight agent, vice J. T. 
Carbine; S. A. Latimer, coal freight agent, Pittsburgh, Pa., vice 
C. H. Lippincott; J. B. McCorkle, division freight agent, Cleve- 
land, Ohio, vice Frank G. Maus, who died. 

J. A. Hickman has been appointed assistant general freight 
agent of the C. C. C. and St. L., Cincinnati Northern, and BE. & 
T. H., with headquarters at Cincinnati, vice J. C. Emig, who died. 
He will be in charge of industrial development and perform other 
duties assigned to him. The office of industrial agent is 
abolished. 

Howard Elliott, editor of the Union Pacific Magazine, died 
Friday, January 1, at the hospital of the Good Samaritan, Los 
Angetes, California. 

The Minneapolis & St. Louis Railroad Company announces 
that J. A. Lucey is appointed traffic manager, in charge of both 
passenger and freight traffic. The positions of freight traffic 
Manager and passenger traffic manager are abolished. D. M. 
Denison is appointed special representative, reporting to the 
chief operating officer. 

The Susquehanna & New York Railroad Company announces 
that D. T. Waring is appointed assistant to the vice-president at 
New York, N. Y. 


The Norfolk & Western Railway Company announces that 
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W. C. Sawyer is appointed assistant foreign freight agent at 
Chicago. The position of foreign freight solicitor is abolisheg 
W. D. Dimmitt is appointed assistant foreign freight agent a 
New York City. 

Leroy Morris is appointed traffic manager of the Mississippj 
Central Railroad Company with office at Hattiesburg, Miss. 

The Chicago & Eastern Illinois Railway Company announces 
the appointment of Luther Fuller, general agricultural agent, 
Danville, Ill. 

Hugh B. Wright, assistant general freight agent, Atlanta 
Ga., of the Clyde Steamship Company and Mallory Steamship 
Company, is promoted to general freight agent, in charge of 
solicitation of freight traffic, with offices at New York City, sue. 
ceeding H. E. Maynard, assistant freight traffic manager, who 
has been retired on account of ill health. The positions of as. 
sistant freight traffic manager at New York and assistant gen. 
eral freight agent at Atlanta are abolished. L. W. Honer, Jr, 
acting commercial agent, is promoted to commercial agent, with 
office at New York City. 

The Wabash Railway Company announces that W. RB 
Barnard is appointed superintendent of freight claim prevention, 
with headquarters at St. Louis. 

The Wichita Falls & Southern Railroad Company announces 
that H. L. Hollister is appointed general agent with headquar. 
ters at Breckenridge, Texas. 

The Wisconsin Canners’ Association announces the appoint: 
ment of F. L. Thomas as manager of its newly formed traffic 
department. Members of the association handle several thou- 
sand cars of outbound canned food shipments annually and sey- 
eral hundred cars of inbound supplies. With the exception of 
the last five years, Mr. Thomas has been in the employ of the 
Union Pacific, C. B. & Q., and C. M. & St. P. railroads since 1903, 
In 1921, he organized his own company, the Widwest Audit and 
Traffic Bureau. He has disposed of his interest in this company. 

James H. Hustis, president of the Boston and Maine Rail- 
road since 1914, except for the war-time period when he was 
district director of all the New England railroads under federal 
control, has resigned. In asking the directors not to consider his 
name for re-election he said he felt that the improved operating 
and financial results in 1925 made his retirement possible at 
this time, although similar requests in recent years had been 
withdrawn at the suggestion of the board. He will serve until 
the annual meeting in April. 

A rearrangement of the traffic organization of the Boston 
and Maine is announced by Gerrit Fort, vice-president in charge 
of traffic. Under the new plan, which is intended to meet 
changed conditions of transportation, the traffic department, 
which is the sales department of the railroad, will be organized 
on a specialty basis. In the freight division, Frank F. Farrar, 
now assistant general freight agent, becomes general freight 
agent in charge of service and solicitation. James R. McAnanny, 
now assistant general freight agent, becomes general freight 
agent in charge of rates and tariffs. William T. LaMoure, who 
has been freight traffic manager, will be freight assistant to the 
vice-president. An important feature of the rearrangement is the 
strengthening of off-line agency activities. These branch offices 
will be directed by P. J. Mullaney, as assistant general freight 
agent. The offices of district manager have been created at 
Worcester and Portland. These positions will carry authority 
over all Boston and Maine activities within the districts in- 
volved, enabling the manager to bring together the facilities of 
the traffic and operating departments to improve service. E. W. 
Abbott, who has been general freight agent, will be the district 
manager at Portland, with jurisdiction over the Boston and 
Maine’s service and other activities in Maine. At Worcester, 
James N. Gall, who has been general agent at New York, will 
assume the duties of district manager. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Kansas City has completed the program 
for its annual dinner the evening of January 21 in the Pompelat 
Room of the Baltimore Hotel. The speakers will be Dr. Marion 
N. Waldrip, pastor of the Central Methodist Church, whose sub- 
ject will be, “The Philosophy of an Arkansas Hill-Billy,” and 
Henry A. Palmer, editor and manager of The Traffic World and 
president of the Associated Traffic Clubs of America, whose sub- 
ject will be, “The Sane View on Transportation.” Alfred A. 
Wild is chairman of the dinner committee. The members of the 
club, on January 5, with their wives, visited the plant of the 
Loose-Wiles Biscuit Company. 









At its weekly luncheon, January 5, the Transportation Club 
of St. Paul listened to an address by Melvin J. Maas, on The 
Modern Crook.” The club will have its annual dinner January 21. 





The Traffic Club of Philadelphia will have its annual bat 
quet, January 20, at the Bellevue-Stratford Hotel. The principal 
speaker will be E. R. Oliver, traffic vice-president of the South- 
ern Railroad. R. S. Parsons, vice-president of the Erie, will be 
the toastmaster. . 





The Omaha Traffic Club has made arrangements with the 
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Decatur, Illinois NON-SKID CUSHION 


SOLID 


STORAGE AND DISTRIBUTION 
This Western Fleet Owner Writes: 


‘‘We are putting on Fisk Non-Skid 
Solids as fast as our other 
tires wear out”’ 


Wiley J. Gibson Truck Line, 
Borderland Express, 
El Centro, Calif. 


The Fisk Tire Company: 

We operate a fleet of seven trucks over the 
mountains between San Diego and Imperial 
Valley. Our trucks run on a schedule and 
carry capacity loads. Anyone who has ever 
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Chamber of Commerce for a table reserved for club members 
each noon in the main dining room of the chamber restaurant. 





The Birmingham Traffic and Transportation Club has an- 
nounced a new departure in the organization of a “mystery com- 
mittee.” The object and membership of this committee are a 
part of the mystery. 





The Miami Valley Traffic Club will meet January 18 at 
Xenia, Ohio. The dinner will be in the assembly room of the 
Elks Club, at six o’clock. The annual dinner will be held at the 
Gibbons Hotel, Dayton, February 18. 





The Traffic Club of Oklahoma City held its first meeting of 
the new year January 4 at the Y. M. C. A. The annual “ladies’ 
night” will be observed January 27 at the Skirvin Hotel. 





The seventh annual meeting and banquet of the Burlington 
Shippers’ Association will be held Thursday, February 16, at the 
Hotel Burlington. Arrangements are being made for a party in 
keeping with established precedent. 





The annual meeting of the Traffic Club of Syracuse will be 
held in the ball room of the Hotel Syracuse Monday evening, 
January 18. The club will be entertained by the D. and H. 
minstrels following the dinner, at which F. S. Risley, division 
superintendent, New York Central; Frank Cizek, division super- 
intendent, Delaware, Lackawanna and Western; C. L. Nies, su- 
perintendent, American Railway Express Company; and Fred- 
erick V. Bruns, president of the chamber of commerce, will be 
the speakers. 





The eighth regular meeting of the Mid-West Regional Ad- 
visory Board will be held in Peoria, January 20, at the Jefferson 
Hotel. It is expected that this will be the largest meeting ever 
conducted by this board, due to the fact that it will be held in 
conjunction with the annual banquet of the Transportation Club 
of Peoria, to which all members of the Regional Board have been 
invited. Heretofore the banquets of the club have been held at 
the Jefferson Hotel but, on account of the large attendance ex- 
pected this year, it was necessary to procure the Shrine Temple 
to accommodate the attendance, which is expected will run well 
over six hundred. The executive committee of the board will 
meet January 19. The business sessions of the board will be 
held morning and afternoon of Wednesday, January 20. The 
banquet will be at 6:30 p. m. Charles F. Collisson, agricultural 
editor of the Minneapolis Tribune, will be the principal speaker. 





The St. Clair River District Transportation Club will hold 
its fourth annual banquet at the Harrington Hotel, Port Huron, 
Michilgan, Monday, January 25. L. G. Macomber, traffic com- 
missioner, Detroit Chamber of Commerce, and F. E. Robson, 
general counsel, Michigan Central Railroad, will be the speakers. 





The Cincinnati Traffic Club will hold its January meeting 
as a noon day lunchean at the Cincinnati Chamber of Commerce. 
Candidates for offices for 1926 will be announced at this time. 
The club will be addressed by Guy J. Wadlinger, general agent, 
Kansas City Southern Railway, Pittsburgh, Pa. 





The Traffic Club of St. Louis will observe “Big Four New 
York Central Day” Monday noon, January 11. 





At the meeting of the Pacific Traffic Association, January 5, 
the dairy industry was discussed with reference to some of its 
transportation problems. R. E. Jones, sales manager of the 
Golden State Milk Products Company, was the principal speaker. 





The following officers of the Transportation Club of Decatur, 
Illinois, were elected at the meeting of December 17: President, 
M. M. Cooper, traffic manager, Mississippi Valley Structural 
Steel Company; first vice-president, D. C. Odell, assistant gen- 
eral freight agent, C. I. & W. R. R., Springfield, Illinois; second 
vice-president, R. D. Watt of the Meridith Company; third vice- 
president, Z. C. Snell, agent, Illinois Central Railroad; secretary, 
Harry Howenstein of the Walrus Company; assistant secretary, 
John Beckum, traffic manager, Decatur Milling Company; treas- 
urer, Lloyd Bundy, general agent, Illinois Traction System; pub- 
licity agent, M. J. Brion, traffic manager, Association of Com- 
merce. The sixth annual industrial banquet of the club will be 
held Thursday, March 18, at the Orlando Hotel. Dean Ralph E. 
Heilman, of the Northwestern University School of Commerce, 
will speak on “Government in Business.” 


HEARINGS AT OTTAWA 


For the week beginning January 5 the Board of Railway 
Commissioners scheduled for hearing the following cases at 
Ottawa: 

The complaints of the boards of trade of Halifax, St. John, 
and Sackville, N. B., Canadian Lumbermen’s Association, and 
others, against the proposal of the Canadian National Railways 
to eliminate alternative routing via St. John and Ste. Rosalie 
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Junction on westbound .traffic destined to stations on the Cana. 
dian Pacific Railway. 

Application of the Canadian National Railways for inte. 
pretation of Supplements 17 and 19 to C. P. Tariff W-4221, ¢ p 
C. No. W-2399. 7% 

Complaint of Gillie Brothers, Ltd., Braeside, Ont., that ip. 
creases in rates on lumber from the Ottawa Valley are dispyo. 
portionate to the increases in lumber generally. 


Complaint of Guy Tombs, Ltd., Montreal, re export rates oy 
match splints from Pembroke to Canadian Atlantic ports. 

The Commission will sit in Montreal after the Ottawa Sitting 
and will sit at Toronto, January 14, and Windsor, January 12, 


CANADIAN CAR LOADING 


Car loadings for the week ended December 26 were 18,139 
cars less than for the previous week, Christmas holidays ang 
cold weather being held responsible for the drop. There were 
decreases in every commodity, grain loadings being 7,115 cars 
less than for the previous week. Merchandise was 3,690 cars 
less and miscellaneous freight 3,209 cars less. Compared with 
the corresponding period in 1924, total loadings were heavier 
by 10,175 cars, 5,195 cars of this increase being grain, 2,159 
miscellaneous freight, and 1,083 cars merchandise. 


CARS OF REVENUE FREIGHT LOADED ON 
RAILWAYS 
EASTERN CANADA 
e—For the Week Ended— 


CANADIAN 












































Dec. 26 Dec. 19 Dec. 27 
Commodities 1925 1925 1924 
Grain and Grain Products.............e6- 1,656 3,334 1,608 
Re Nc vcntaveedecceesnssdwsneeeees wae 477 891 631 
Oe eee RewcaseReepeoteecdeseudnns 2,429 3,637 2,438 
CONS. ccccccce ES IS Re PO 358 389 244 
TL iKiagiudveekesnce ee Csweeedaensoaaune 1.833 2,392 1,476 
PEED  craRenseidieimediececcreiewe teieneceie - 1,818 1,974 1,474 
EE Is in og nasidinc O-visicmeioeedienene 1,920 2,016 1,570 
Other Forest Products..........cccccccce 872 1,137 729 
. Caeea AeA ARS a ae bagatee Goan eeeswncdianm 651 724 458 
ee, ee a oe 8,846 11,302 8,172 
Miscellaneous..... UPUeEeeesevuecnnccoeseoet 6,692 9,007 5,166 
TOte Chre LORE... ccccccsvccscce e. 27,562 36,803 23,966 
Total Cars Rec’d from Connections.. 27,669 32,026 23,637 
WESTERN CANADA 
Grain and Grain Products...........+. coe 67,683 13,120 2,536 
Live Stock........cecees COCECCS0 08506000 eee 624 1,446 850 
WEEE ‘aids bo eswGuiveli<cemeosecdaewmoaeees en é 2,988 3,202 3,385 
MED .Nitnccarpigaicanecinwbgoww wee a@nduremealaae 38 39 34 
BE Stacedevendecuiseceneéeucesouceoeens 650 736 469 
PI chit ciccccundwussaveerieneseedss 156 141 68 
ee FB er ee 174 226 142 
Other Forest Products..........ceeees veo Tyeee 1,375 741 
WEE: acenecscncces See eS cine Gesciasieeenesree 734 685 438 
WMetetndinte ba. ©) Baviscvcccccvcevcossacees 3,042 4,276 2,633 
IIIS oo 60ers ocsweececreeessnnceeces 1,828 2,722 1,195 
Watal Card TLOkGed ic sciccciccvecsices -» 19,080 27,968 12,491 
Total Cars Rec’d from Connections... 2,793 2,947 2,680 
TOTAL FOR CANADA 
Grain and Grain Products.........sseeee: 9,339 16,454 4,144 
Live Stock oo pee 2,337 1,481 
Te wescece Knsliesaipedadeleie-sidsiaewewewawe 5,417 6,839 5,823 
COIS. occcs aibark ania Muimaaawesqusineinaneieiere 396 428 278 
EE Schad cdbsaie sow eaciiawsiecieeesacinesene 2,483 3,128 1,945 
| eee Sane eee 1,974 2,115 1,542 
eae 2,094 2,242 1,712 
Other Forest Products..........ceccccces 2,035 2,512 1,470 
SM. Avitnometne ese ates eiecaiginte buoeiaierwrqrecenseiare 1,385 1,409 896 
Morchandiee, Lea GC. Laicccccccocivcccvccoes 11,888 15,578 10,805 
Miscellaneous..... Rlavigtalduevocssvleanmoeees 8,52 11,729 6,361 
TOR! Care TORO. ccccccccccccsceves 46,632 64,771 36,457 
Total Cars Rec’d from Connections.. 30,462 34,973 26,317 
CUMULATIVE TOTALS TO DATE 
1925 1924 
Grain and Grain Products..........ss+ee- 506,630 483,596 
Live Stock...........- coccccccece COeCee eee 127,276 125,609 
CORE  cctvececesetccces dae Bidesernreeneseee 242,645 290,548 
CGES cceccees RitG ed: SUE SOCERE ER OSG erneTeeeS 16,367 12,548 
EAMIBEE soc ccccccesesceveceececsvecocescce 181,704 183,784 
PEE -hbn twee cer tcogecicccecesevecccese 127,694 124,219 
WOE BO Be ncdieice cevccceccccecccesese 107,513 102,197 
Other Forest Products..........ccseeeeee 144,879 130,477 
SE. decenk ted eeeehSeceeeb6sneeeeeeseeesecs 73,935 64,760 
MerememGine, Ta C.. Lscccccccccccccccccces 793,833 755,589 
re 667,648 624,694 
Total Care Leaded ...cccveccceccscvcee 2,990,124 2,898,021 
Total Cars Rec’d from Connections.. 1,728,382 1,631,297 






CANADIAN BOARD ORDERS 

The Board of Railway Commissioners has issued the follow- 
ing orders: 

Authorizing Canadian National Railways to carry traffic over 
the portion of its Loverna Westerly branch, mileage 104.06, to 
Honaruka, a distance of 50 miles. ( 

Authorizing the Canadian Northern Saskatchewan Railway 
to carry traffic over its Turtleford Southeasterly branch from 
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YOU MEN 


who are tired 


of the usual convention places 


ERE is a different, better, much 

more interesting and enjoyable 
convention site—famous French Lick 
Springs Hotel, the home of Pluto 
Water, known the world over as 
America’s premier health and recre- 
ation resort. A less expensive place, 
, too—meals and room are included 
in the moderate rate you pay at 
French Lick Springs; and you avoid the heavy 
theatre, restaurant, taxicab and other entertain- 
ment bills that other convention sites require of 
you. Doesn’t that picture the sort of place your 
organization would do well to choose next time? 


There is renewed health for you here in the 
bubbling natural waters of the Pluto, Bowles and 
Proserpine Springs. Severe winter is unknown in 
this semi-southern Cumberland foothills region. 
Golf is played on the two 18-hole French Lick 
Springs Hotel courses long after weather stops all 
thought of golf elsewhere. And this superb, per- 
fectly appointed and equipped 
metropolitan hotel affords other 
diversions in abundance. 


Ready now, too, is the large new 
wing containing, among other 
features,a well-ventilated daylight 
ground floor convention audito- 
rium flexibly arranged so that 
meetings of any size from 50 to 
1500 persons can be held with- 
out leaving the hotel. 


Everyone intends to visit French Lick Springs 
some day. Your next convention is your oppor- 
tunity to do so. Write now for illustrated book- 
let with detailed convention information. 
Address Convention Secretary, French Lick 
Springs Hotel Co., French Lick, Indiana. 


‘Home of Pluto Water” 


FRENCH LICK SPRINGS HOTEL 
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New York—California 


Fastest Service by Sea 

1 5 days Passenger and Freight 

Itinerary: New York — Havana — Panama Canal— 

Balboa — San Diego (Westbound) — Los Angeles — San 
Francisco 


Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
Far Eastern and Australian ports. 

* automobiles accepted uncrated as baggage 
at moderate charge. All steamers equipped for refriger- 
ator cargo. 

Proposed Sailing Dates 
Westbound from New York Eastbound from San Francisco—Les Angeles 


S.S. Manchuria, Jan, 28 S.S. Mongolia, Jan.16 Jan. 18 
S.S. Mongolia, Feb. 11 S.S. Finland, Jan.30 Feb. 1 


S.S. Finland, Feb. 25 S.S. Manchuria, Feb. 20 Feb. 22 
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PANAMA Factric LIN 


Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 

(W. 28rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8800 

Chicago, 827 So. La Salle St. Boston, 84 State Street 

Philadelphia, Bourse Bldg. Baltimore, Chamber of Commerce Bidg. 
Rochester, Ellwenger & Barry Bldg. West Coast Agents, Pacific 8.8. Co. 











































United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 


FROM 
New York, Boston and New Orleans 
TO 
Havana and Santiago, Cuba 

JAMAICA ore 
—— Puerts Colombia 
Jamaica Outports Santa Marta 

CANAL ZONE pg ano 
Cristobal ALSO 

PANAMA Rerictomteer 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 


17 Battery Place................... New York, N. Y. 
321 St. Charles Street.............. New Orleans, La. 
I IIE ini oies:cseis.cvr0 00+ onewsinwwnwd Boston, Mass. 
Marquette Building.................... Chicago, Ill. 


Huff Shipping Company........ San Francisco, Cal 
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mileage 0 at junction with Turtleford subdivision at mileage 
56.8 for a distance of 23 miles. 

Recommending to Governor-in-Council for sanction agree- 
ment between Canadian National and Canadian Pacific railways 
for joint use of facilities at Ste. Polycarpe Junction, Quebec. 

Refusing application of Canadian National Railways to 
rescind general order No. 425, re rates on explosives. 

Suspending, pending hearing, supplement 2 to Canadian Na- 
tional Railways tariff C. R. C. No. E-976, supplement 2 to Cana- 
dian Pacific tariff C. R. C. E-4196, supplement 2 to Quebec Cen- 
tral Railways tariff C. R. C. No. 921, and supplement 2 to Quebec 
Central Railways tariff No. 922, effective January 1, 1926, in so 
far as they propose to change rates on newsprint paper, in Car- 
loads, from various shipping points to Clarksville, Knoxville, 
Memphis and Nashville, Tenn. 


CANADIAN RAIL REVENUE 


For November the net revenues of the Canadian National 
Railways, after payment of operating expenses, were $6,430,484, 
an increase of $2,716,180, or 73.13 per cent over November, 1924, 
and $1,822,107, or 39.54 per cent over 1923. For the eleven 
months of 1925 the net revenues of the system were $29,916,205, 
as compared with $14,484,968 in 1924 and $16,723,089 in 1923. 

Gross earnings for November amounted to $24,675,451, an 
increase of $3,729,328 as compared with November, 1924. For 
the eleven months the gross earnings were $221,119,532 as com- 
pared with $216,271,446 for the same period last year and $230,- 
482,380 in 1928. 

Operating expenses were $18,244,967 as against $17,231,819 
in November, 1924, and $19,487,662 in November, 1923. Oper- 
ating expenses for the eleven months were $194,203,327 and in 
the corresponding periods of 1924 and 1923 they were $201,- 
787,478 and $213,759,291. The ratio of operating expenses to 
revenue continues to show a marked improvement. In Novem- 
ber it was 73.94 as compared with 82.27 in 1924 and 80.87 in 
November, 1923. _The operating ratio for the eleven months 
was 87.83 as against 93.30 in 1924 and 92.74 in 1923. 

The showing of the Canadian Pacific is also favorable. At 
the end of November the net earnings were nearly two millions 
ahead of those for the first eleven months of 1924. The net 
marked the best November for the system since 1915 and the 
second best on record, though, in 1923, the November gross 
exceeded that of this year by three millions. The eleven months 
shows gross at its lowest since 1919, but net at its highest 
since 1917. Gross earnings, working expenses and net profits 
for November and the eleven months are compared as follows: 


November 1925 1924 
ec reltcees ce ces a puts anocadansnewes $19,294,184 $18,100,945 
WOCRINE TIRDONSSS cc ccccccccsvercecense 13,046,149 12,071,064 

ee oe re $ 6,248,034 $ 6,029,881 


Eleven months 


Ps ccubitewihnews ehh bnew n amas wareed $163,537,460 
WORM TURDORBON occ csccvcccceecses 128,209,477 


le ee i ole ele $ 35,327,983 


$166,811,984 
133,314,044 


$ 33,497,940 


LUMBER OVERCHARGE JUDGMENT 


The Board of Railway Commissioners has issued a judgment 
dismissing the complaint of Domestic Hardwoods, Incorporated, 
New York, regarding alleged overcharges on shipments of lum- 
ber from Otterburn siding, Temiscouata Railway, to Detroit, 
Mich. The rate charged was 42% cents per 100, complainants 
claiming a rate of 40 cents. At the time the shipments moved, 
the Temiscouata Railway tariff named a rate of 42 cents with 
routing via Canadian National Railways. The road also had a 
tariff which named a rate of 40 cents from Otterburn to Pitts- 
burgh, with routing via Edmunston, Canadian Pacific Railway 
and Detroit, and under the rule of this tariff said rate would ap- 
ply as maxima to Detroit. 

Shippers ordered and loaded two cars, being told that the 
rate would be 4214 cents whether via Canadian National or Cana- 
dian Pacific. They were then advised by their home office that 
they should route via C. P. R. as they could get a lower route 
that way. The Temiscouata refused to change the routing. 

The board’s judgment says the rate legally tariffed via the 
route the shipments traveled should be applicable, and it is not 
in the power of the board to direct refund to the basis of any 
lower rate. It says: 


The railway act provides that tariffs shall be open to public in- 
spection, and the obligation is on the railway company to charge and 
collect the rates legally filed and published therein. 

As to the contention that these cars should have been forwarded 
via Edmonston and Canadian Pacific Railway, the record indicates 
that while shippers’ representative requested the agent to forward 
by the route named, the agent declined to do so; the original orders 
as made out by shippers’ representative specifically indicated routing 
via Canadian National to Detroit, Wabash delivery, and these rout- 
ing instructions were not altered. The Temiscouata Railway points 
out that shippers’ representative having ordered cars for routing via 
Canadian National Railways, and that company having requested the 
Canadian National to furnish the necessary empty cars, they were 
obligated, when the cars were loaded, under the provisions of the 
car service rules of the American Railway Association, to forward 
them via the Canadian National Railways. 

Complainants suggest that these car service rules are not always 
complied with and, in any event, are not registered with this board. 


Net profit 
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The code of car service rules of the American Railway Associatig 
provides the “foreign cars at home on a direct connection must : 
forwarded to the home road loaded or empty.’’ With certain ex 
ceptions, which are not particularly relevant to this issue, the Whole 
tenor of these rules is to provide for loading via a route which will 
enable the home road to participate in the freight rate. Canagiay 
National cars having been_ordered, supplied, placed and loaded I 
consider the Temiscouata Railway were within their rights ip ine 
sisting on the cars being then forwarded via Canadian Nationa] 
Railways, or, as an alternative, that the lumber be unloaded and 
reloaded in cars which, under the code of car service rules, coyjj 
properly be routed via Canadian Pacific Railway. A _ situation such 
as here described would appear to have been specifically contemplate 
and provided for in the Canadian Car Demurrage Rules, authorize 
by this Board’s General Order No. 201, dated Aug. 1, 1917, Rule | 
(g) thereof reading: 

“When an empty foreign car is placed for loading via 
route, so as to protect the ownership of car according to Car Service 
Rules, and when loaded is offered for transportation by any othe 
route, demurrage shall be charged until the car is unloaded without 
any free time allowance.” 

I consider, therefore, that under the circumstances of 
to obtain the benefit of the lower rate it would have been i 
upon shippers to have unloaded the cars that were furni 
reloaded into other cars that could properly route via Ed 
and C. P. Railway; that this action not having been taken, 
rate applicable was asSessed, and the complaint should be d 
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RATES TO WESTERN CANADA 


At a meeting in Winnipeg under the auspices of the Boarj 
of Trade, of that city, members of the board discussed the 
freight rate situation with the newly elected members of Parii. 
ment. It was pointed out that, in the opinion of the board, class 
rates in effect from eastern Canada, including Montreal and 1. 
ronto, to all points in western Canada were unjustly discriming- 
tory and gave eastern shippers an undue preference on ship. 
ments moving under class rates in competition with shipments 
from eastern Canada to Winnipeg and reshipped from there to 
points further west. Mr. Woodsworth, one of the Winnipeg 
members of Parliament, expressed a doubt as to whether the 
west was strong enough to fight the “eastern interests.” He 
said the last session of Parliament had shown that, if Manitoba 
had certain legal guarantees, they did not go far. In fixing rates, 
the Commission must take into account the inflated capitaliza- 
tion of the Canadian National and the rate of dividends per- 
mitted the Canadian Pacific. “We must come to a definite deci- 
sion,” he said, “how much longer we can afford the luxury of 
competing railway systems.” Mr. Hannesson, one of the new 
members of the House, expressed the opinion that all railway 
rates should be based on Winnipeg, which was a pivotal center. 
Premier Bracken, of Manitoba, said: 

We must fight for a statutory maximum. If rates are lowered 
in other parts of the country, they are raised in the west, and every- 
thing that increases the charge on a bushel of wheat tends to in- 
crease the amount of land that cannot be profitably cultivated. It 
is everybody’s business to see that there is no discrimination in 
freight rates. 

He thought the western members should fight to get more 
than one western member on the Board of Railway Commis 
sioners. 


ELIMINATION OF DUPLICATION 


A report in a Toronto paper credited George Graham, Min- 
ister of Railways, with declaring that, following conferences be- 
tween the Canadian National and Canadian Pacific Railways 
there would be considerable elimination of duplication in serv- 
ices. It said that the Canadian National would suspend some 
trains in Ontario and elsewhere, and that the annual saving 
through the downward revision of train schedules would amount 
to nearly a million dollars. It added: 


It is understood that a’ similar move has been made by the Ca- 
nadian Pacific Railway, although not quite so drastic. A few more 
trains in highly competitive regions, such as that between Montreal 
and Ottawa and between certain points in Ontario, and possibly in 
the west, will be eliminated. 


President Beatty of the C. R. has issued a statement in 
which he says: 


The agreement between the two railways to which the Minister of 
Railways refers represents a willingness on our part to do all that 
we reasonably can to assist in lightening the heavy load placed on 
the country by the development of the Canadian railway situation 
to its present position, and to which, as a company, we have not 
contributed. 

Such operating economies as would be substantial enough to be 
useful require the extended cooperation of the officers of the two 
companies, and if their work is to be of lasting benefit, the pro- 
posed joint committee will probably have to lengthen its work over 
a considerable period. I mention this because it would be unwise 
to leave the impression that immediate and spectacular results could 
follow upon the meeting of such a standing committee. The ques- 
tion of any reduction of railway service is a broad one with many 
complications, and must be dealt with in a broad way and with 
due regard to the convenience and welfare of the public served. 
Our officers have been instructed to so deal with it, and their work 
will be only an extension of similar efforts which last spring Té- 
sulted in appreciable savings along the lines referred to. I can only 
reiterate that the Canadian Pacific will gladly and heartily cooperate 
with the Canadian National to the fullest extent that is reasonably 
and wisely possible. 


CANADIAN SURCHARGE 


The rate of exchange-in-connection- with shipments of freight 
between points in Canada and the United States from January 
1 to 14, inclusive, is one-eighth of one per cent. There is 10 
surcharge on international freight or passenger business. 
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THE TRAFFIC WORLD 


The Cincinnati, Indianapolis and Western Railroad 


With Its Connections—“THE SHORT LINE FROM COAST TO COAST” 
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INDIANAPOLIS AND 
WESTERN RAILROAD 
AND CONNECTIONS 





The Cincinnati, Indianapolis & Western R. R. is the short line on traffic routing through Springfield thus avoiding the larger terminals. 

Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and is a natural inter- 
mediate line on through traffic between the East and West, North and South. 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high class and condition as- 
sures efficient handling of traffic. 

FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Hume, Metcalf, West Dana, Hillsdale, Brazil, 
Guion, Roachdale, Indianapolis, Rushville, Connersville, Cottage Grove, Hamilton, Cincinnati, and all points on its line and beyond these junctions 
in Central Freight Association and New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, Norfolk, Richmond and all East- 
ern, Southern and Southeastern points. 

Fast Freight Service in connection with all Fast Freight Lines Routes. 


For information as to Rates, Routes, Service, etc., address C. I. & W. R. R. Representatives at any of the following points: 


101 Marietta St., Room 806, Atlanta, Ga. 730 Central Bldg., Los Angeles, Calif. 980 Arcade Bldg., St. Louis, Mo. 

436 Marquette Bldg., Chicago, Ill. 41 Porter Bldg., Memphis, Tenn. 773 Monadnock Bldg., San Francisco, Calif. 
205 Neave Bldg., Cincinnati, Ohio 605 Metropolitan Life Bldg., Minneapolis, Minn. 4448 White Bldg., Seattle, Wash. 

740 Railway Exchange, Kansas City, Mo. 280 Broadway, New York, N. Y. 330 Reisch Bldg., Springfield, Ill. 

606 Kennedy Building, Tulsa, Okla. 620 Park Bldg., Pittsburgh, Pa. 419 Ohio Bldg., Toledo, Ohio 


J. A. SIMMONS, General Traffic Manager, C. I. & W. R. R. Building, Indianapolis, Ind. R. B. Kinkaid, General Freight Agent. 


PEORIA ‘); FAST FREIGHT SERVICE 
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PEORIA is located half-way between Chicago and St. Louis, and, Transfers of traffic at Peoria between the 16-line- 
haul carriers are made within a few hours by the use of the facilities of the Peoria and Pekin Union, instead of 
the much longer period required in some of the larger and congested terminals. 

PEORIA being a rate-breaking point as well as a terminal point, has a considerable advantage over other cities in 
the mid-west in the matter of freight rates and transportation service. 


“Qe ~PEORIA & PEKIN UNION RY. CO., Union Station, PEORIA, ILL. 
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PRAISE FOR A RAILROAD 


Editor The Traffic World: 

On December 19 the New York Central and Big Four Rail- 
way, on being advised of the necessity of quick service, account 
of boxes being needed for an export shipment, moved a carload 
of this commodity from Three Rivers, Michigan, to Indianapolis 
in fourteen hours. As this is practically two hours less than 
the passenger schedule time between the two points, and per- 
mitted us to accomplish the intended sailing of our export 
booking, we wish to compliment them. 

W. M. Holland, Traffic Manager, 

Indianapolis, Ind., Jan. 4, 1926. Van Camp’s. 


SAYS SENATOR REED IS RIGHT 


Editor The Traffic World: 

I have read with a great deal of interest the editorial in 
your issue of January 2, 1926, “Regional I. C. C. Representation,” 
in which you take exception to statements made by Senator 
Reed of Pennsylvania. Your intimation that he had stated cer- 
tain facts concerning rates incorrectly is not justified. Senator 
Reed did state the facts. The rate per ton mile from Penn- 
sylvania is higher in every distance than from Kentucky or 
West Virginia. An examination of the present Lake Cargo rates, 
confirmed by the Commission in their very recent decision 
in Docket 15007, amply justifies every statement that Senator 
Reed made concerning rates and “that the interests of that vast 
community (Pennsylvania) has never for one minute been 
recognized.” 

As illustrative of the inequalities in the present bituminous 
coal rate structure, the mileage from Clearfield, Penna., district 
to lake ports as determined by the Commission is 305 miles for 
which a rate of $2.38 per ton is charged, or 7.82 mills per ton 
mile. From Pocahontas to lake ports the distance is 425 miles 
for which a rate of $2.06 or 4.85 mills per ton mile is charged. 
Clearfield, Penna., and Pocahontas, W. Va., are both producers 
of low volatile coal, as you ought to know. From the New River 
district of West Virginia, another low volatile coal producing 
field, the distance is 407 miles for which a rate of $2.06 per ton is 
charged or 5.06 mills per ton mile. The case from McRoberts field 
to the lake ports is even more glaring; for a distance of 470 
miles a rate of $1.91 is charged, or 4.06 mills per ton mile, An- 
other case in point is the rate to Washington, D. C., and for 
your information the rate to Washington, D. C., from New River 
and Pocahontas is a Commission-fixed rate. From Meyersdale, 
Pa., to Washington, D. C., where the distance is 209 miles, a 
rate of $2.84 or 1314 mills per ton mile is charged. From New 
River, W. Va., the distance is 412 miles and the rate is $2.84 
per ton or 6.9 mills per ton mile. From Pocahontas, W. Va., to 
Washington, D. C., the distance is 384 miles and a rate of $2.84 
or 7.4 mills per ton mile is charged. 

Your statement that in nearly every instance the rates from 
Pennsylvania are lower is correct to the extent that they are 
lower in cents per ton. Relatively they are excessively higher 
than the rates from West Virginia and Kentucky. 

The present Lake Cargo rate structure, confirmed by the 
Commission, cannot be called anything but a hodge podge. A 
study of the history of the Southern rates as compared with 
the Northern rates goes back to the days when rebating was 
brought to an end when certain Northern trunk lines purchased 
controlling interests in the Chesapeake & Ohio and Norfolk 
& Western Railways. The rates then published, it is believed 
by many, were predicated upon the necessity of allowing the 
Southern roads to develop coal traffic at the expense of North- 
ern coal operators in order that they might produce revenue. 
They were able to do this because the Northern trunk lines 
had other kinds of traffic upon which to rely for producing rev- 
enue, and the Southern carriers did not have other kinds 
of traffic on their lines of sufficient volume to ever hope to 
make earnings upon the investment. If The Traffic World is 
not cognizant of this history, we refer you respectfully to the 
Commission’s own opinion in Docket 4298, being the case of the 
Association of Bituminous Coal Operators of Central Pennsyl- 
vania vs. the Pennsylvania Railroad. 

The statement in your editorial that “the Pennsylvania 
mines signed the so-called Jacksonville Agreement with the 
United Mine Werkers of America a few years ago. The West 
Virginia and Kentucky mines are non-union,” is a very unfair 
inference and is not justified by the facts. Pennsylvania mines 
have never been wholly unionized. At the peak of unionism 
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in Pennsylvania over 50 per cent of its coal was mined jp 
operations that did not recognize the United Mine Workers o; 
America and had no wage agreements whatever with them and 
were what is known as non-union mines. Since the signing of 
the Jacksonville Agreement, to which you refer, the percentage 
of non-union mined coal produced in Pennsylvania has increaseq 
to 70 per cent of the total. 

The capacity of non-union mines to produce coal in Pennsyl- 
vania has been conservatively estimated at 135,000,000 tons per 
annum, which is more than the entire state will have produced 
in the past calendar year. 

Further, an examination of the rates to Tidewater ports for 
transshipment will convince you that the level of the rates from 
Pennsylvania mines to Tidewater ports are too high, or the 
rates to Hampton Roads are too low. For instance, the trans. 
shipping rate to New York from Clearfield is $2.74 for a haul of 
354 miles, while the rate to Hampton Roads from Pocahontas 
and New River for a haul of 425 miles is $2.52. It would appear 
to me under these circumstances that the Senator knew what 
he was talking about. These instances may be multiplied many 
times by many fair comparisons. 

Further, it is not the duty of the Commission to equalize 
cost of production at mines; whether Pennsylvania is union or 
non-union and whether West Virginia is union or non-union does 
not enter into the matter of making rates, as we understand it. 
The factors to be considered in making rates, if properly bal- 
anced, we are firmly convinced necessitate radical readjustments 
in the entire bituminous coal rate structure in official classif.- 
cation territory. 

Your quotation of a rate $1.00 to $2.00 a ton higher than 
West Virginia coal over Central Pennsylvania coal to New 
England is the wildest kind of a comparison to make. The 
rates you mention only apply to prepared sizes of West Vir- 
ginia coal and the bulk of them went into effect the first of the 
year merely as temporary expedients to take care of an emer- 
gency which the Interstate Commerce Commission elected to 
anticipate and which has not yet arisen. The possibilities are 
that no such emergency will ever arise as was set forth fully 
in the record by our Association in Docket 15006. 

Pennsylvania coal operators do not ask any favors from the 
Commission. They ask only that the same weight be given to 
the various factors in determining their rates from their mines 
to common destinations that are given in the matter of determin- 
ation of the rates from the West Virginia and Kentucky mines 
to these same destinations. This is what Senator Reed believes 
has not been granted. 

I am absolutely in accord with the Senator’s views and the 
facts in their entirety justify this opinion. A glance at the pro- 
duction statistics of West Virginia and Kentucky over the past 
twenty years, since tariffs were first published, upon the basis 
that I mention in the forepart of this letter to date and the 
declining production in Pennsylvania since that time tell the 
story more graphically than it can be written in a letter such 
as this one. Charles O’Neill, Secretary, 

Central Pennsylvania Coal Producers’ Association. 

Altoona, Pa., Jan. 6, 1926. 


SOUTHEASTERN OIL ATTACK 


The Trafic World Washington Burcas 


Attorneys for the Piedmont Oil Company have asked for a 
rehearing and argument before the whole Commission in No. 
15873, Piedmont Oil Company vs. Alabama & Vicksburg et al. 
They have asked for the rehearing and argument before the 
entire Commission in such a way as to amount to a general 
attack upon the rates on petroleum and its products from the 
southwest into the southeast. They expressed willingness to 
bring in issue the entire southeastern oil rate structure, but sug 
gested that they did not understand it to be their duty under 
the law to make such an attack as a pre-requisite to thelr 
obtaining reasonable rates from Fort Worth and Hodge, Tex: 
to Gastonia, N. C., the rates in which they had a particular 
interest. 

The Commission dismissed their complaint on a finding that 
the rates were not unreasonable, or otherwise unlawful. It was 
a division decision, with Commissioner McManamy dissentiné. 
The examiner had recommended a decision reducing the rates 
and awarding reparation. Acceptance of the examiner’s rec 
ommendation would have resulted in combinations on the Mis 
sissippi of 74 cents prior to July 1, 1922, and 67 cents thereafter. 
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The rates charged were 77 cents prior to and 69 cents after July 
1, 1922. 

In dismissing the complaint, the Commission said that, while 
the rates were relatively higher, distance considered, than rates 
to other territories and that they were higher than rates to more 
distant destinations in North Carolina and higher than rates 
to the Virginia cities, it concluded that they were not unreason- 
able or otherwise unlawful. The report stated that the carriers 
had eliminated fourth section departures, and that this proceed- 
ing was not broad enough to pass upon the entire petroleum 
rate structure, to the southeast and to the Carolina territory. 

The complainant pointed out that the carriers “frankly con- 
ceded” that the basis of rates from the Mississippi river to 
Carolina territory was indefensible, and so had been ever since 
the Commission had issued its fourth:section order No. 3866. 

The complainant asserted its willingness to bring into issue 
‘the entire petroleum rate structure into the southeast in this 
proceeding. 

“It is, of course, no justification of the rates under attack 
that the rates to other destinations in the same territory are 
also too high,” said the petition for rehearing. “We think the 
present record amply demonstrates that not only the rates to 
Gastonia are too high, but that many other rates to the Carolina 
territory are subject to the same criticism. While the com- 
plainant feels that, as a matter of law, it should not be re- 
quired to establish the unreasonableness of the entire rate 
structure to the southeast as a prerequisite to a finding of un- 
reasonableness in connection with the rates which affect it 
directly, nevertheless the reasonableness of the southeastern 
petroleum rate structure is an issue which the complainant 
would cheerfully meet on further hearing. 

“In this connection, attention is respectfully invited to the 
complaint filed in No. 17561, by the American Refining Company, 
attacking the rates on petroleum and its products, from Texas 
points to various points in the Carolinas and West Virginia, 
and also to a complaint which will be filed in the immediate 
future by the Trans-continental Oil Company putting in issue 
the rates on petroleum and its products from points in Okla- 
homa and Texas to destinations in Alabama, Florida, Georgia, 
Kentucky, Mississippi, North Carolina, Solth Carolina, Tennes- 
see and Virginia. It is suggested that a very adequate record 
concerning the rates on petroleum and its products to the south- 
east, including the Carolinas, will be available if this case is 
assigned for further hearing at the time the American Refining 
Company and Trans-continental Oil Company cases are heard.” 


NICKEL PLATE MERGER CASE 


The Trafic World Washington Bureau 


The applications for approval of the Nickel Plate unification 
plans are now before the Commission for decision, Chairman 
Aitchison having declared the case submitted December 31, when 
argument was concluded. Immediately after submission of the 
case, speculation began as to when a decision would be an- 
nounced. Some predicted that a decision would be announced 
within six weeks. A voluminous record confronts the Com- 
mission, however, and considerable time will be required for 
Commission officials to digest it for the members of the Com- 
mission. 

Indications are that the case will be decided by nine mem- 
bers of the Commission, Commissioner Woodlock having decided 
to refrain from participation in the case, and Commissioner 
McChord having resigned. Although McChord’s successor might 
participate in the decision, it is not regarded as likely that he 
would. 

It is regarded as a foregone conclusion that Commissioner 
Eastman, who became chairman of the Commission January 1, 
will dissent, because he has dissented in similar cases wherein 
paragraph 2 of section 5 of the interstate commerce act has 
been invoked for acquisition of control by one carrier of other 
carriers and in which the commissioner has taken the position 
that, in effect, a consolidation was being effected that lawfully 
could not be effected until the Commission had adopted a final 
plan for the consolidation of the railroads into a limited number 
of systems. 

Among those familiar with the number of cases involving 
acquisition of control by lease and stock ownership, under para- 
graph 2 of section 5—the part of the law under which the Nickel 
Plate filed. its application for authority to acquire control of the 
other lines—that have been passed upon by the Commission, 
surprise was created by a declaration by Newton D. Baker, of 
counsel for the applicant, that the application presented the first 
attempt to apply the statute. Mr. Baker was discussing the na- 
tional policy declared by the transportation act with reference 
to consolidation of railroads when he said that the application 
presented the first attempt to see whether the transportation 
act would work. Although the Nickel Plate application does pre- 
sent a different set of circumstances than have been involved 
in other cases, it is generally conceded that the principles in- 
volved as to acquisition of control are the same. 

Mr. Baker said the issue before the Commission was whether 
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or not a great national policy could really be effected. H 
deprecated the suggestions and insinuations that had been made 
that the Van Sweringens were not acting in good faith; tha 
fraud and corruption were involved, and that bankers and py. 
moters were back of the application. He said it was difficult to 
meet such charges, declaring that there was no evidence in the 
record that any banker or promoter had obtained a dollar 
advantage out of the enterprise. He said such charges as Were 
made in the case bred distrust and asked what the farmers 9 
Iowa, who did not have access to the record in the case, would 
think after having read newspaper dispatches about the charge, 
made by opposing counsel. He said there was no more difficul: 
thing than for honest men to defend themselves against charges 
of fraud and corruption such as had been made in the case. 

Mr. Baker said that Congress had enacted paragraph 2 of 
section 5 to the end that unification of railroad properties migh; 
go forward pending the consolidation of the properties unde 
the other provisions of the law. He said the fact that the 
leases were to run for 999 years did not make such a consolida. 
tion as destroyed the corporate identity of the constituent con. 
panies. 

Mr. Baker said cases cited by opposing counsel in support 
of their contention that the leases of the properties of the 
Chesapeake & Ohio and of the Hocking Valley properties to the 
Nickel Plate were illegal because interlocking directors haq 
arranged for the leases, were not in point because what had 
been done in those cases had not been done by the Van Swer. 
ingens and their associates. He said the Van Sweringens had 
acted in the open and had not attempted to conceal what they 
were trying to accomplish. He said the life of O. P. Van Swer. 
ingen had been searched from the time he was a grocery boy 
in knickerbockers and that not the slightest evidence of wrong. 
doing had been discovered. He said that in Cleveland, the home 
of the Van Sweringens, it had never been charged that they had 
not been just and fair in their dealings with others. At one 
point when apparently there was some misunderstanding as to 
what the record was with respect to certain aspects of the case, 
Chairman Aitchison remarked: ‘Maybe that’s like some of the 
statements that we are deadlocked in this case.” 


In closing the argument, Mr. Colston said the record as 
made by the opposition was replete with “hocus-pocus—now 
you see it, now you don’t.” 


Discussing the question of whether or not what was pro- 
posed would result in a consolidation of the properties, Mr. 
Colston said that, in the sense that the constituent corporations 
would be wiped out of existence, there would be no consolida- 
tions, but that a “virtual, practical consolidation,’ such as the 
Commission had authorized in a number of cases, would result. 

Members of the Commission asked about Mr. Colston’s views 
as to the power of the Commission to impose a condition, if 
the application as to control were approved, that the 999-year 
lease of the C. & O., for example, would be subject to termina- 
tion at any time by order of the Commission. Mr. Colston 
thought the Commission had the power to impose such a con- 
dition, either at the time it made its original order or thereafter. 
He said he felt such a condition, however, should not be imposed 
in the original order because of the effect such a condition might 
have on the Nickel Plate’s ability to finance itself. Mr. Colston 
construed paragraph 3 of section 5, relating to supplemental 
orders, as giving the Commission that power. 


BOSTON SEEKS COMPULSION 


The Trafic World Washington Bureau 


A move to compel the railroads to make rates on grain, from 
the northwest and ex-lake to Boston, no higher than to other 
north Atlantic ports, in compliance with the expressed con- 
clusions of the Commission, in No. 13548, Maritime Association 
of the Boston Chamber of Commerce et al. vs. Ann Arbor et al., 
has been instituted by the title complainant. It has asked 
leave to amend its complaint and have a hearing on the amended 
complaint to the end that the Commission may use all its 
powers, if necessary, to give Boston such rates on grain as it 
indicated, in its decision, 95 I. C. C. 589, that port was entitled 
to have. 

Amendments are proposed to make carriers west of the 
Mississippi defendants so that an order may be made requiring 
the railroads to make rates on the basis indicated in the deci- 
sion, to include ex-lake grain whether originating in the United 
States or in Canada. 

This move was made because the carriers, although there 
had been many conferences, had declined to accept the con- 
clusions of the Commission as to what they should do as having 
the force of an order, although the Commission indicated that 
it refrained from making an order in accordance with its views 
simply because there was no technical prayer for the exercise 
of its minimum rate power to hold rates on ex-lake grain to 
the point where it might be necessary to hold them to assure 
uniformity to the various ports, and because the lines west of 


the Mississippi were not made defendants in the original 
complaint. 
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n might 

here Many firms who ship perishable and semi-perishable goods are learning 
that is it no longer necessary to figure losses on spoiled and damaged 
goods along with shipping costs. 

sage For by shipping the Balsa Box way they have cut out these losses 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Routing and Misrouting—Loss of Transit Privilege 


Ilinois.—Question: Kindly advise any decisions or other 
information that will cover cases similar to the one outlined 
below: 

We make shipments from the south on two different com- 
modities on which we are entitled to the transit privilege at 
Chicago, providing we allow the delivering carrier a haul from 
East St. Louis, Illinois, to Chicago. 

We are encountering some trouble in this connection due to 
the fact that an intermediate carrier that should deliver these 
cars to connections at East St. Louis, arbitrarily brings them 
into Chicago on their line. This practice is being done quite 
often in view of the fact that bills of lading specify delivery at 
East St. Louis. 

Answer: In Kile & Morgan vs. Deepwater Ry. Co., 15 I. C. 
C. 235, the Commission held that carriers at fault in misrouting 
are liable for damages represented by higher charges than would 
have been lawfully assessable had the misrouting not occurred; 
that a shipper cannot be deprived through a carrier’s negligence 
of any lawful privilege offered by another carrier, especially after 
due diligence on his part to secure such advantage. See also 
Switzer Lumber Co. vs. T. & N. O. R. R. Co., 21 I. C. C. 290, and 
Whaley-Warren Lumber Co. vs. C. C. & O. Ry. Co., 21 I. C. C. 530. 

On the other hand, where there are two available routes, via 
both of which the same rate applies, but only one being subject 
to a transit privilege, the carrier can not be charged with mis- 
routing because of not having forwarded the shipment over the 
route affording the transit privilege. Crescent Lumber Co. vs. 
Ill. Cent. R. R. Co., 20 I. C. C. 228. 

Rates—Adjustment of to Mississippi Valley Territory 

Missouri.—Question: We have a number of automobile 
shipments moving from Detroit, Mich., to Greenwood, Miss., and 
Greenwood being intermediate to New Orleans and several other 
points more distant on the Y. & M. V. Ry. and the Columbus & 
Greenville Ry. The rate charged to Greenwood is $2.32, and is 
very much in excess of the rate to New Orleans of $2.13. 

It occurred to us that there has been in time past, investi- 
gation relative to the application of the lower rate in competi- 
tion with the Mississippi River Service. It seems that inland 
towns such as Greenwood are being discriminated against by 
those towns on the railroad that are in competition with the 
River Service. 


Can you find us any data at all particularly that which might 
show that the carriers have been instructed by the Interstate 
Commerce Commission to apply or equalize rates to points such 
as Greenwood with those existing to more distant points that 
happen to be located on both the rail line and Mississippi River? 

Answer: Presumably the publication of higher rates to the 
point in question than to more distant points from Detroit, Mich., 
is covered by the necessary fourth section authority from the 
Commission. 

However, in this connection, see I. and S. Docket 1303, Rates 
to, From and Between Points South of Ohio River, 64 I. C. C. 
306, on page 319 of which the Commission said: 


There are at the present time through rates in effect from cen- 
tral territory to the Mississippi River points and to the Gulf ports 
made on a differential basis over St. Louis. These rates are in- 
fluenced by the present low rates from the Ohio River crossings and 
St. Louis to such points, and are not applied to intermediate points, 
to which points the rates on a relatively higher basis. 

The suspended rates to the Mississippi River points and the Gulf 
ports are substantially lower than the present rates to intermediate 
points. The suspended rate on special iron from Pittsburgh, Pa., to 
New Orleans, for example, is 66 cents as compared with rates to 
intermediate points ranging from 68.5 cents at Grand Junction to 
78.5 cents to Meridian and 83.5 cents to Brookhaven, Miss. 


Rates—Application of Combination Rule Where Through Rate in 


Effect Via Specified Route but Not All Routes Between 
Stated Points: 


Illinois —Question: I wish to cite a case of movement of 
lumber from a point of origin in Texas to a destination in Ne- 
braska, between which there is a through rate applicable via 
Kansas City, but which was waybilled to Paducah, Ky., and 
there reconsigned to the Nebraska destination. 

It is my understanding that the charges in this instance 
should be based upon lowest combination via route shipment 
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traveled; and that such combination is subject to B. T. Jong 
Combination Tariff No. 228. Not infrequently we find it is hey 
by some that the first paragraph of Section 4, page 7, of Supple. 
ment 15, to Tariff 228, operates to prevent the use of the Combi. 
nation rule in constructing the rate to govern. 


Answer: In I. and S. Docket 1862, cancellation Rule fq 
Combination Rates, 81 I. C. C. 745, the Commission said: 


The rule for constructing combination rates, the application 9; 
which respondents seek to restrict, is published in Agent Jones’ tg. 
iff I. C. C., U. S. 1. They propose to confine its application to move. 
ments from origin to destination points where there are not through 
rates in effect via any route. The rule originated with the Directo; 
General of railroads and_was originally published in compliance with 
freight-rate authority No. 10. It provided for the application of 
single increases to the combination rates where no_through rates 
were in effect from point of origin to destination. The application 
of this rule has in many instances resulted in lower rates than were 
applicable under the published through rates. It has been and is 
possible under the rule to divert shipments at points and over routes 
that were not available before its publication. 

The particular rates that would be affected by the suspended 
schedules are those on lumber and other forest products from prac. 
tically all points in the Mississippi Valley and origin points in the 
Southeast to Ohio and Mississippi River crossings when the lumber 
is destined for points beyond these crossings. 

It is the contention of respondents that under the tariffs as they 
now read the Jones basis for making combination rates is not ayail- 
able where joint through rates are in effect. They state that their 
purpose in publishing the suspended items was merely to clarify 
something that is already in the tariffs, and not to change them. 
The fact that both the carriers and the shippers have in the past 
put a different construction on the application of this combination 
rule, and the further fact that respondents now deem it necessary to 
call attention to this new interpretation of it, would indicate that 
whether so intended or not the proposed schedules are in effect a 
modification of the tariffs. 

Respondents assert that if the Jones Rule for constructing com. 
binations is employed where there is a through rate in effect via any 
route, they will be deprived of the advances allowed them under 
General Order No. 28 and the general increases of 1920. They urge 
with force that the carriers are entitled to these advances, but Gen- 
eral Order No. 28 and the general increases of 1920 did no more than 
allow increases on the traffic hauled. Neither was intended to con- 
trol routing. The traffic that moved via the unauthorized routes re- 
ceived its increases as well at that by the authorized routes. 

Respondents insist that the Jones basis has always been considered 
a temporary one and was intended as a bridge to be used until 
through rates could be established on the June 24, 1918, factors, 
increased in accordance with the specific authorities issued since that 
time. They say that many such through rates have been established 
since June 24, 1918, to take care of this situation. Protestants have 
no objections to the establishment of such rates if made no higher 
than the lowest combination, but do object to removing the protec- 
tion of the combination rule until such through rates are established. 
That there is at this time a substantial movement of lumber over 
the so-called unauthorized routes now enjoying the protection of 
this rule is clearly shown by the record. In this connection we said 
=. Cancellation of Combination Rule to the Southwest, 74 I. C. C. 
oVUo: 

“We are not disposed to approve retention of the combination 
rule because there is an indefinite possibility that future shipments 
may be affected by its cancellation. On the other hand, respondents 
have knowledge of actual movements of traffic or transportation 
conditions which sometimes make a future movement reasonably 
certain. Even though the combination rule may be undesirable as 
a tariff rule, that fact alone does not justify its elimination from 
the tariffs unless the carriers publish either joint or proportional rates 
in lieu thereof in order to prevent unwarranted increases in rates.” 

Protestants state that there is now in progress a movement for 
the general readjustment of the lumber rates from southern and 
Mississippi Valley points to the river crossings, and urge that the 
action of respondents at this time is premature. They contend that 
the propose schedules were designed by the carriers to rid them- 
selves of the rate level now in effect via unauthorized routes. They 
cite our decision in Combinaton Rule for Trans-continental Rates, 
78 I. C. C. 24, in which we declared the attempt of respondents to 
cancel the combination rule premature. That case differs-somewhat 
from this in that the respondents had given assurance that they 
would establish through rates no higher than those applicable under 
the combination rule. In the instant case respondents have given 
no such assurance but state that the suspended schedules were de- 
signed merely to clear up an involved situation. 

In this connection it is well to state that the proposal of the 
Atlantic Coast Line Railroad to restrict the application of rates 
from points on or via its line so as to give that line its maximum 
haul to the Virginia gateways would have the same effect as re- 
stricting the application of the combination rule. 

Protestants further maintain that the language of the rule in 
the Jones tariff for constructing combination rates clearly indicates 
that such rates are invariably applicable unless there is a joint 
through rate in effect over the route of movement. This, in our 
opinion, has been the generally accepted interpretation of the rule, 
and much traffic has moved over the so-called unauthorized routes 
under this interpretation since the inception of the rule. : : 

The reasonableness of the lumber rates under consideration 1S 
not in issue in this proceeding. We are, however, convinced from 
the record before us that the proposed schedules, if allowed to be- 
come effective, would increase these rates. We have no desire to 
continue indefinitely the operation of the combination rule, but believe 
that in the instant case the carriers should establish joint through 
rates on the basis contemplated in the rule before attempting to 
cancel or restrict its application. 


See also further report in I. and S. Docket 1802, Cancella- 

tion Rule for Combination Rule, 93 I. C. C. 614. 

Tariff Interpretation—Through Rate Versus Combination of In- 
termediates: , 
Montana.—Question: An L. C. L. shipment classed as third 

class moving from Wisconsin to Montana was billed at the sum 

of the two locals via Minnesota Transfer and revised to the 
maximum group rate, or an increase over the sum of the two 
locals of about 35 per cent. 
Why is the sum of the two locals not the correct rate? 
Answer: Whether or not the sum of the intermediates can 
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Direct route via Niagara Falls, permitting stop-over. 





The 
Black Diamond 


Via Mich. Cent. Via Grand Trunk 
Canadian Nat’l 


Leave New York......... 850 A.M. 11.50 A. M. 
Leave Philadelphia........ 9.20 A.M. 12.40 P. M. 


(Reading Co.) 
Arrive Chicago.......... 825 A.M. 


The 
Chicagoan 


2.50 P. M. 
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Lehigh Valley Service 


In New York, 
Lehigh Valley trains use the PENNSYLVANIA STATION, 
a block from Broadway, in the heart of the city. 


The 
Chicago Express 
Via Mich. Cent. 


6.20 P. M. 
6.15 P. M. 


9.05 P. M. 


Through Sleepers from Philadelphia Through Sleepers from New York 
No Extra Fare 


Extra Fare from New York 








Information, reservations, etc., may be had at ticket offices, or from 


H. Martens, Jr. J. F. Andrews 
Division Passenger Agent Ass’t Gen. Passenger Agent 
eo 24 Branford Place 110 W. 42nd Street 
Falls NEWARK, N. J. NEW YORK CITY 


P. S. Millspaugh 
Ass’t Gen. Passenger Agent 
1142 Widener Building 
PHILADELPHIA, PA. 


Lehigh Valley Railroad 


: Ghe Route of The Black Diamond 
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be used is dependent upon whether there is a provision in the 
tariff carrying the maximum group rates which authorizes the 
application of the sum of the locals where the resulting through 
charge is less than the maximum group rate. 

Where a through published rate is in effect that rate must 
be applied unless there is what is termed an alternative -provi- 
sion which permits of the use of a lower combination rate. 

Tariff Interpretation—Conflicting Rates 

Kansas.—Question: The Santa Fe Railway voluntarily re- 
duced their rates upon cattle, hogs, horses and mules from Colo- 
rado points to Wichita, Kan., publishing the reduction in their 
tariff 6180, I. C. C. 9916; but failed to change or cancel the then 
present rates published in their tariff 5681, I. C. C. 10038. 

Their traffic department ruled that, inasmuch as the rates 
in tariff 5681, I. C. C. 10038, were first established, under deci- 
sions of the Commission, the rates therefore under tariff 6180, 
I. C. C. 9916, could not be protected until the rates under the 
former tariff were either amended or canceled. 

We cannot recall, nor have we been able to locate the de- 
cision above referred to; neither have the railroads cited specific 
authority for their position. Will you please advise if it is true 
that the lower rates did not become effective, until such time as 
correction was given. Also whether there is a possibility of 
recovering charges resulting from the higher rates. 

Answer: The following rules govern the determination of 
which rate is applicable where two rates are shown in the same 
tariff and where rates are named in different tariffs applicable 
to and from the same points. 

Where the rates are published in the same tariff, the lowest 
rate is the applicable rate, if the rates are established on the 
same date. Conference Ruling No. 239; J. J. Badenoch & Co. vs. 
C. & N. W. R. R. Co., 22 I.C.C. 36. If the rates were established 
on different dates the rates first established is the applicable 
rate. Jewell Tea Co. Inc. vs. P. R. R. Co., 46 I. C.C. 314. 

Where the rates are published in different tariffs, the lowest 
rate is the applicable rate, if the rates were established on the 
same date. J. J. Badenoch & Co. vs. C. & N. W. R. R. Co., 22 
I. C. C. 36. If the rates were established on different dates, the 
rate first established is the applicable rate. Conference Rulings 
Nos. 50, 70, 104; New Albany Box & Basket Co. vs. Illinois 
Central R. R. Co., 16 I. C. C. 315; Sun Co. vs. T. & O. C. Ry. Co., 
52 I. C. C. 12; Dewey Portland Cement Co. vs. A. T. & S. F. Ry. 
Co., 56 I. C. C. 444; lliff Bruff Chemical Co. vs. Director General, 
60 I. C. C. 720. 

The Commission, as a rule, holds that the voluntary reduc- 
tion of a rate or basis charges, does not in itself, without proof 
that the former rate or basis was unreasonable, furnish a 
sufficient reason for awarding reparation. Ferguson & Sons Gro. 
Co. vs. A. B. & A., 45 I. C. C. 81. See also Pacific Bridge Co. 
vs. S. P. & S. Ry. Co., 38 I. C. C. 732, and Foster Lumber Co. 
vs. A. T. &@ 6. ¥., 16 I. C. C.. 56. 

The facts relating to the establishment of the reduced rates; 
whether or not the rates from and to the points between which 
your shipments moved were reduced as a part of a general re- 
adjustment of rates, etc., are factors which enter into a determ- 
ination of whether reparation can be obtained. 


Misquotation of Rate 

Arkansas.—Question: Conference ruling 254 states that a 
shipper does not have any recourse for damages which accrue 
from rates misquoted by the carriers. 

This seems to me to be in direct conflict with the Interstate 
Commerce Act, Section 6, paragraph 11 and Section 8. 

Will you kindly advise whether Conference Ruling 254 has 
been amended and whether shipper does have a basis for dam- 
ages where carriers quote erroneous rates and sales based upon 
that rate? 

Answer: It has been held by the Commission in numerous 
cases that both the carrier and shipper are presumed to know 
the lawful rate and that not even a misquotation of the rate 
applicable affords, of itself, ground for authorizing a departure 
from the lawful rate. The misquotation of a rate is not a basis 
for an award of reparation. Wisconsin Granite Co. vs. C. & N. 
W., 52 I. C. C. 380; Helena Traffic Bureau vs. Director General, 
55 I. C. C. 708; Arizona Corporation Commission vs. A. E. R. R. 
Co., 102 I. C. C. 578. 

Liability of Carrier Where Freight Loaded by Shipper is Trans- 
ferred in Transit by Carrier 

North Carolina.—Question: Carload of furniture samples 
shipped by us on December 22nd by express to Chicago to be 
used for exhibition and sales purposes at the furniture market. 
Extraordinary precaution was taken as to crating and packing 
and bracing car so as to insure arrival at destination in best 
possible condition. On December 23rd while en route car was 
unloaded by express company and load transferred to a con- 
verted car used for express traffic and forwarded without delay. 
The express company advised that it was necessary to transfer 
car account of car shortage. Please advise under what authority 
express company could unload and transfer shipment to another 
= while shipment was in transit for the reason as given by 
them. 

Answer: We know of nothing which insures to a shipper 
the right to the transportation of his shipment from point of 
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origin to destination in the same car in which the shipment Was 

originally loaded, where operating conditions make necessary oy 

expedient the transfer of the shipment while it is in transij. 

However, if damage to the shipment results from careles 
or unskillful loading on the part of the carrier when making the 
transfer the carrier can, we believe, be held liable therefor, See 
L. B. Cohen & Co. Inc. vs. Davis, 142 N. E. 75. 

Tariff Interpretation—Effect of Commission Accepting for Filing 
Tariff Which Does Not Give Statutory Notice 
Kentucky.—Question: Please advise the meaning of the fo). 

lowing technical abbreviation used in freight tariffs:—O. R. 1, 
When a freight tariff is on file with the Interstate Cop. 

merce Commission containing changes in rates from previous 

issue, but the tariff on file failed to give the required lawfy 
notice (30 days or special permission for less), what effect has 
the changes in rates on shipments. Does the fact that a tarif 
has been received and filed with the Interstate Commerce (Con. 
mission make it lawful to use the rates contained in said tariff 
or do the rates which are canceled by tariff remain in effect? ' 

Answer: The abbreviation O. R. L. in a tariff means owne;’s 
risk of leakage. 

With respect to the effect of the Commission accepting for 
filing a tariff or supplement which does not give the statutory 
notice, see Green Cananea Copper Co. vs. C. R. I. & P. Ry. Co, 
88 I. C. C. 225, in which the Commission said: 


Complainant’s case rests solely on the question whether the rates 
named in supplement No. 4 to Agent Countiss’ I. C. C. No. 1077, 
issue August 18, 1920, to become effective August 26, 1920, were law- 
fully established. By this supplement defendants provided for an 
increase of 334% per cent in the rates named in No. 1077, applicable, 
among others, from points in the United States to Canada, Mexico, 
which action purported to be in accordance with the special permis- 
sion granted by us in Increased Rates, 1920, 58 I. C. C. 220. No such 
authority was granted. Therefore, in making the increases in ques. 
tion effective upon less than statutory notice, defendants failed to 
observe the provisions of section 6 of the interstate commerce act, 
but as we accepted supplement No. 4 for filing, the rates named 
therein became the only lawful rates which could have been applied 
on the traffic in question. Brown & Sons Lumber Co. vs. L. & N, 
R. H. Co, FT EL CC. C. 50%. 


Reconsignment—Application of Jones’ I. C. C. U. S. 1 to Recon. 
signed Shipments Subject to Tariff Rate to and from Point 
of Reconsignment 
West Virginia. Question: Car of lumber forwarded from 

point of origin to destination on branch line. Immediately upon 
arrival the car was ordered reconsigned to another destination, 
necessitating backhauling the car to main line junction, and then 
forwarding west. As through rate from point of origin to ulti- 
mate destination was not applicable via the point of reconsign- 
ment, cannot Jones’ I.C.C. U.S.-1 be used in arriving at the 
through rate? 

All charges followed the car and were collected at destina- 
tion. 
Answer: In National Lumber Co. vs. N. & W. Ry. Co., 88 
I. C. C. 357, the Commission said with regard to a carload ship- 
ment of lumber which moved from Fox, Ala. to Hagerstown, Md., 
and was at that point reconsigned to Norfolk, Va., as follows: 


The transportation charges assessed were based on the separate 
rates of 45, 5 and 31.5 cents per 100 pounds, to and beyond Hagers- 
town, while complainants contend for the application of an aggregate 
rate of 72 cents per 100 pounds, arrived at by using Agent Kelly’s 
I. Cc. C., N. S. No. 1. But the defendant’s reconsignment tariff ex- 
pressly provided that: 


“If a car has been placed for unloading at original billed destina- 
tion and reforwarded therefrom without being unloaded, to a point 
outside of the switching limits, it will be subject to the published 
rates to and from the point of reconsignment, plus * * * reconsign- 
ment charges * *,’’ and as the car in question was reconsigned 
under directions received by defendant’s agent at Hagerstown, after it 
had been placed for unloading, the rule in Agent Kelly’s tariff was not 
applicable and the legal charges were assessed. 


Rule 2 of the reconsigning tariffs reads as follows: 


These rules and charges will apply whether shipments are handled 
at local rates, joint rates, or combination of intermediate rates. The 
through rate to be applied under these rules is the rate from point 
of origin over the route of movement via the diversion, reconsign- 
ment or reforwarding point to final destination in effect on date of 
shipment from point of origin, except that combination of tariff rates 
to and from point of reconsignment, plus reconsignment charges 
where applicable, will apply where authorized under rules 12 and 13. 
If the rate from original point of shipment to finai destination 1s 
not applicable over the route of movement through the point at 
which the car is diverted, reconsigned or reforwarded in connection 
with this line, the tariff rates in effect to and from the diversion, 
reconsignment or reforwarding point over the route of movement 
will apply, plus diversion or reconsignment charges, except that if 
a lower combination of rates is lawfully applicable over the route 
of movement such lower combination of rates, plus diversion or re- 
consignment charges, will apply. 


Under the provisions of a reconsigning tariff which contains 
a rule reading as that quoted above, it is our opinion that the 
provisions of Agent Jones’ Tariff I. C. C. U. S. 1 are not ap- 
plicable to a shipment which is subject to the provision of this 
rule in the reconsigning tariff which states that if the rate from 
original point of shipment to final destination is not applicable 
over the route of movement through the point at which the car 
is diverted, reconsigned or reforwarded in connection with this 
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Texarkana and Fort Smith Railway 


“ron The Kansas City Southern Railway 


‘“The Great North and South Road’’ 
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PORT | | 
ARTHUR | | 
ROUTE | 

| 


AGRICULTURAL PRODUCTS 





Kansas and Missouri: 
LIVE STOCK 
POULTRY and DAIRY PRODUCTS 
GRAIN 
STRAWBERRIES 
GRAPES 
APPLES 


- ————————— 


Arkansas (Northwest) : 
APPLES 
STRAWBERRIES 
GRAPES 
GRAIN 
LIVE STOCK 
POULTRY and DAIRY PRODUCTS 


Arkansas and Oklahoma: 
IRISH POTATOES 
SWEET POTATOES 
PEACHES 
CANTALOUPES 
WATERMELONS 
COTTON 
STRAWBERRIES 
POULTRY and DAIRY PRODUCTS 
LIVE STOCK 
VEGETABLES 


Texas and Louisiana: 
COTTON 
SWEET POTATOES 
LIVE STOCK 
RICE 
CITRUS FRUITS 
VEGETABLES 


Manifest Freight Service, Both North and South, 
Guaranteeing Quick Dispatch 


H. A. WEAVER J. 0. HAMILTON J. F HOLDEN 
G.F.A.,K.C.S.Ry.Co. G.F.A.,T.&Ft.S.Ry.Co. Vice-President ‘} 


| Kansas City, Mo. Cecieen ten. Genet en 
























































































line, the tariff rates in effect to and from the diversion, recon- 

signment, or reforwarding point over the route of movement will 

apply, plus diversion or reconsignment charges. 

Freight Charges Liability of Consignor Where Stipulation’ Re- 
ferred to in Section 7 of Bill of Lading is Signed and Notation 
placed on Bill of Lading That Charges are Guaranteed 
Washington.—Question: We shipped a carload of apples 

consigned to ourselves, advise Jones, on straight bill of lading 

endorsed “Deliver on Shipper’s Written Order,’ Charges Guar- 
anteed, executing Section 7 of the bill of lading. 

Delivering line now presents undercharge with advice that 
Jones is out of business and collection cannot be made from 
him. Are we liable? 

Answer: It is not entirely clear to us in what sense you 
use the term “Charges guaranteed.” 

If the notation was placed in the bill of lading and at the 
same time it was stipulated on the face of the bill of lading, in 
accordance with the provisions of Section 7 thereof, that the 
charges were to be collected from the consignee, it is our opinion 
that, inasmuch as under the provisions of Section 7 of the bill 
of lading, the consignor is otherwise liable for the charges, un- 
less he signs the stipulation referred to in Section 7 of the bill 
of lading, the placing of the notation on the bill of lading did 
not affect the obligation of the carrier to, under the stipulation 
executed in accordance with Section 7 of the bill of lading, 
collect its charges from the consignee at the time of the de- 
livery of the shipment. 

In this connection see the Commission’s Conference Ruling 
314, as amended March 6, 1922, reading as follows: 


“The Commission in conference on Mar. 6, 1922, amended the 
following conference ruling: 


“The law requires the carrier to collect and the party legally re- 
sponsible to pay the lawfully established rates without deviation 
therefrom. It follows that it is the duty of carriers to exhaust their 
legal remedies in order to collect undercharges from the party or 
parties legally responsible therefor. It is not for the Commission, 
however, to determine in any case which party, consignor or con- 
signee, is legally liable for the undercharge, that being a question 
determinable only by the court having jurisdiction and upon the 
facts of each case.” (Superseding rulings 3 and 187. See also rulings 
16 and 156 and Y. & M. V. R. Co. vs. Zemurray, 238 Fed. 789.) 
by adding the following paragraph immediately preceding the matter 
included in parentheses: 

“In this connection, attention is invited to the provisions of the 
export bill of lading, domestic bill of lading, and live stock contract 
prescribed by the Commission in Export Bill of Lading, 64 I. C. C. 
347, and Domestic Bill of Lading and Live Stock Contract, 64 I. C. C. 
357, 66 I. C. C. 63. For example, on the face of the domestic bill 
of lading, there is a provision regarding delivery to the consignee 
without recourse to the consignor; and section 7 of the conditions 
of that bill deals with the subject of liability for freight and other 


charges.”’ 

This Conference Ruling is cited and the effect thereof stated 
in the decision of the Supreme Court in Louisville & Nashville 
R. Co. vs. Central Iron and Coal Co., 265 U. S. 59. 

Routing and Misrouting—Liability of Carrier Where Carrier’s 
Agent Inserts Rate Which Does not Apply via Route Specified 
by Shipper 
Tennessee.—Question: Bill of lading containing complete 

routing is presented to carrier. At time of signing bill of lading, 

rate clerk inserts therein a rate. Therefore when lading was 
issued it contained both rate and route. The rate inserted does 
not apply via route named, but does apply via another route. 

Initial agent admits he did not call attention to conflict. 

Initial line has refused to protect lower rate, for the reason 
that rate was not inserted by shipper. While Conference Ruling 
474-C provides that when rate and route are both shown by 
shipper, it would seem that the fact that carrier admits that its 
agent inserted rate, and that they did not know of or call at- 
tention to conflict, would strengthen case against initial carrier. 

Isn’t position of initial carrier unduly technical? 

Answer: While Conference Ruling 474-C states that the obli- 
gation lawfully rests upon the carrier’s agent to refrain from 
executing a bill of lading which contains provisions that can 
not lawfully be complied with, or provisions which are contra- 
dictory and therefore impossible of execution, it is our opinion 
that, if via the route specified by the shipper in the bill of lading 
tendered to the carrier and via which route the shipment moved, 
the rate was higher than that via which the rate inserted in the 
bill of lading by the carrier’s agent applied, the carrier is not 
guilty of misroute for the reason that the act of the carrier’s 
agent in inserting the rate in the bill of lading did not result in 
the shipper being damaged in that he received the benefit of 
“card rate applicable via the route specified by him in the bill of 

ading. 

If, however, the rate via the route specified by the shipper 
in the bill of lading tendered to the carrier was lower than the 
rate inserted in the bill of lading by the carrier’s agent and the 
shipment was forwarded via the route over which the rate in- 
serted in the bill of lading by the carrier’s agent applied, the 
carrier is chargeable with misrouting the shipment. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subseribers always to be 
sure their traffic files are up-to-date. 
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SOUTHERN FERTILIZER RATES 


The Trafic World Washington Buregy 


In a brief for the shippers in No. 16295 and Consolidate 
cases, known as the Southern Fertilizer Investigation, Chang, 
R. Cotterill treated the issue as one involving, at the outset a 
bringing together of the levels of fertilizer rates in Carolin 
territory and in the remainder of the Southeast. He sgaiq the 
remainder of the task would be found comparatively simp, 
since there were no very wide differences in fertilizer rates j, 
the southeast, except as between the Carolinas and the South. 
east and as between the Mississippi Valley and the Southeas 
He said the investigation was an appropriate way to approach 
the matter because if not done by this general inquiry it would 
have been necessary to institute such investigation in compj. 
ance with the Hoch-Smith resolution. 

Mr. Cotterill objected to what he called arbitrary port equal- 
ization. He said that the starting point of the scheme presente 
by the railroads seemed to have been the domestic rate to a given 
destination from that port which made the lowest charge. Hay. 
ing found that, he said, the carriers suggested that from the 
other ports the carriers should be permitted to depart from the 
domestic basis in sufficient amounts to keep open to a reagop. 
able extent the various ports and routes leading therefrom to , 
given destination. He said that port equalization should not be 
permitted to take a purely arbitrary form because there could 
be undue preference as between ports under import rates as well 
as between ports under domestic rates. 

The views of the carriers were represented by Frank YW. 
Gwathmey, W. N. McGehee and Edward G. Mohr. Their views 
constitute a volume of 219 pages divided into seven parts. They 
said they had not undertaken a discussion of all the details of 
record. When measured by all the recognized and accepted 
standards, they said, the rates proposed by the carriers were 
reasonably low and that the entire adjustment which the car. 
riers proposed merited the approval of the Commission without 
change or qualification. Their argument on that point was in 
support of the scale to which they had given the name Third 
Royster Scale. They claimed it was based upon the rates or 
dered by the Commission in the two Royster fertilizer cases in 
which the Commission dealt with state-made fertilizer rates and 
found them less than just to the carriers. 

The Kentucky Railroad Commission, in its brief, expressed 
the opinion that the Alabama scale, brought into question by 
this procedure, was more nearly fair as a measure of what 
should be deemed a reasonable scale for general application in 
southern territory, than what had been proposed. It said that 
while it did not believe it was sound to take the legitimate 
earnings of the strong and give them to the weak, it did believe 
it was sound economic law to help agriculture so far as the cost 
of service performed by the carriers and a fair profit for that 
service would permit—regardless of whether such a scale would 
shrink the revenue in the aggregate or not. 


PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster General, has 
issued the following: 


Postmasters will please call the attention of all concerned at their 
offices to the fact that section 7 on pages 159 and 160 of the July, 
1925, Postal Guide is modified by the statement in the fourth para- 
graph of the notice of this office of December 8, 1925, bearing caption, 
“Improved Parcel-Post Service with Cuba (published in the Postal 
Bulletin of December 9, 1925, and on pages 6 and 7 of the December, 
1925, Postal Guide),’’ that all parcels for Cuba weighing more than 8 
ounces and prepaid at the rate of 14 cents a pound or fraction, in 
other words, all parcel-post packages, must be accompanied with 
customs declarations properly completed. 

The postal administration of Colombia has requested this depart- 
ment to cause parcels from the United States for Colombia mailed 
simultaneously by the same sender to the same addressee at one ad- 
dress to be marked to indicate that fact, in order that Colombian cus- 
toms officials at exchange offices of receipt may more readily ascet- 
tain the combined value of the parcels contained in a single shipment. 

Consequently United States post offices of origin will require each 
parcel in a.shipment for Colombia to bear a fractional number, the 
numerator of which indicates the number of the parcel, and the 
denominator the number of parcels comprising the shipment. For 
example, if a single shipment were composed of 15 parcels, each would 
be numbered 1/15, 2/15, 3/15, etc. 


W. Irving Glover, second assistant Postmaster General, has 
announced that, effective at once, a modified list of transit rates 
are chargeable on parcel post packages mailed in this country 
~an in French Morocco. The rates vary from 28 cents 
to $1.47. 


COAL PRODUCTION AND SHIPMENT 


“It is estimated that production of bituminous coal in Christ- 
mas week amounted to 8,452,000 net tons,” says the Bureau of 
Mines of the Department of Commerce in its weekly coal report. 

Total output in the calendar year 1925 to December 26 was 
514,827,000 net tons, approximately 41,619,000 tons, or 8.8 per 
cent, more than that in the same period of 1924. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended December 26 totaled 411,264 net tons, of which 
250,087 tons were for New England delivery. 

Cars of coal forwarded over the Hudson to eastern New 
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The Chesapeake and Ohio Lines 


Extending from Chicago, IIl., Louisville, Ky., Toledo, O., and Cincinnati, O., to its large 
deep-water terminals on Hampton Roads and traversing the States of Illinois, Indiana, 
Ohio, Kentucky, West Virginia and Virginia, in soliciting your patronage are not asking 
you to try a new experiment but to avail yourself of the services of a trained organization 
that has been actively engaged in the handling of traffic for many years, and of facilities 
which have been provided to meet the needs of the traffic as demonstrated by that long 
experience. 


Particular attention is invited to the— 


Fast and Dependable Through 
Freight Service 


Between 


New England, The East, 
Virginia and Southeast 


and 


The West, Northwest and Southwest 





















RAIL AND WATER 


“KANAWHA DISPATCH ROUTES” 


Via Newport News, Va., to Philadelphia, New York, Boston and Providence. 
Via Richmond, Va., to Baltimore. 


ALL RAIL 


Via “Durbin Route” to and from the East and New England. 

Via “Blue Ridge Dispatch Route” to and from the East and New England. 

Via Elkhorn City “C. & O.—Clinchfield Route” to and from the Southeast and South. 
Via Virginia Cities—to and from Virginia, Carolinas and the Southeast. 



















Daily package cars between Newport News, Richmond and Lynchburg, Va., 
Charleston and Huntington, W. Va., Ashland, Lexington and Louisville, Ky., Cincinnati, 
Columbus and Toledo, Ohio, Indianapolis, Ind., Chicago, Ill., St. Louis, Mo., etc., and 
beyond. 


ROUTE YOUR FREIGHT VIA “C. & 0. LINES” 


R. H. Vaughan James Harris 
General Through Freight Agent General Eastern Agent 
Cincinnati, Ohio 299 Broadway, New York, N. Y. 


or your nearest C. & O. representative 
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York and to New England the week ended December 12 were 
reported as follows: Bituminous, 4,160 cars; anthracite, 188 
cars. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended December 27 totaled 27,279 tons. For the season 
to December 27 the total was 26,846,682 tons, of which 26,317,513 | 
tons were cargo coal. Anthracite shipped in the 1925 season 
totaled 1,601,354 net tons. 

Loading of bituminous coal at the mines the week ended 
December 19 totaled 222,000 cars, according to reports filed by 
the carriers with the car service division of the American Rail- 
way Association, which says: 


This was an increase of 30,886 cars over the same week last year 
and 30,071 cars above the same week in 1923. For the 12 weeks from 
October 3 to December 19, inclusive, loading of bituminous coal at 
the mines amounted to 2,570,094 cars, an increase of 310,413, or 13.7 
per cent, above the corresponding period last year, and 325,672 cars, 
or 14.5 per cent above the corresponding period in 1923. It also ex- 
ceeded the corresponding periods in 1921 and 1922. Bituminous coal 
production for the 12 weeks from October 3 to December 19, inclusive, 
was the greatest for any yg | period during the past five 
years, amounting to 145,947,000 tons. This was an increase of 19,306,- 
000 tons, or 15.2 per cent. over the same period in 1924, while it also 
was an increase of 22,281,000 tons, or 18.0 per cent, over the same 
period in 1923. Loading of anthracite coal from the stock piles, stor- 
age and washeries during the 12 weeks’ period from October 3 to 
December 19, inclusive, totaled 63,440 cars, of which number 2,629 
were loaded during the week ended on December 19. 


HOCH-SMITH RESOLUTION 


(From the Mining Congress Journal) 

The Hoch-Smith law, which provides for a general investi- 
gation of the railroad rate structure of the country, is still on 
the statute books, but the problems created by it apparently 
are no nearer solution than they were when the law was passed. 
The Interstate Commerce Commission, whose duty it is to make 
the law effective, has been holding hearings, but no tangible 
results have been achieved. 

The law is so broad in its scope and so vague in its terms 
that neither shippers nor carriers, nor even the Commission, 
have been able to agree among themselves or with each other 
as to what it means or what is to be accomplished under its 
provisions. The element of uncertainty that exists has kept the 
investigation from being of any practical value up to the present 
time. 

Some shippers are presenting testimony and exhibits on con- 
ditions prevailing in their enterprises. Others have been re- 
luctant to present their situations, and have been standing by, 
merely to observe the trend of the proceedings. The railroads, 
however, are taking care to see that the record is complete as 
to their interests. If the latter succeed in making a prima facie 
case of inadequacy of their earnings under existing rate levels, 
the Commission may grant a general increase. 

A scientific study of the rate structure, which was said to 
be contemplated by the law, is not possiple, since Congress did 
not provide funds for the necessary expert personnel to do the 
work. The Commission cannot provide the necessary admin- 
istrative machinery from its regular personnel or out of its 
regular appropriation. But even if ample funds and personnel 
were to be provided, the investigation seems doomed to failure 
because of constantly changing conditions. 

Sentiment in favor of repegl of the Hoch-Smith law has not 
as yet moved members of Congress to act in that direction. The. 
law will not be repealed unless that sentiment is brought to 
the attention of Congress in such a manner as to command no- 
tice. This is probably due to the fact that nothing has been 
done by the Commission which would enable shippers to deter- 
mine with any degree of certainty how they will be affected. 

The Hoch-Smith law has tended to cause suspicion and dis- 
trust, to break the ranks of the shippers, and at the same time 
to cement more closely the interests of the railroads. Shippers 
who are contending for rate reductions, know, of course, that 
some group may have to bear rate increases in order that the 
rate structure will yield a fair revenue to the carriers. The 
whole situation is in a muddled state and repeal of the law 
seems to offer the best way out. 


CONSTRUCTION OF LINE 


The Lowell & Southern Railroad Company has applied to 
the Commission for authority to construct a line of railroad ap- 
proximately four miles long from Lowell to a point near Leonore, 
in La Salle county, Ill. The line would connect with the Burling- 
ton and arrangements have been made for interchange of traffic 
with that line. The line would reach extensive clay banks and 
gravel deposits, according to the application. 


ACQUISITION OF TEXAS LINE 

In a joint application the Southern Pacific Company and the 
Texas & New Orleans Railroad Company have applied to the 
Commission for authority to acquire control of the Dayton- 
Goose Creek Railway Company under paragraph 2 of section 5 
of the interstate commerce act, the Southern Pacific by pur- 
chase of stock and the Texas & New Orleans by lease. Accord- 
ing to the application the Southern Pacific proposes to acquire 
250 shares of outstanding stock of the Dayton-Goose Creek for 
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$900,000. The control sought will result in unified operatio, 
of the Dayton company with those of the Texas & New Orleans 
and a substantial saving in overhead and operating expenses ag 
well as other economies, according to the application. The 
total main track mileage operated by the Dayton company jg 
approximately 25 miles, extending from Baytown to Dayton 
Texas, the point of interchange with the Texas Company being 
at Dayton. 


CHARLESTON AND WILMINGTON 


The Board of Engineers for Rivers and Harbors of the Wa; 
Department, in cooperation with the Bureau of Operations of the 
Shipping Board, has issued a report on Charleston, S. C.,, ang 
Wilmington, N. C., constituting No. 9 of a series of reports on 
the ports of the United States. In explanation of the report 
the board said: mS 


This volume, like others of the series, was prepared to meet the 
needs of the government, and to supply valuable data for the use of 
importers, exporters, manufacturers, railroads, steamship lines and the 
general public. It gives full information with regard to port ang 
harbor conditions, port customs, and regulations, services and charges 
fuel and supplies; facilities available to commerce and shipping, ip. 
clusive of piers, wharves, dry docks, ship repair plants, coal and oj] 
bunkering, storage warehouses, bulk freight accommodation, floating 
equipment, wrecking and salvage equipment; railroad and steamship 
pa and their charges and practices in connection with termina] 
service. 

The foreign and domestic commerce is discussed, including origin 
and destination of imports and exports, and tables are presented 
showing in detail the business of the ports during the last ten years, 
The territory served is shown by means of maps. 

Charleston is one of the most important fertilizer manufacturing 
centers in the United States, and this industry has utilized the port 
extensively for receiving raw products. During the last few years 
the port has increased its receipts of petroleum, and these two com- 
modities now constitute about 95 per cent of the inbound traffic. The 
construction of the Southern Railway coal terminal in 1915 opened the 
way for handling a large outbound coal traffic and made unnecessary 
the further extensive importation of coal. Under a progressive loca] 
organization, the business of the port is developing and extending 
rapidly. The city is one of the few in the United States which not 
only owns but operates its terminal facilities with belt line com- 
munication. 

Wilmington, like Charleston and other south Atlantic ports, owes 
its water commerce largely to the railroads which have established 
terminals there. It is used by one of the leading American cotton 
exporting houses for shipment of export cotton originating in the 
immediate hinterland. On a tonnage basis the exports are of less im- 
portance than the imports. The latter include many full cargoes 
of fertilizer materials for use in the fertilizer plants located on the 
Cape Fear River and Northeast Cape Fear River. The port receives, 
via coastline lines, large quantities of miscellaneous merchandise for 
consumption in the adjacent territory. 


DOCKET OF THE COMMISSION 


Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel. 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 

January 11—Columbia, S. C.—Examiner Fuller: 
17099—South Carolina Penitentiary et al. vs. Aberdeen & Rockfish 
R. R. Co. et al. 
January 11—New York, N. Y.—Examiner Shanafelt: 
'16197—The Atlas Portland Cement Co. vs. N. & B. R. R. et al. 
17149—Holden Paper Co. vs. Erie R. R. Co. 
January 11—Jackson, Miss.—Examiner Weems: 
17672—Jackson Traffic Bureau vs. A. & V. Ry. et al. 
bet a mage Traffic Bureau for Jackson Fertilizer Co. vs. A. & 
- my. et al. 
* 15339—Jackson Traffic Bureau for Jackson Fertilizer Company vs. 
A. & V. Ry. et al. 
January 11—Cleveland, O.—Examiner Knowlton: 
17478 (and Sub. No. 1)—The Folberth Auto Specialty Co. vs. N. 
a R. R. et al. 
January 12—Washington, D. C.—Examiner Kephart: 

Valuation No. 235—In re tentative valuation of the properties of 

the Virginian Ry. Co. and the Virginian Terminal Ry. Co. 

January 12—Cleveland, O.—Examiner Knowlton: 

17554—Peter Witt vs. N. Y. C. R. R. et al. 

January 13—Harrisburg, Pa.—Public Service Commission of Pa.: 

* Finance No. 5162—Application of Bloomsburg & Sullivan R. R. Co. 
for authority to abandon a portion of its railroad. 

January 13—Nashville, Tenn.—Examiner Cassidy: 

* 1. & S. No. 2574—Newsprint Paper from Eastern Canada to points 
in Tennessee. 

January 13—Washington, D. C.—Examiner Faris: . 

Valuation No. 669—In re tentative valuation of the property of the 
Trinity Valley & Northern Ry. Co. 

' Valuation No. 684—In re tentative valuation of the property of the 
Christie & Eastern Ry. Co. 

January 13—New York, N. Y.—Examiner Shanafelt: 
17449—S. Berger vs. Penn. R. R. 
17367—The Texas Co. vs. B. S. L. & W. Ry. et al. 
January 13—Cleveland, O.—Examiner Knowlton: 
es ey American Petroleum Products Co. vs. C. C. C. & St. L. 
-e 
16534 (and Sub. No. 1)—The National Refining Co. et al. vs. C. C. 
Cc. & St. L. Ry. et al. . 
January 13—Argument at Washington, D. C.: 

Finance No. 3284—In the matter of the application of J. L. Lan- 
caster and C. L. Wallace, as Receivers of the Texts & Pacific 
Ry. Co., for a certificate of public convenience and necessity 
authorizing the abandonment and dismantling of the Midland & 
Northwestern Ry. 

9708-_Memphis-Southwestern Investigation. Fourth Section Order 


January 13—Washington, D. C.—Examiner Folsom: 
Valuation No. 566—In re tentative valuation of the property of the 
Trinity Valley Southern R. R. Co. 
Valuation No. 168—In re tentative valuation of the property of Chi- 
cago, Indianapolis & Louisville Ry. Co. et al. 
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CHICAGO-NEW YORK 


PASSENGER SERVICE 


VIA 


Ft. Wayne - Fostoria - Lorain 


CLEVELAND 


Ashtabula - Erie - Dunkirk 


BUFFALO 


Elmira - Binghamton - Scranton - Newark 


THE 


NICKEL PLATE-LACKAWANNA ROUTE 


Through Pullman Drawing - Room 
Sleeping Cars and Steel Coaches 
Parlor Car and Dining Car Service 


Stopover for a Visit to 


NIAGARA FALLS 
Free Side Trip from Buffalo 


For full information call on any representative of the Nickel Plate Road or address 


Cc. A. MELIN, G. E. P. A. C. A. ASTERLIN, G. W. P. A. 
Buffalo, N. Y. Chicago, IIl. 
B. E. MORGAN, Traffic Manager 
Cleveland, Ohio 
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January 14—New York, N. Y.—Examiner Shanafelt: 
17504—L. Casazza & Co. et al. vs. D. L. & W. R. R. et al. 


January 14—Atlanta, Ga.—Examiner Fuller: 
1. & S&S. No. 2557—Handling, storage and wharfage charges on fer- 
tilizer at Gulf ports. 
January 14—Argument at Washington, D. C.: 
Finance No. 4741—Construction of Line by New York, Pittsburgh 
& Chicago Railroad. 
January 14—Shreveport, La.—Examiner Weems: 
17585—Meriwether Sand & Gravel Co., Inc., vs. St. L. S. W. Ry. 


et al. 
17436—-The Long Bell Lumber Co. vs. A. & S. Ry. et al. 


January 14—Washington, D. C.—Examiner Macomber: 
Valuation No. 607—In re tentative valuation of the property of the 
Savannah & Statesboro Ry. Co. 
January 14—Washington, D. C.—Examiner Hendon: 
Valuation No. 580—In re tentative valuation of the property of the 
Texas, Oklahoma & Eastern R. R. Co. 
January 15—Chattanooga, Tenn.—Examiner Cassidy: 
1. & S. No. 2565—Classification Ratings on Hand Pea Hullers. 


January 15—Washington, D. C.—Examiner Sullivan: 

Finance No. 5244—Application of the Pittsburgh & West Virginia 
Ry. Co. under Section 20a of the Interstate Commerce Act for 
authority to change the par value of its common stock and to 
convert a portion thereof into preferred stock. 

January 15—New York, N. Y.—Examiner Shanafelt: 
17575—Federated Metals Corporation vs. C. R. R. of N. J. et al. 


January 15—Atlanta, Ga.—Examiner Fuller: 
1. & S. No. 2561—Rules governing minimum carload weights, de- 
pendents upon marked capacity of car from southern points. 


January 15-16—Argument at Washington, D. C.: 
Valuation No. 344—In re tentative valuation of the properties of the 
Vandalia R. R. Co. et al. 
Valuation No. 362—In re tentative valuations of the properties of 
the P. C. C. & St. L. Ry. Co. et al. 
January 16—New Orleans, La.—Examiner Weems: 
* 1, & S. No. 2577—Lumber, from or to Florida points. 
January 16—Atlanta, Ga.—Examiner Fuller: 
17283—Bradley and Woertz vs. Ill. Cent. R. R. et al. 
Portions Fourth Section Applications No. 2045 et al. 
17510—E. R. Cook et al. vs. Sou. Ry. et al. 


January 18—New York, N. Y.—Examiner Shanafelt: 
* ae - > - 2569—Class rates between points in New York and New 
ngland. 


January 18—Washington, D. C.—Examiner Boles and Molster: 

* Finance No. 4807—Application of Detroit & Ironton R. R. Co. for 
a certificate of public convenience and necessity authorizing the 
acquisition and operation of the railroad of the Detroit, Toledo 
& Ironton R. R. Co., including the Toledo-Detroit R. R. 

* Finance No. 5149—Application of Detroit & Ironton R. R. Co. for 
authority to acquire control of the Detroit, Toledo & Ironton 
R. = Co. and the Toledo-Detroit R. R. Co. by purchase of capital 
stock. 

* Finance No. 5150—Application of Detroit & Ironton R. R. Co. for 
authority to issue certain securities and to assume certain obliga- 
tions. 


January 18—Washington, D. C.—Examiner Gibson: 

Valuation No. 264—In re tentative valuations of the properties of 
the C. C. C. & St. L. Ry. et al. 

Varennes _ ieee re tentative valuation of the property of the 

4 . Ry. 

Valuation No. 600—In re tentative valuation of the property of the 
Kanawha & West Virginia R. R. Co. 

Valuation No. 564—In re tentative valuations of the properties of 
the Michigan Central Railroad Company; Canada Southern Bridge 
Company; Detroit Manufacturers Railroad; Detroit River Tunnel 
Company; Joliet & Northern Indiana Railroad Company; Lansing 
Transit Railway Company; Niagara River Bridge Company; St. 
Clair & Western Railroad, and St. Joseph, South Bend & South- 
ern Railroad Company. 

January 18—Detroit, Mich.—Examiner Knowlton: 
se Motors Corp. vs. Director-General, as agent, N. Y. C. 


January 18—Atlanta, Ga.—Examiner Fuller: 
17300—Bragg and Millsaps Co. et al. vs. A. & W. P. R. R. et al. 
January 18—New Orleans, La.—Examiner Weems: 
17555—Crescent Bed Co., Inc., vs. C. R. I. & P. Ry. et al. 
January 18—Washington, D. C.—Assistant Director Burnside: 
Finance No. 3898—Excess Income of the Richmond, Fredericksburg 
& Potomac R. R. Co. 
January 18—Argument at Washington, D. C.: 
16901—-Drayage absorptions by Southwest Missouri R. R. Co. 
14533—Traffic Bureau of the Sioux City Chamber of Commerce 
et al. vs. B. & O. R. R. et al. 
January 18—Washington, D. C.—Examiner O’Neill: 
Valuation No. 514—In re tentative valuation of the property of the 
Vv. S. & P. Ry. Co. 


January 18—Washington, D. C.—Examiner Boyden: 
Valuation No. 603—In re tentative valuation of the property of the 
Alabama & Vicksburg Ry. Co. 


January 18—Washington, D. C.—Examiner Norman: 
Valuation No. 358—In re tentative valuation of the property of the 
Ft. Worth & R. G. Ry. Co. 


AMERICAN FREIGHT BUREAU 


160 Nassau Street New York, N. Y. 
Established 16 Years 


see Managers 
F Audited . 
SS rie 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


CHARLES E. BELL 
TRAFFIC ANALYST 
TRAFFIC ANALYSES 
RATE SURVEYS 
RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 


630-632 Transportation Bldg. Washington, D. C. 
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Valuation No. 573—In re tentative valuation of the Property of 
Detroit Terminal R. R. Co. ‘he 
Valuation No. 620—In re tentative valuations of the Propertj 
the Kanawha & Michigan Ry. Co. et al. ee af 
Valuation No, 360—In re tentative valuation of the property ot 
K. C., C. & S. Ry. Co. the 
Valuation No. 400—In re tentative valuation of the property of 
St. Louis-San Francisco Ry. Co. et al. the 
Valuation No. 407—In re tentative valuation of the property of th 
Brownwood North and South Ry. Co. 
Valuation No. 408—In re tentative valuation of the property of th 
St. Louis, San Francisco & Texas Ry. Co. " 
Valuation No. 409—In re tentative valuation of the property of th 
Paris & Great Northern R. R. Co. 
Valuation No. 455—In re tentative valuation of the property of th 
Quannah, Acme & Pacific Ry. Co. . 
Valuation No. 636—In re tentative valuation of the properties x 
Birmingham Belt R. R. Co. and Metropolitan Rapid Tran) 
Light & Power Co. t 
Valuation No. 637—In re tentative valuation of the property of ¢, 
West Tulsa Belt Ry. Co. , 
January 18—Washington, D. C.—Examiner Kelley: 
Valuation No. 491—In re tentative valuation of the property of ty, 
Texas & Pacific Ry. Co. 
Valuation No. 297—In re tentative valuation of the property of the 
Denison & Pacific Suburban Ry. Co. 
Valuation No. 353—In re tentative valuation of the property of the 
Weatherford, Mineral Wells and Northwestern Ry. Co. 
January 18—Washington, D. C.—Examiner Hendon: 
‘Valuation No. 518—In re tentative valuation of the property of 
Gulf, Florida & Alabama Ry. Co. 
January 18—Washington, D. C.—Examiner Harraman: 
17491 (and Sub. Nos. 1 to 3, incl.)\—Washington Building Lime Co 
vs. B. & O. R. R. et al. 
January T9—Argument at Washington, D. C.: 
1. & S. No. 2463—Bananas from Guif Ports to Southeastern points, 
I. 4 = No. 2526—Lettuce from Pacific Coast Territory to Eastern 
points. 
January 20—Washington, D. C.—Examiner Mullen: . 
* 13413—In the Matter of Automatic Train Control Devices. 
January 20—Mobile, Ala.—Examiner Weems: 
.7679—Mobile Steel Co. vs. A. F. & G. R. R. et al. 
January 20—Washington, D. C.—Examiner Harraman: 
17619—Chesapeake Western Ry. vs. N. & W. Ry. et al. 
January 20—New York, N. Y.—Examiner Shanafelt: 
17581—Richmond Radiator Co. vs. C. & N. W. Ry. et al. 


January 20—Saginaw, Mich.—Examiner Knowlton: 
16810—The Lufkin Rule Co. vs. Mich. Cent. R. R. et al. 


January 20—Columbus, Ga.—Examiner Fuller: 


17564 (and Sub. No. 1 and 2)—National Show Case Co. vs. S. A. L 
Ry. et al. 


——- 20—Richmond, Va.—State Corporation Commission of Vir- 
nia: 


Finance No. 4994—Application Southern Ry. Co. for authority to 
abandon its line between White Oak and Danville, Va. 





Digest of New Complaints 


No. 17301, Sub. No. 1. The Atlantic Refining Co., Philadelphia, Pa., 
vs. Pennsylvania et al. 

Charges in violation of section 1, on petroleum products from 
Philadelphia to points in Pennsylvania and Delaware. Asks rates 
for the future, and reparation. 

No. a" Moline George Co., Dallas, Tex., vs. New York Central 
et al. 

Rates in violation of section 1, on insecticides or fungicides 
from Middlesport, N. Y., to Minden and Shreveport, La. Asks 
reparation. 

No. 17808. Alton Mercantile Co., Enid, Okla., vs. Santa Fe et al. 

Unreasonable rates on peanuts from Petersburg and Suffolk, 
Va., to Enid, Okla. Asks reparation. 

No. 17810. Sun Oil Co., Philadelphia, Pa., vs. Pennsylvania et al. 

Unreasonable and discriminatory rate of 15% cents on petroleum 
and its products from Marcus Hook and Philadelphia, Pa., to 
destinations in “the great industrial district” in Pennsylvania and 
Maryland. Asks cease and desist order, and rates for the future. 

No. 17811. Norton & Co., Washington, D. C., vs. Richmond, Frederick 
& Potomac et al. 

Rates and charges in violation of section 1 of the act, on 
inedible tallow from Norton’s Siding, Va., to points in New 
Jersey and New York. Asks rates for the future, and reparation. 

No. 17800. Investigation of transportation in New Mexico. 

This is an investigation instituted by the Commission on 
petition of the State Corporation Commission of New Mexico for 
action looking to the improvement of the transportation service 
now furnished in that state by certain carriers. 

No. 17809. F. H. Glarner & Co., Inc., St. Louis, Mo., vs. Southern et al. 

Alleges unduly prejudicial and unduly preferential rates on 
cottonseed hull shavings from points in Georgia to points in north- 
ern and eastern states. Asks for an order requiring the carriers 
$3 publish a definite description on shavings and for reparation of 

3,720. 





BISHOP & BAHLER 


TRAFFIC MANAGERS 
All Traffic and Transportation Matters 
Interstate Commerce and State Commission Cases 
E. W. HOLLINGSWORTH 
Commerce Attorney 


319 Fourteenth Street 369 Pine Street 
Oakland, Calif. San Francisco, Calif 
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GOOD FREIGHT SERVICE 
Via 


WESTERN PACIFIC RAILROAD 


Between All Points in Trans-Continental Defined Territories, Colorado 
and East, and Points on following Roads in the West: 


A.T.&S.F.RY. - - - + + Bakersfield, Calif., and points north. 
SOUTHERN PACIFIC CO.- All points in California north and west of Banning 


and west of Colfax, inclusive, except Mojave Branch. 


WESTERN PACIFIC R.R. - All points. 









ALSO ALL POINTS ON: 








In California 

Bay Point & Clayton R. R. Quincy Railroad 
Cement, Tolenas & Tidewater R. R. Sacramento Northern R. R. 
Central California Traction Co. San Francisco-Sacramento R. R. 
Indian Valley Railroad ' Sierra Railway 
McCloud River Railroad Stockton, Terminal & Eastern R. R. 
Petaluma & Santa Rosa R. R. Tidewater Southern Railway 

Yosemite Valley Railroad 


In Nevada 
Eureka Nevada Railway Nevada Northern Railroad 
Nevada Central Railroad Virginia & Truckee Railway 


In Utah 
Deep Creek Railroad 











Bingham & Garfield R. R. 





Tooele Valley Railway 






Daily package cars operated to California, from— 
Civiceeo......... via C.B. &Q.-D. &R. G. W.- W. P. R.R. 


is....... \via M. P. R. R.-D. & R. G. W.- W.P.R.R. 
Kansas City.... 











EASTERN TRAFFIC AGENCIES 










ATLANTA, GA. 


: OMAHA, NEBR. 
621 Healey Building DALLAS, TEXAS FORT WORTH, TEXAS 806 W. O. W. Building 
R. E. Knicut 1305 Kirby Building 317 W. T. Waggoner Building H. G. Bock 
General Agent C. N. Gray L. J. ANDERSON General Agent 
General Agent Commercial Agent 






CHICAGO, ILL. 







PITTSBURG, PA. 
110 South Dearborn Street DENVER, COLO. KANSAS CITY, MO. 311 Park Building 
J. L. Hone 221 Equitable Building 336 Railway Exchange Building _ T. NEISON 
General Agent G. W. Rooney F. C. Hocue neral Agent 
General Agent General Agent 


CINCINNATI, OHIO 












PUEBLO, COLO. 
311 Dixie Terminal DETROIT, MICH. NEW YORK CITY, N. Y. 139 Central Block 
_H. Harper 1216 Dime Savings Bank Building 299 Broadway O. O. STANCHFIELD 
neral Agent H. I. Scor1e_p E. C. Pate General Agent 
General Agent Acting General Agent 


COLORADO SPRINGS, COLO. 
460 First National Bank Bldg. 
E. D. Morrison 

General Agent 


ST. LOUIS, MO. 
726 Pierce Building 
L. D. GruBer 
General Agent 


















Serves 





Serves 


California, Nevada and Utah ee, oH California, Nevada and Utah 
C A Pe 


GENERAL OFFICES: Mills Building, SAN FRANCISCO 
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HE story of Florida is a story of keen 

activity in realestate development and 
building construction, and in that story 
International Trucks are playing an im- 
pressive part. 


Take Pasadena-on-the-Gulf, at St. Peters- 
burg, for instance. The Pasadena fleet of 16 
Heavy-Duty International Trucks has been 
at work for nearly four years, creating a 
magnificent residential city out of 3,000 
acres of wilderness. 


Traveling always in deep sand or over 
rough roads, year in and year out, these 16 
Internationals have moved a vast tonnage 
of road materials, concrete blocks, rock, 
sand, timbers, girders, and machinery. They 
transported numbers of full grown royal 
palms for the building of avenues and were 
the main mechanical factor in the building 
of a number of large bridges. 


International Heavy-Duty Trucks range from 3,000 to 10,000 pound 
line includes also the 2,000-pound 
Speed Truck. Sold and serviced through 112 branch houses—larg- 
est Company-owned motor truck service organization in the wail 


INTERNATIONAL 


maximum capacity The 





“florida in the Making 





THE TRAFFIC WORLD 


The entire fleet worked full time in the 
construction of Boca Ciega, the Country 
Club Division at Pasadena and winter head- 
quarters of Walter Hagen, for the third 
time national professional golf champion. In 
nine months’ time one 18hole course was 
open for play—record time for men and 
equipment. For motor truck advice from 
one who knows, see Jack Taylor, Pres., 
Pasadena, St. Petersburg, Florida. 


We can cite you such instances all down 
the East Coast to Miami, across to Tampa, 
and up again to Jacksonville—the sort of 
truck performance you can depend on from 
Internationals,anywhere—the same perform- 
ance given by other products of the Harvester 
Company for almost a hundred years. 


INTERNATIONAL HARVESTER COMPANY 


ichi of America F 
606 So. Michigan Ave. (Inc aa Chicago, Ill. 
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How Do You Handle Large Boxes? 


Elwell-Parker Storage Battery Cranes have proven most valuable in handling ungainly 
boxes, machines or crates in and about the shipping room, freight car, or out in the yard. 
Outfitted with telescoping boom adjustable for 8 to 17 foot lengths, swinging through 180 
degrees, it can pick up, stack and transport any load up to 3,000 pounds in short order. 


One Cleveland concern, having ten Elwell-Parker equipments, operates a portable electric 


crane in the shipping room with ten-foot ceilings handling large boxes at a saving of 80 per 
cent of the former handling time. Lift tructors at this plant have eliminated twenty-two 
handlings of a single product avoiding the moving of 33,000 tons per annum. 


Speedy handling in shipping quickens plant production 


Elwell-Parker Tructors save handling time, risk of injury to employees, breakage, labor 


costs and many alibis, and pay for themselves in a few short months. Cranes, Tractors, 
Lift and Freight Car Tructors. 


Request Catalog No. 43 


The Elwell-Parker Electric Co. 


4350 St. Clair Avenue, CLEVELAND, OHIO 
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A Dependable Railway 


A new world’s record for continuous locomotive performance was made in the 
latter part of September when Great Northern Engine No. 2517 completed a trip of 
3,588 miles without stops other than for fuel and water. 


Leaving Seattle at 4:30 P.M. Friday, September 25, with a Silk Train of 19 cars, 
this engine arrived in St. Paul at 11:05 P. M. Sunday night. Then at 9:05 Mon- 
day morning it started on its return journey pulling the 9 cars of the Fast Mail 
Train to Seattle, easily maintaining its 4714-hour schedule for the 1,794 miles, 
arriving in Seattle at 6:15 A. M. Wednesday, September 30, in excellent condition. 


In less than five days this engine had been in active service for 99 hours and 45 
minutes and had traveled 3,586 miles; a marvelous performance when you consider 
that the ordinary engine run is over a division of from 125 to 150 miles. 


Records like this are possible only when the equipment of 
the railroad is kept at the highest possible state of perfection; 
when the road-bed is of the latest construction, with curves 
eliminated, grades reduced to a minimum and tracks laid with 
heavy steel, and when the spirit of the men is back of the rail- 
road’s policy of Service. 


These are the things that have made the Great Northern — 


First’’ 
Railway known to passengers and shippers, alike, as a DE- 


, Route of 
PENDABLE RAILWAY. 


The New 
Oriental 
Limited 

No Extra Fare 


Saint Paul, Minn. 
G. H. Smitton, Freight Traffic Manager 
A. J. Dickinson, Passenger Traffic Manager 


Great Northern Railway 
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ST. LOUIS’ Unification of 


RAILROAD TERMINALS 


St. Louis’ industrial district has more than 600 miles of belt lines and railroad terminal 
facilities, in addition to the trackage of the individual carriers. The Terminal Railroad Associa- 
tion, the largest unification of railway terminals in the United States, connects with, and inter- 
changes traffic with, all of the 28 railroads entering St. Louis. Three other industrial switching 
lines on both sides of the river offer efficient service. 


The barge line docks for waterway freight are connected with the Terminal’s belt lines. 
Goods loaded into a box car at a plant for river shipment are delivered to any port at water rates. 
The switching charge from factory to barge is absorbed by the carrier on competitive traffic. 


If your plant is located in a city which has sufficient terminal trackage and equipment you 
have an advantage over competitors not so favorably located. Adequate terminal facilities form 
an important item in the successful operation of a manufacturing plant. St. Louis has many 
conveniently situated sites available for new factories along the Terminal’s belt lines. 


Ship from the Center—Not the Rim 


We will be glad to mail you our free 
illustrated booklet, “The New St. Louts.” 


Address, Dept. 23, 


ST. LOUIS CHAMBER of COMMERCE 


St. Louis, U. S. A. 
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“Traffic Service” 


Advisory Service on I. C. C. Procedure 
and the Law of Carriers 


Freight Bills Audited 

Interstate Commerce Cases handled 
Loss and Damage Claims handled 
Rates Quoted 

Rate Statements compiled 

Traffic Statistics compiled 
Washington Representation 


Interstate Traffic Company 


Transportation Building 
J. M. SMITH, Manager Washington, D. Cx 
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SOUTHERN PACIFIC LINES 
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